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THE LOGIC OF RAILROAD HISTORY 


Looking back over the history of railroad regula- 
lation—especially for the period beginning with 1906, 
when the Commission was clothed with the rate-mak- 
ing power—it is easy to see what has happened. Prior 
to that time the railroads had suffered from their own 
unbridled competition more than from any other cause. 
The published tariffs were not observed as to a con- 
siderable proportion of the traffic, the rates on which 
were actually made by contracting freight agents who 
had little or no idea of the cost of performing the serv- 
ice they were selling and bid for the tonnage in sight 
with disregard of consequences. Rate war followed 
rate war, and receivership followed receivership in 
dreary succession, only a few of the very strongest 
lines being able to weather the storms of those un- 
settled days. 

When, in 1906, rebating was stopped and the Com- 
mission obtained the rate-making power, there followed 
a general onslaught on the carriers’ rates, conducted 
largely by the merchant and jobbing elements of the 
business community in a general scramble to obtain 
relations of rates that would promote the advantage of 
this or that distributing or jobbing city. The Inter- 
state Commerce Commission and the state commis- 
sions were led to attach a somewhat exaggerated im- 
portance to the factor of distribution and the channels 
through which distribution should be made. Moreover, 
these bodies seemed obsessed with the idea that the 
carriers were making too much money, and that the 
power delegated to them to regulate rates really meant 
the regulation of railroad revenues. The result was 
that, in case after case, rates were reduced, either on 
the ground that they were higher than reasonable or 
were discriminatory. ‘These reductions totaled untold 
millions, and a large proportion applied on higher class 
merchandise traffic, the very class of business that is 
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able to contribute a larger share of the total amount 
necessary to support the transportation industry, which 
cannot be obtained from lower grade traffic on which 
low rates must be published in order to move it. 


Meantime, costs and prices were steadily rising and 
the railroads, caught thus between two opposing forces, 
sought to save their revenues by investing large 
amounts of capital in improved facilities and by hold- 
ing labor to the lowest possible level. As fast as sav- 
ings were obtained by either of these measures the 
commissions promptly took them away by a further 
paring of rates. Railroad earnings gradually declined 
until the investing public lost confidence in the in- 
dustry and refused to make investments therein, or 
even loans, except at a materially increased interest 
charge. Salaries and wages in the industry were be- 
low the level of other callings, which resulted in a low- 
ering of the morale, the growth of unions, the trans- 
fer of loyalty of the employees from their employers 
to the union leaders, and the elimination from railroad 
service of thousands of promising young men who 
found better opportunities in other lines of effort. 


This was the condition of the railroads at the out- 
break of the world war—depleted treasuries, reduced 
morale, impaired credit, and destruction of initiative, 
with rising costs on the one hand and declining rev- 
enues on the other threatening to bring the industry 
to a standstill. The emergency of the war brought 
the climax. The government decided to take over the 
lines and run them out of the United States Treasury 
at any cost. Further tremendous increases in operat- 
ing expenses, some of them unnecessary and some en- 
tirely unwarranted, were made and two radical per- 
centage advances, one by the Director-General and one 
by the Interstate Commerce Commission in the guar- 
anty period, were resorted to to bring railroad rates 
back to a correct relation with other prices. This 
method of rate-making has resulted in rates on some 
heavy commodities that are perhaps higher than the 
traffic can afford, and the problem is now to deal with 
each one of these situations on its merits, reducing 
rates that actually prevent movement of traffic with- 
out disturbing those on the higher classes of mer- 
chandise that are amply able to contribute as much as 
or, in many cases, more than they now pay. No re- 
duction by percentage should be considered for a mo- 
ment and in any further correction of relations of 
rates on more valuable commodities such correction 
ought generally, perhaps, to be made by increase of 









To the Industrial Traffic Manager 


The ulf obile & orthern 
es ulfport obile ew Orleans 


ITS SPECIALTY: Dependable Freight Service. 
ITS AMBITION: To serve you. 
ITS INVITATION: To try the route. 


IN RETURN: Courteous treatment, expedited 
service and a personal interest in your 
shipments from origin to destination. 








“THE ROAD OF SERVICE” 


UNION Pac, a 


+ = 
“ =a 
Oo SACRAMENTO Ob R c| 


OAKLAND 


sasaceatl ‘ » FRESNO 


as. 


ne OnTGOmERY 


SZ; — MOBiLe 


San Diego & Arizona Railway 


THE SAN DIEGO SHORT LINE 
Offers a New Direct Route Between San Diego and Eastern Cities 


This new line in connection with Southern Pacific and its Eastern connections forms the 
shortest transcontinental line to any California port. GIVE IT A TRIAL. 


From CHICAGO: Through package cars in connection with Rock Island, El Paso & Southwestern, Southern 
Pacific, care S. D. & A., El Centro. 


From NEW ORLEANS, KANSAS CITY, ST. LOUIS: Excellent service, without delay, to San Diego. 
From NEW YORK: Sou. Pac. S. S. Line (Morgan Line), care S. D. & A., El Centro. 
From other points: Direct line to Southern Pacific, care S. D. & A., El Centro. 


For information as to rates, routes, service, etc., ask any railway agent, or address: 
PONTIUS, General Manag 


RB. BORGEY “Amistant trafic Manager = SAN DIEGO & ARIZONA RAILWAY, San Diego, Calif. 





THE TRAFFIC WORLD Vol. XXVII, No. 26 














Jun 


the 
larg 
be » 
por 
ute 
mai 
reas 
exp 
traf 
sucl 
mu: 
tere 
voli 
not 
dov 
rate 
the 
thir 
as 

eve: 
cire 
tion 
goo 
and 
as | 
ing 
laid 
ope 
Coa 
the 


inci 
trie 
duc 
trar 
It | 
wag 
tha 
attr 
eral 
The 
teri 
pro: 
cou 
por 
sure 
OF: 1 
is t 
in ( 
of i 
can 


Lou 
ting 


Vert 
foot 
est » 

stru 
tise¢ 
tive 
in tl 
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the lower rather than reduction of the higher rate. A 
large proportion of railroad traffic must, in any event, 
be moved on rates that will pay only the actual trans- 
portation cost plus some profit, and will not contrib- 
ute materially to the overhead and general expense of 
maintaining the transportation industry, including a 
reasonable return to the investor. That portion of the 
expense must be obtained from the higher classes, of 
traffic, and it would be disastrous to consider reducing 
such rates when reductions running into large amounts 
must be made on lower grades of traffic which the in- 
terest of all concerned require shall be moved in large 
volume. It is to be hoped that the Commission will 
not be induced by any cl.mor to resume the paring 
down of merchandise class rates and the commodity 
rates on higher grade articles that has characterized 
the decisions of the last fifteen years. The important 
thing from the point of view of the country, as well 
as of the carriers, is that production shall proceed 
everywhere where it can proceed under advantageous 
circumstances. The channels through which distribu- 
tion shall occur are of secondary importance. The 
goose that lays the golden egg both for the carriers 
and the public is the producer who creates traffic, and 
as large a proportion of the total burden of support- 
ing the transportation industry as possible should be 
laid on the higher classes of traffic, leaving the way 
open for the application of rates on raw materials and 
coarse products that will permit their movement with 
the greatest possible freedom. 

The remuneration of employees, where it has been 
increased to a level above that in surrounding indus- 
tries, will have to be reduced, but it should not be re- 
duced below that level, as it was for many years. The 
transportation industry is second only to agriculture. 
It has nothing to offer the employee but a salary or 
wages, and yet it is important to the whole country 
that the field of railroading shall be at least sufficiently 
attractive to draw into it employees of the same gen- 
eral average of intelligence as those in other industries. 
The railroad business requires an immense capital, ma- 
terial facilities, and an army of employees on whose 
prosperity, contentment, loyalty and efficiency the 
country is dependent for an adequate system of trans- 
portation. Both capital and labor will have to be as- 
sured of as fair a reward in this industry as any other, 
or. they will not seek this industry, and if this reward 
is to be obtained it must be obtained as it is obtained 
in other industries—by higher profit from that portion 
of its service devoted to the uses of the purchaser who 
can best afford to pay it. 


COST OF BUILDING ROADS 


In an article on the cost of building roads, the St. 
Louis Post-Dispatch, in its issue of June 14, comment- 
ting on the situation in Illinois, says: 


A clear-cut illustration of the situation here is on roads in 
Vermillion County. Bids were advertised in January for an 18- 
foot concrete road. They were opened February 18 and the low- 
est was found to be $36,913 per mile. On Governor Small’s in- 
structions all the bids were rejected and the road was readver- 
tised. May 25 the new bids were opened and the Illinois execu- 
tive found the same contractors bidding, but a remarkable change 
in their bids. The lowest under the readvertisement was $25,856 
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per mile, or $11,057 less than the first figure. On 50 miles of 
road that saving would amount to more than a half million dol- 
lars, and at the new price would make possible the building of 
21 additional miles of road. The saving was about one-third. 

The costs of the Illinois roads are exclusive of the cement 
which goes into their construction, Illinois purchasing the cement 
and supplying the contractors with it. 

Examination of the unit prices in bids of Illinois contractors 
reveals startling evidence of the profits which would have ac- 
crued to them under the first bids submitted, the natural assump- 
tion being that they figured a reasonable profit in their’ revised 
bids. 


We wonder how much more of the cost of build- 
ing highways could be taken off without reducing the 
freight rates on road-building material. One would be 
justified, in this instance, in concluding that the freight 
rate had very little to do with the price. 


STRAWBERRIES UNDER HIGHER RATES 

Apropos of the cry that high freight rates are 
throttling business, especially the fruit and vegetable 
business, the Association of Railway Executives puts 


out the following: 


A few weeks before the marketing season began in the straw- 
berry district of Louisiana this year producers and marketing 
agents were pessimistic over the outlook. Prospects pointed 
toward a good crop, but many were worried over the increased 
cost of transportation. Some declared the close of the season 
would find producers bankrupt. The outcome was a distinct sur- 
prise. 

This has been one of the most prosperous years in the his- 
tory of the strawberry district of Louisiana. The carload move- 
ment of berries from the district was greater than ever before, 
exceeding that of last year by 43 per cent. 

The following is a comparison of the number of cars of straw- 
berries loaded on the lines of the Illinois Central System in the 
Louisiana strawberry district this year and last: 


1921 1920 
Express Freight Express Freight 
3 871 0 


Louisiana Division (I. C) 1,258 
New Orleans Division (Y. & M. V.) 128 0 96 0 
Totals 1,386 3 967 0 


The cost of transportation by express from Hammond to Chi- 
cago was about 43 to 45 1-3 cents a crate this year (including 
refrigeration charges), as compared with about 3414 to 36 cents 
a crate last year, the range being due to the variation in the 
capacity of express cars used, on which there is a refrigeration 
charge per car. The cost of transportation by freight from Ham- 
mond to Chicago was about 31% cents per crate this year, as 
compared with about 26 cents last year. 

In spite of the fact that the cost of freight transportation 
this year was less than the cost of express transportation last 
year THE SHIPPERS VOLUNTARILY CHOSE THE HIGHER 
RATE, BECAUSE OF THE MORE RAPID SERVICE. 

The only difference between freight and express service is 
the time in transit—express taking 36 hours from Hammond to 
Chicago, and freight 60 hours. 

A few years ago the majority of the berries shipped out of 
the Louisiana district moved by freight, but there has been a 
gradual change to express movement, which verifies the conten- 
tion that service, rather than the scale of rates, is the more im- 
portant factor. 


CLARK RE-ELECTED CHAIRMAN 
The Trafic World Washington Bureau 


Announcement that Edgar E. Clark had been re-elected chair- 
man of the Commission by the unanimous vote of his colleagues 
was made at the Commission offices June 18. The announce- 
ment was a bit surprising for the reason that, when in March, 
1920, the rotation rule was not observed, Commissioners Woolley 
and Eastman declining in favor of Commissioner Clark, it was 
the understanding that, when Mr. Clark had served until June 
30, 1921, the rotation would be resumed. Observation of it would 
have brought Commissioner McChord to the chairmanship again. 

Commissioner McChord made the motion to continue Mr. 
Clark in the chairmanship for another year, not because McChord 
or any other Commissioner thought Mr. Clark was the only man 
who could fill the position, but because he felt that, during the 
continuance of the period when there may be more legislation 
affecting the Commission, it would be wise to have, as spokes- 
man for the Commission, the man who served in that place while 
the transportation act was being framed and enacted. Clark’s 
election, according to the announcemnt made by Secretary Mc- 
Ginty, is for the year ending June 30, 1922. Then, unless the 
Commission again votes otherwise, the rotation rule will come 
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into operation. That is the rule adopted after the late Judson 
C. Clements had served the first year following the long chair- 
manship of Martin A. Knapp. 

When Mr. Knapp retired to become a United States circuit 
judge, the commissioners then in office felt dissatisfied that one 
of their number, by reason of having been designated by them 
to have charge of the administrative work of the Commission, 
should be. considered as having a place of greater dignity or au- 
thority than another commissioner, in dealings with the public. 
The rotation rule was then adopted, the chairmanship to go to 
the senior in point of service, after dropping from consideration 
those who had served as chairmen. 

Last year that rule would have conferred the chairmanship 
on Robert W. Woolley, whose term of office expired December 
31 of that year. That fact, taken into consideration with the 
possibility of non-appointment by President Wilson or failure of 
confirmation by the Senate, caused considerable discussion. Mr. 
Woolley was also out of harmony with the other commissioners 
in the matter of the continuance of federal control, besides being 
also unfamiliar with much of the work of the Commission. Mr. 
Eastman was also out of harmony with the prevailing objection 
to a continuance of federal control. He was more familiar with 
regulatory work. Both, however, indirectly had opposed the 
transportation act which had been signed just a few days before 
the expiration of Chairman Aitchison’s term as chairman, which 
—_ it necessary for the commissioners to consider what should 
e done. 

Their discussion led to the conclusion that it would be de- 
sirable for the chairman’s term of office to run concurrently with 
the fiscal year, so that the change would take place, if the idea 
of one year terms was adhered to, in the season of the year 
when the work of the Commission would be most slack. There- 
fore, they changed the end of the chairman’s one year from 
March 16 to June 30. The declination of Messrs. Woolley and 
Eastman brought Mr. Clark into eligibility again and he was 
elected to serve until June 30, 1921. When the term beginning 
on July 1 next is completed Mr. Clark will have served a little 
more than three years in the chairmanship during the sixteen 
years of his tenure of the office. He was appointed by Presi- 
dent Roosevelt in 1906, to fill one of the original vacancies 
created by the so-called Hepburn law of that year, in the prepara- 
tion of which Commissioner Esch and Senator Townsend, of 
Michigan, then a member of the House, had a large part, be- 
cause, in the preceding year, they, as young members, framed 
what came to be known as the Esch-Townsend bill. That measure 
became the foundation for the Hepburn bill in 1906. 


MONEY FOR R. R. ADMINISTRATION 
The Trafic World Washington Bureau 


If President Harding decides to act favorably on the sugges- 
tion of President Rea of the Pennsylvania that the Railroad Ad- 
ministration fund for a period of fifteen years the indebtedness 
of the railroads to the government growing out of capital ex- 
penditures made by the government on the railroad properties 
during federal control, according to officials of the Railroad Ad- 
ministration, he will have to ask Congress for an additional ap- 
propriation of from $700,000,000 to $800,000,000 for the Adminis- 
tration. That appears to be the “rub” in the Rea proposal and 
there appears to be some question as to whether the President, 
however he may wish to aid the carriers at the present time, 
will ask Congress to make the appropriation said to be neces- 
sary. 

It is explained that an appropriation is necessary because, if 
the indebtedness were funded, the Railroad Administration could 
make no deductions therefor in making final settlements with the 
carriers, but would have to pay the railroads in full for the 
amounts due them, and that the Administration lacks the funds 
to do that. The plan the Railroad Administration has been fol- 
lowing in making final settlements is that of ascertaining what 
the government owes the carrier and then deducting therefrom 
what the carrier owes the government for capital expenditures. 

The indebtedness of the carriers to the government for capi- 
tal expenditures is estimated at between $700,000,000 and $800,- 
000,000. If the Railroad Administration cannot offset that amount 
against what it owes the railroads in making final settlements, 
it must have that much more cash on hand to pay the railroads. 
If the Administration continues to settle with the carriers on 
the basis used to date, it is estimated that an additional ap- 
propriation of at least $200,000,000 will be required. 

Whether the temper of Congress is such that at the present 
time an additional appropriation of $700,000,000 or $800,000,000 
could be put through for the Railroad Administration is the 
question that is before the President. Approval of the Rea plan 
by the President would mean that Congress would have to make 
the necessary appropriation in order that it could be carried out. 

In the end Congress is going to have to make another sub- 
stantial appropriation to enable the Railroad Administration to 
settle with the railroads. Senator Cummins, chairman of the 
Senate interstate commerce committee, recently prepared the 
public mind for that eventuality by declaring that the public 
would not realize fully what federal operation of the railroads 
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had cost until Congress was asked to appropriate the money 
necessary to make good the government’s side of the contract 
negotiated when the railroads were taken over. 

President Harding has been appealed to by the Philadel- 
phia Bourse to act favorably on the suggestion that the carriers’ 
indebtedness to the government for capital expenditures be 
funded for fifteen years instead of being deducted from what the 
government owes the roads. 

“These expenditures,” the Bourse said in a statement to the 
President, “had they been made by the railroads, would have 
been made from capital raised in advance, or, failing that, the 
work would not have been done. It would therefore seem only 
just that the amounts spent for additions and betterments by 
the government, but for the account of the railroads, should be 
funded as a whole, without deduction of any part of the moneys 
due the railroads by the United States. 

“These moneys due to the carriers by the United States 
arising out of federal control or for the guaranty period must be 
considered as current funds and are badly needed by the rail- 
roads as such for current expenditures and in our judgment 
should be paid over to them as rapidly as necessary provisions 
of the law are complied with.” 

The President’s motto of “more business in government” 
was referred to by the Bourse, with the statement that it could 
have no better exemplification than in applying to the present 
railroad financial situation the “sound business methods of al- 
lowing current funds to be used for current purposes and per- 
mitting the funding of those expenditures by the government for 
capital account for a period of, say, fifteen years.” 


PAYMENTS TO RAILROADS 


The Railroad Administration reports the following final set- 
tlements, and has paid out to the several roads the following 
amounts: Port Bolivar Iron Ore Railway Company, $35,000; Chi- 
cago, Milwaukee & Gary Railway Company, $200,000; Bangor 
& Aroostook Railway Company, $575,000. The payment of these 
claims on final settlement is largely made up of balance of 
compensation due, but includes all other disputed items as be- 
tween the Railroad Companies and the Administration during 
the twenty-six months of federal control. 

The Commission has issued a partial payment certificate 
to the Missouri Pacific for $1,100,000. 

Announcement of the payment of $1,100,000 to the Missouri 
Pacific as a partial payment under the guaranty was made by 
the Treasury June 18. Payment of a loan of $642,000 to the re- 
ceivers of the Georgia and Florida Railway also was announced. 

Additional partial payment certificates issued by the Com- 
mission follow: Birmingham & Southeastern, $12,000; Terminal 
Railroad Association of St. Louis, $180,000; Chesapeake & Ohio, 
$600,000; Central Indiana Railway, $80,000; Raritan River Rail- 
road Co., $20,000. 

The Commission has issued partial payment certificates to 
the New York, Susquehanna & Western for $205,000; to the 
Ocilla Southern Railroad Company for $15,000, and to the St. 
Louis-San Francisco for $30,000. 

The Railroad Administration reports the following final 
settlements, and has paid out to the several roads the following 
amounts: 


Chicago & Western Indiana Railroad Company........ $ 450,000.00 
Belt Railway Company of CRICA@O. .....ccccccccccsccs 140,000.00 
Bomthern TISMWOF COMPGRY occ cs ccccccvcsesccccveses 6,000,000.00 


Richmond Terminal Railway Company paid to United 

States Railroad Administration ......cscccsccccce 17,157.42 

The payment of these claims on final settlement is largely 
made up of balance of compensation due, but includes all other 
disputed items as between the railroad companies and the Ad- 
ministration during the twenty-six months of federal control. 

It is understood that the Southern Railway Company’s claim 
against the government aggregated approximately $35,000,000. 
The Railroad Administration, however, in announcing settle- 
ments, does not explain how the amounts paid are determined. 
A considerable part of the settlement, it is understood, involved 
sums owed by the Southern to the government for capital ex- 
penditures made by the government during federal control on 
the property of the Southern. 


FRISCO LINE BONDS AND NOTES 


The St. Louis-San Francisco has been authorized, in Finance 
Docket No. 1245, to sell all or any part of $4,230,000 worth of 
prior lien mortgage bonds, series C, now held in the company’s 
treasury, at not less than 90 per cent of par, and/or to pledge 
or repledge from time to time, until otherwise ordered, all or any 
part thereof as collateral security for short term notes issued 
under the authority of paragraph 9 of section 20 (a). This author- 
ity to sell bonds is to enable the company to reimburse the 
treasury for expenditures for additions, betterments and equip- 
ment between July 1, 1917, and June 30, 1919. Such improve- 
ments, additions and betterments total $3,439,000. The equip- 
ment notes retired in that time amounted to $793,000. 
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Current Topics 
in Washington 


Investigations of Business.—Attorney-General Daugherty is 
having some inquiring glances cast in his direction on account 
of his talk about ‘investigating open price associations. The 
query among business men is as to whether he is about to play 
politics on the “profiteering” string, as his predecessor in office 
tried. The business world is suspicious of the public official who 
says he is about to do something of that kind. It believes that 
ninety-nine per cent of such announcements are based, not on 
a determination to do something that is worth while, but in 
order to obtain the applause of the uninformed, who, in the end 
not only are deceived but who also ,have to pay roundly for the 
deception. Government officials, as a rule, have not the stuff 





- above the eye-line to enable them really to hook a profiteer. 


The men who are willing to profiteer, it has been suggested, are 
perfectly willing to commit a little perjury, so that in the end 
the only men who are caught in profiteering raids are those 
who may have charged high rates to regular customers because 
they themselves had to pay high to be able to procure the stuff 
for the customer. Daugherty is looking into the open price 
associations on the theory that they are operated for the purpose 
of keeping up prices. The open price associations generally 
claim they collect the information about prices and costs so that 
each man can know what the market is and govern himself in 
his price-making on knowledge as to what is the fact rather than 
by guessing what it is. Another function of the association is 
to obtain and publish data on the price-cutter who pretends that 
he is about to do one thing and does another. Men of that kind, 
it is said, throw more men into bankruptcy than any other ele- 
ment. They do it by creating an air of uncertainty. As a rule 
members of an association do not want to do business with men 
of that kind but generally they can not know, unless they are 
members of an association, who are the men who demoralize a 
given line of business by playing one manufacturer against 
another by means of price lies. The jobber who does that, it is 
alleged by those who defend the open price associations, seldom 
runs any risk with his own money, yet when he is in financial 
trouble he yells loudest if he is put out of business through 
inability to buy except by paying cash on delivery, and not then 
sometimes. Another point made against the government officials 
who seek to advertise themselves at the expense of business men 
is that not one of them has ever been willing to look at the 
books to determine what the losses of the accused were before 
he began making any kind of profit, let alone to profiteer. Gov- 
ernment officials, until stopped by the Supreme Court, tried to 
make owners of stocks pay income and excess profits taxes on 
stocks bought before 1913 and sold thereafter for less than the 
original cost, simply because Congress apparently said that, in 
calculating profits, the market value in 1913 should be taken as 
the base. That is to say, if a man bought a stock in 1910 for 
$100,000 and sold it for $95,000 in 1917 he was asked to pay a 
profits tax because in 1913 the market value of the stock was 
only $75,000. It is such things on the part of public officials 
that are believed to have created the suspicion that attaches to 
Daugherty’s announcement. 





Some Business in Government.—Every now and then a man 
gets into the public service who seems to have an appreciation 
of the value of time. President Harding’s chairman of the Ship- 
ping Board, Lasker, and Assistant Secretary Finney, of the De- 
partment of the Interior, appear to be men of that kind. Finney 
is getting the reputation among those who have business with 
that department of knowing that it costs somebody $100 a day 
or more to hold up the drilling of an oil well on the public land, 
for instance, and that in the end the public must pay the ex- 
penses, although the first man to suffer may be the one who has 
the lease. Finney, having that appreciation, is said to be hurry- 
ing up the men in Secretary Fall’s department so that a man 
who has not been convicted of a crime can get something done 
without having to prove that he never stole sheep, which, it 
might be suggested, might not be relevant to the issue. Lasker 
and his associates on the Shipping Board have come to the 
conclusion that the chief value of a claim against the govern- 
ment lies in the ability of the man having it to obtain an oppor- 
tunity to prove that he should have the money and prove it 
without resort to the irritating technicalities of the courts. 
Therefore, they have decided to have President Harding appoint 
what will amount to arbitration boards to hear and dispose of 
claims against the Shipping Board and its subsidiary, the Emer- 
gency Fleet Corporation. In discussing the matter, Mr. Lasker 
pointed out that nearly every man having a claim against the 
government would be willing to settle on a rock bottom basis if 
he could have an assurance that he would get his money within 
a reasonable time. Long delay, however, tends to make a claim- 
ant stretch his claim to the uttermost, hoping that the settle- 
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ment he obtains will be big enough to cover the loss he will in- 
cur in having to wait and make many trips to Washington, 
financing himself in the meantime. A claim against the gov- 
ernment, as a rule, is not worth the paper on which it is written, 
as collateral at the bank. That simply means that the well in- 
formed man will not do business with the government except at 
inflated prices if he can help it. The boards for the considera- 
tion of the claims will be men who are not looking for govern- 
ment jobs but will consider service on the boards in the same 
light as service on a jury—a duty, but not anything to be glad 
about or to seek to make last as long as possible. 





North Carolina Rates.—It is only about thirty years since the 
railroads and the rate regulating bodies began having trouble 
about the adjustment of rates to and from North Carolina in 
relation to the Virginia cities. It is and has been an area of 
boils and carbuncles that the Commission has been trying to 
deal with. The old Danville case, which was about contem- 
poraneous with the Spokane case (which is the veteran of 
veterans) is really a North Carolina case. There have been two 
or three attempts at lancing in that case, but not one of them 
has been successful. Perhaps Dr. Eastman will afford the 
patient relief with the plan he has made for next September and 
embodied in the last discussion on No. 10,500. The earlier effort 
in the same case was shown to be inefficacious before the plan 
was carried out. It is when such cases come to the front for 
the second or third time that amateurs rush in with their 
panacea, a mileage scale picked out of the thin air. The only 
trouble with the panacea is that it is not what it purports 
to be. In times of brisk business almost any kind of rate 
structure will stand the strain, but when lean business comes 
along a scale that is not based on the theory that has made 
the New York-Chicago scale a fair success, cracks and shows 
signs of hard wear. The Commission has a good many mileage 
scales outstanding that are being subjected to hard strains. 
They may not break, but it is believed they will not look as good 
when the effects of the present depression are the worst, as they 
did when they were fabricated and put into use. They were 
made when business was on the up-grade and could stand any- 
thing. 





Lack of Management in Congress.—Men with fairly good 
memories sigh for the return of some kind of a substitute for 
the strong, responsible government that controlled the House of 
Representatives until the revolution in 1910 that bowled over 
Uncle Joe Cannon every time they think of the weeks and 
months that have been used in framing the tariff bill and get- 
ting ready to frame the tax reform measures. Dawdle, dawdle, 
and still more dawdle seems to be the order of the day for the 
House. Pessimism is created now by the announcement that 
the tariff bill may be reported by July 1. Nicholas Longworth, 
three or four weeks ago, guessed it would be reported just about 
the time Dempsey and Carpentier were ready to make their little 
argument, but Longworth was hooted as being unduly dis- 
couraged. The so-called despotism exercised by the speaker and 
the rules committee prior to 1910 was upset in the name of 
democracy, so that the people might rule. Ever since then the 
House has been dawdling, with no one responsible for the waste 
of time. While the despotism lasted it was possible to name on 
the fingers of one hand the men responsible. Now each of about 
437 men has a share of it. Neither the majority nor the minor- 
ity is organized closely enough to force results. When the 
House disorganized the machinery that had been built up in a 
century of experience presidents tried to substitute themselves 
as a guiding force, the result being that President Wilson was 
criticised for attempted usurpation. President Harding, to avoid 
that criticism, decided he would respect the co-ordinate branch 
of the government and confine himself to the advice authorized 
by the constitution. As things are going now, it would not sur- 
prise any one to have the session of Congress, called together 
in April, last until November or possibly to the beginning of 
the regular session. The lack of management by party leaders 
is one of the things that men with comparatively little experi- 
ence in legislative matters can sense without any trouble. 





Hoover’s Business Policies.—While the attorney general is 
talking as if he had or were about to put a rod in pickle for 
associations of business men that mention prices, Secretary 
Hoover is going blithely along with plans for a better under- 
standing between government and business. Which of the two 
government officials will make the policy of the administration 
is a matter for guessing. At heart an attorney-general must 
feel that he is not doing much unless he is civilly or criminally 
prosecuting something or somebody. Funds are provided for 
that; also funds are provided for promoting domestic and for- 
eign commerce. Hoover wants industries more closely organ- 
ized. It is his idea that each of a dozen industries should ap- 
point a national committee, so to speak, to co-operate with an 
equal number of divisions in the Department of Commerce for 
the elimination of waste and standardization, which can not be 
done without the collection and exchange of information about 
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the things that cause waste. Hoover has already had confer- 
ences with a number of industries, including rubber and fish. 
Each has its problems. In furtherance of that co-ordination and 
co-operation idea Hoover has had a number of dinners and 
luncheons with the editors of class and trade papers. The edi- 
tors, as a rule, having little faith in government officials, have 
viewed the advances with suspicion, though the Hoover idea 
appeals to them. During the war there were such committees 
of various industries trying to co-operate with the government, 
but Secretaries Daniels and Baker made them bitter by the 
tyrannical exercise of the despotic power conferred by the Lever 
law. They seized supplies for the army and navy, pretending 
that that was the only way they could obtain them. As a mat- 
ter of fact, price was the only obstacle. They arbitrarily fixed 
prices, and then paid 75 per cent of the prices so fixed, telling 
the owners of the property to go to the courts for redress. In 
that way Daniels took coal for the navy for $4 a ton when the 
market price for other big users was $5.10. But he did not pay 
$4. He paid $3, because that is 75 per cent of the price offered. 
The coal operators had to finance the government by borrowing 
to carry on their own operations. Part of the increased cost, it 
is suspected, was shouldered off on the public. Now the courts 
are giving judgments for the amounts claimed, because nothing 
is easier to prove than the price of coal at a definite place while 
coal was under government control. These facts are known to 
the editors of trade newspapers, hence they are inclined to 
“view with alarm.” A. E. H. 


LOADING OF REVENUE FREIGHT 
The Trafic World Washington Bureau 


Revenue freight loading in the week ended June 11 almost 
reached the 800,000-mark, the total being 788,997 cars, the larg- 
est number of cars loaded in any week since the decline in 
traffic began late last fall. In the week ended June 4, which 
included Memorial Day, the number of cars loaded was 706,- 
508, as compared with 787,237 in the preceding week. Compil- 
ations for the weeks ended June 4 and June 11 were completed 
ps og aes service division of the American Railway Association 

une 

In the month of May there was a steady increase in the 
number of cars loaded. In the week ended May 7 the total was 
718,025; May 14, 750,158; May 21, 768,330, and May 28, 787,237. 
The drop in loading for the week ended June 4 was attributed 
to the observance of Memorial Day. 

In the corresponding weeks ended June 11 in 1920 and 1919 
the loading totaled 930,976 and 807,205, respectively, and for 
the week ended June 4, 828,907 and 776,610, respectively. 

Loading by districts for the week ended June 11 and the 
corresponding week of 1920 was as follows: 

Eastern district: Grain and grain products, 6,895 and 5,607; 
- live stock, 3,239 and 2,873; coal, 44,309 and 56,597; coke, 1,032 
and 3,000; forest products, 6,266 and 8,445; ore, 2,369 and 7,806; 
merchandise, L. C. L., 58,849 and 25,568; miscellaneous, 72,411 
and 113,493; total, 1921, 195,010; 1920, 223,389; 1919, 203,550. 

Allegheny district: Grain and grain products, 3,041 and 
2,710; live stock, 3,630 and 3,555; coal, 52,497 and 56,398; coke, 
2,372 and 5,849; forest products, 2,973 and 3,539; ore, 6,973 and 
11,084; merchandise, L. C. L., 43,859 and 42,522; miscellaneous, 
52,797 and 73,987; total, 1921, 168,142; 1920, 199,644; 1919, 167,- 
189. 

Pocahontas district: Grain and grain products, 181 and 157; 
live stock, 153 and 118; coal, 23,724 and 18,312; coke, 55 and 
631; forest products, 1,416 and 2,157; ore, 26 and 220; merchan- 
dise, L. C. L., 2,636 and 129; miscellaneous, 5,189 and 10,312; 
total, 1921, 33,380; 1920, 32,036; 1919, 32,981. 

Southern district: Grain and grain products, 3,664 and 3,291; 
live stock, 2,302 and 2,185; coal, 19,796 and 23,092; coke, 441 
and 238; forest products, 14,608 and 16,690; ore, 787 and 3,494; 
merchandise, L. C. L., 38,291 and 25,908; miscellaneous, 32,375 
and 51,541; total, 1921, 112,264; 1920, 126,439; 1919, 112,348. 

Northwestern district: Grain and grain products, 11,647 and 
9,785; live stock, 7,436 and 6,856; coal, 5,331 and 8,405; coke, 
619 and 1,209; forest products, 14,751 and 18,171; ore, 18,741 
and 46,942; merchandise, L. C. L., 27,714 and. 22,501; miscel- 
laneous, 31,651 and 44,782; total, 1921, 117,890; 1920, 158,651; 
1919, 146,324. 

Central Western district: Grain and grain products, 10,783 
and 9,211; live stock, 9,811 and 9,845; coal, 13,324 and 22,955; 
coke, 135 and 528; forest products, 5,076 and 6,684; ore, 541 and 
4,635; merchandise, L. C. L., 29,100 and 31,504; miscellaneous, 
36,148 and 43,284; total, 1921, 104,918; 1920, 128,646; 1919, 100,- 
680. 

Southwestern district: Grain and grain products, 4,908 and 
3,647; live stock, 2,564 and 2,159; coal, 4,107 and 5,735; coke, 
134 and 88; forest products, 6,303 and 7,292; ore, 742 and 843; 
merchandise, L. C. L., 15,651 and 16,505; miscellaneous, 22,984 
and 25,902; total, 1921, 57,393; 1920, 62,171; 1919, 44,133. 

Total, all roads: Grain and grain products, 41,119 and 34,- 


408; live stock, 29,135 and 27,591; coal, 163,088 and 191,494; 
coke, 4,788 and 11,543; forest products, 51,393 and 62,978; ore, 
30,179 and 75,024; merchandise, L. C. L., 215,740 and 164,637; 
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miscellaneous, 253,555 and 363,301; total, 1921, 788,997; 1920, 
930,976; 1919, 807,205. 

The loading by districts for the week ended June 4 and 
the corresponding week of 1920 was as follows: 

Eastern district: Grain and grain products, 6,347 and 4,518; 
live stock, 2,359 and 2,396; coal, 36,092 and 46,457; coke, 1,028 
and 3,523; forest products, 5,342 and 7,308; ore, 2,511 and 6,089; 
merchandise, L. C. L., 51,108 and 21,519; miscellaneous, 60,316 
and 98,212; total, 1921, 165,103; 1920, 190,022; 1919, 197,354. 

Allegheny district: Grain and grain products, 2,810 and 
2,395; live stock, 2,823 and 2,712; coal, 43,890 and 48,407; coke, 
2,227 and 5,933; forest products, 2,690 and 3,384; ore, 6,244 and 
10,670; merchandise, L. C. L., 40,831 and 37,277; miscellaneous, 
44,620 and 65,362; total, 1921, 146,135; 1920, 176,140; 1919, 159,- 
701. 

Pocahontas district: Grain and grain products, 154 and 90; 
live stock, 150 and 131; coal, 23,014 and 18,243; coke, 33 and 
645; forest products, 1,350 and 2,049; ore, 23 and 229; merchan- 
dise, L. C. L., 2,379 and 176; miscellaneous, 4,791 and 9,292; 
total, 1921, 31,894; 1920, 30,855; 1919, 34,773. 

Southern district: Grain and grain products, 4,238 and 
2,890; live stock, 1,980 and 2,177; coal, 19,416 and 22,376; coke, 
448 and 172; forest products, 14,470 and 16, 403; ore, 582 and 
3,117; merchandise, L. C. L., 35,258 and 23,452; miscellaneous, 
31,002 and 47,362; total, 1921, 107,394; 1920, 117,949; 1919, 110,- 
861. 

Northwestern district: Grain and grain products, 11,086 
and 8,297; live stock, 6,021 and 6,760; coal, 4,759 and 6,324; 
coke, 628 and 1,111; forest products, 14,121 and 17,760; ore, 17,- 
708 and 45,562; merchandise, L. C. L., 24,994 and 19,604; mis- 
cellaneous, 28,526 and 39,485; total, 1921, 107,843; 1920, 144,- 
903; 1919, 138,225. 

Central Western district: Grain and grain products, 12,092 
and 7,605;. live stock, 8,257 and 9,277; coal, 12,252 and 20,455; 
coke, 156 and 477; forest products, 4,255 and 5,152; ore, 519 and 
4,946; merchandise, L. C. L., 26,271 and 28,031; miscellaneous, 
30,542 and 36,360; total, 1921, 94,344; 1920, 112,303; 1919, 89,- 
024, 

Southwestern district: Grain and grain products, 4,667 and 
3,371; live stock, 2,449 and 2,236; coal, 3,251 and 5,757; coke, 
122 and 132; forest products, 5,999 and 6,204; ore, 724 and 817; 
merchandise, L. C. L., 14,405 and 15,120; miscellaneous, 22,178 
and 23,098; total, 1921, 52,795; 1920, 56,735; 1919, 46,672. 

Total, all roads: Grain and grain products, 41,394 and 29,- 
166; live stock, 24,039 and 25,689; coal, 142,674 and 168,019; 
coke, 4,642 and 11,993; forest products, 48,227 and 58,260; ore, 
28,311 and 71,430; merchandise, L. C. L., 195,246 and 145,179; 
miscellaneous, 221,975 and 319,171; total, 1921, 706,508; 1920, 
828,907; 1919, 776,610. 

L. C. L. merchandise loading figures for 1921 and 1920 are not 
comparable as some roads are not able to separate their L. L. 


freight and miscellaneous of 1920. Add merchandise and miscellaneous 
figures to get a fair comparison. 4 


CAR SUPPLY SUMMARY 


The Trafic World Washington Bureau 


“The supply of box cars in excess of requirements has de- 
creased 10,000 cars in the past two weeks,” W. L. Barnes, ex- 
ecutive manager of the car service division of the American 
Railway Association, said in a summary of general conditions 
under date of June 11, just issued by the division. “Brisk de- 
mand for grain cars has resulted in localized shortages at some 
points in the west. Special attention is directed to the im- 
portance of returning promptly to home roads cars belonging 
to grain loading lines.” 

As to other classes of equipment, Mr. Barnes said: 


Auto Cars: No improvement in the demand for automobile equip- 
ment. Cars of this type should be worked home or disposed of to 
loading territory as requirements may necessitate. 

Ventilating Box Cars: Heavy loading of perishable products de- 
veloping in the South. It is important that ventilated cars be re- 
turned promptly to the owners, and not used for dead freight except 
in the direction of the empty movement. 

Stock Cars: Supply of stock cars in excess of requirements has 
increased in the past two weeks, particularly single decks. 

Refrigerator Cars: No change in refrigerator situation. The 
Georgia peach crop and vegetables from the South and Southwest 
are now moving. Full supply in all sections. 

Open Top Cars: While the coal production remains about station- 
ary at 8,000,000 tons per week, the number of surplus coal cars con- 
tinues to show a reduction. ‘The surplus as of May 31, 1921, was 
167,202 compared with 204,323 May 15. The relocation of open top 
Se to owning lines should continue in accordance with Car Service 

ules. 

Flat Cars: Flat cars are well distributed to meet current de- 
mands, which have increased to some extent in the past three weeks. 
Surplus ears should be sent to the owning line in accordance with 
Car Service Rules, but there would seem no need of running up 
empty mileage in restoring flat cars to the owners. 


LOAN TO HAMPTON & BRANCHVILLE R. & L. CO. 


The Hampton & Branchville Railroad & Lumber Company 
of South Carolina has applied to the Commission for a loan of 
$75,000 to retire an outstanding mortgage, buy new equipment 
and make additions and betterments. 
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Decisions of Interstate Commerce Commission 
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RATES BETWEEN VA. CITIES AND N. C. 


Another attempt to adjust class and commodity rates as be- 
tween Virginia cities on the one hand and North Carolina points 
on the other, has been made by the Commission in a report on 
reargument on No. 10500, Corporation Commission of North 
Carolina vs. Atlantic Coast Line, Director-General, et al., and 
No. 10515, Raleigh Chamber of Commerce et al. vs. Seaboard, 
Director-General, et al., opinion No. 6917, 62 I. C. C. 64-92, written 
by Commissioner Eastman. The original report was published 
in 57 I. C. C. 523. The order in that report was never made 
operative. The carriers pointed out so many inconsistencies, 
especially in the adjustment from eastern North Carolina to 
Tennessee points, that the Commission reopened it and set it 
down for further argument, the Virginia commission being al- 
lowed to intervene and be heard. Commissioner Potter did not 
take part in this case. . 

The order in the case, after this reargument, is to be made 
operative on September 15. 

In a general way of speaking, the adjustment ordered on 
this further argument deals with the situation by dividing the ex- 
isting groups into subdivisions, and tiien requires the carriers 
to devise a scale for alternative use so as to avoid the striking 
contrasts that would be caused by strict adherence to a group- 
ing of the rates. 


At several points in the report on reargument Commissioner 
Eastman said the arguments of the carriers were based on the 
erroneous assumption that the original report directed the re- 
moval of the undue prejudice by the reduction of the North 
Carolina rates. The implication in this report seems clear that 
the Commission would not deem it out of harmony with the 
spirit of the report were the carriers to increase Virginia cities 
rates. 

The case, as set forth in both the original and the report 
on reargument, is divisible into two parts. One part involves 
the adjustment of rates to and from points in South Carolina, 
Georgia, Florida, Alabama, Mississippi and ‘Tennessee, com- 
monly called the southern adjustment or adjustment into the 
southeast; and the northern adjustment, having to do with rates 
to and from points in New England, New York, Pennsylvania, 
New Jersey, Maryland and Delaware. 

In the original report the rates in both adjustments were 
held to be unduly prejudicial to the North Carolina manufac- 
turing and jobbing cities and unduly preferential of the Virginia 
cities. Only Norfolk and Richmond were treated in the prior 
order, the Commission expecting the carriers to line up other 
Virignia cities in accordance with the indices given in the report. 


The chief inconsistency pointed out by the carriers was 
that the spread ordered by the Commission, when applied from 
eastern North Carolina to Tennessee and Mississippi destina- 
tions, had the result of giving North Carolina points of origin 
lower rates for longer hauls than Virginia cities. The same 
was true with regard to points in Georgia. 

On the record, as made, the Commission found that from 
and to points in the first four numbered zones in North Carolina, 
to and from points in South Carolina, and the rest of the south- 
east, the first class rate should be under the Virginia cities’ rate 
by amounts running from 4 to 49 cents per 100 pounds. Further 
findings on features of the southern adjustment are as follows: 


We find no undue prejudice in the maintenance of rates between 
points in zone 1 east of the line of the Atlantic Coast Line between 
Weldon and Goldsboro, points in zone 2 on the Atlantic Coast Line 
between Goldsboro and Wilmington, including the Clinton branch, 
and points on the Wilmington, Brunswick & Southern, on the one 
hand, and points in Tennesseé on the other, no higher than the 
rates contemporaneously maintained between Richmond or Norfolk 
and the same points. 

We find that the rates on the other classes from and to the North 
Carolina poimts should be Jower than the corresponding rates from 
and to Richmond and Norfolk by minimum amounts which are the 
same percentage of the minimum first-class spreads above prescribed 
as the rates on such other classes from and to Richmond and Nor- 
folk are of the corresponding first-class rates. 

_. We further find that the establishment of rates based upon the 
differentials above outlined will not remove the entire undue preju- 
dice existing with respect to rates between’ points in North Carolina 
and points in South Carolina and other states to the south and west 
as compared with rates between the Virginia cities and the same 
points, and that to remove this further discrimination, a mileage 
scale should be established covering both single-line and joint hauls 
for distances up to 200 miles to apply alternatively with the group 
rates resulting from the differentials herein suggested. 

It is not possible, however, upon this record to prescribe such a 
Scale, and the defendants will be expected within 60 days after the 
Serving of this report to submit to us for consideration such a mile- 
age scale so constructed as to harmonize with the group rates. Pref- 
erably conferences should be held by the defendants with the com- 
Plainants and others interested in an effort to reach an agreement 
upon the scale to be adopted before submitting it to us. 

We adhere to our previous finding with respect to commodity 
rates, set forth on page 537 of the original report. 


In disposing of the northern adjustment, the Commission 


took note of what it deemed to be the fact that the carriers are 
not now compelled, by reason of water competition, to maintain 
what they have always held to be the sub-normal adjustment to 
and from Virginia cities. The report calls attention to the fact that 
the Old Dominion Steamship Company has discontinued opera- 
tions since the first report. The boats of that company are being 
operated independently of the railroads, Commissioner Eastman 
said, between New York as the northern terminus and Norfolk 
and Richmond as the southern termini, but that the rates made 
by them in their tri-weekly service, which, while lower than the 
all-rail, have not necessitated reduction of the all-rail or rail- 
and water rates. Mr. Eastman called attention to the fact that 
the rates of the independent boat lines are substantially the same 
as the all-rail, except on the lower classes, on which the steam- 
boat rates are slightly lower. 

In further illumination of the water competition part of the 
case, and in support of the previous statement that the implica- 
tion throughout the report was that Virginia cities rates might 
well be increased, the following is quoted from the report: 


Nor does it appear that the rates between eastern territory and 
Virginia cities are now conspicuously low. As shown in our origi- 
nal report, while the rates from eastern ports to Norfolk and Rich- 
mond are substantially lower than the Central Freight Association 
scale, the corresponding rates from interior eastern points are sub- 
stantially higher than that scale. Upon reargument it was stated 
for defendants that the Pennsylvania felt that it could not raise its 
rates to Norfolk or Richmond materially without throwing them 
out of line with the general adjustment in its territory; and it was 
also shown that if the proposed 10-class scale were introduced in 
Official Classification territory, there would be no marked increase in 
the rates between eastern ports and Norfolk or Richmond. 


No very substantial reasons, therefore, have been shown for modi- 
fying our former conclfsion that defendants are not compelled ‘‘to 
maintain their all-rail rates between the Virginia cities and eastern 
seaboard ports on a subnormal basis because of water competition.”’ 
Between Philadelphia and Norfolk or Richmond no water lines what- 
ever operate, and the same is of course true of eastern interior 
points. However, the establishment of the new_ independent lines . 
between these Virginia cities and New York’ and the general rate 
situation make water competition a factor which ought not wholly 
& be disregarded, and it has received consideration in our con- 
clusions. 


In making what the Commission obviously hopes is a final 
disposition of the case, Commissioner Eastman said: 


Summing up the matter, upon consideration of all that has been 
said in reargument we are persuaded that the differentials prescribed 
in our original report should be modified. There is no little difficulty 
in dealing justly with the situation, and notably because of the ir- 
regularity and inconsistency both of the rates between eastern terri- 
tory and Virginia cities and of the rates between eastern territory 
and North Carolina. The reargument, however,- has shown: 

(1) That the differentials prescribed are not properly adjusted 
to the shorter-haul traffic, such as the traffic between Baltimore and 
North Carolina points. 

(2) That the spread in the differentials as between zone 1 and 
zone 2 in North Carolina is inadequate. 

(3) That it is desirable, at least upon the present record, to 
adopt a plan which will, if possible, make it unnecessary to disrupt 
the present differentials between eastern ports on traffic with Caro- 
lina territory. 

(4) That water competition affecting the Virginia cities rates is 
a factor which ought not to be wholly disregarded, although the 
evidence indicates that it is of minor importance. 

_ In attempting modifications with a view to meeting these valid 
criticisms of our former action we have, therefore, made the differ- 
entials large enough to fit short-haul traffic and to maintain a suit- 
able spread between zones 1 and 2, and also large enough to permit 
leeway for preserving port differentials and avoiding the possible 
danger of surrendering traffic to water routes. It is contemplated 
that these differentials will be held merely as maxima and that the 
actual differentials, in many cases, will fall below these maxima. 

We therefore find that the class-rate adjustment attacked between 
eastern ports and interior eastern points, on the one hand, and Rich- 
mond, Norfolk and points in North Carolina in zones 1 and 2, on the 
other, is unduly prejudicial to the North Carolina points and unduly 
preferential of Richmond and Norfolk (1) to the extent that the first- 
class all-rail rates to and from points in zone 1 exceed the correspond- 
ing rates to and from Richmond by more than 60 cents per 100 
pounds; (2) to the extent that the first-class all-rail rates to and 
from points in zone 2 exceed the corresponding rates to and from 
Richmond by more than 72 cents per 100 pounds; (3) to the extent 
that the first-class water-and-rail rates between Baltimore and zone 
1 points exceed the first-class all-water rates subject to our juris- 
diction between Baltimore and Norfolk or Richmond by more than 
60 cents per 100 pounds; (4) to the extent that the first-class water- 
and-rail rates between Baltimore and zone 2 points exceed the first- 
class all-water rates subject to our jurisdiction between Baltimore 
and Norfolk or Richmond by more than 72 cents per 100 pounds; 
(5) to the extent that the all-rail rates on classes other than first 
between eastern ports and interior eastern points, on the one hand, 
and points in zone 1, on the other, are greater than rate constructed 
by opplying to the first-class rates, constructed in the manner pre- 
scribed in (1) above, the percentages of first class contemporaneously 
maintained with respect to the rates between Richmond, on the one 
hand, and the same points in zone 1, on the other; (6) to the extent 
that the all-rail rates on classes other than first between eastern 
ports and interior eastern points, on the one hand, and points in 
zone 2, on the other, are greater than rates constructed by applying 
to the first-class rates, constructed in the manner prescribed in (2) 
above, the percentages of first class contemporaneously maintained 
with respect to the rates between Richmond, on the one hand, and 
the same points in zone 2, on the other; (7) to the extent that the 
water-and-rail rates on classes other than first between Baltimore 
and points in zone 1 are greater than rates constructed by applyin 
to the first-class rates, constructed in the manner prescribed in (3 
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above, the percentages of first class contemporaneously maintained 
with respect to the rates between Norfolk or Richmond, on the one 
hand, and the same points in zone 1, on the other; and (8) to the 
extent that the water-and-rail rates between Baltimore and points 
in zone 2 are greater than rates constructed by applying to the first- 
class rates, constructed in the manner prescribed in (4) above, the 
percentages of first class contemporaneously maintained with respect 
to the rates between Norfolk or Richmond, on the one hand, and the 
same points in zone 2, on the other. 

As stated in the original report, while the record is not suffi- 
ciently complete to enable us to determine differentials between com- 
modity rates, it is sufficient to warrant the conclusions that a preju- 
dicial situation exists which should be corrected and that the carriers 
should revise their commodity-rate adjustment promptly, using as a 
guide the class-rate relationships prescribed herein. 

It is to be observed, as already indicated, that the relationships 
prescribed are maximum relationships and do not prevent the car- 
riers from making the general adjustment more consistent by estab- 
lishing narrower spreads where justified. 


RATE ON BALED STRAW 


A finding of unreasonableness because the joint rate on 
straw from Oldenburg, Ill., to Rockport, Ind., exceeded the ag- 
gregate of the intermediate rates and an award of reparation 
have been made in No. 11715, United Paperboard Co. vs. South- 
ern et al., opinion No. 6915, 62 I. C. C., 60-1. The shipments 
were made in December, 1913, and January, 1914. The case has 
been hanging fire since 1915. 


RATE ON EMPTY BARRELS 


An award of reparation has been made on account of un- 
reasonable rates on empty apple barrels from Carthage and Re- 
public, Mo., to Westville, Okla., in a report on No. 11750, Samuel 
D. West vs. St. Louis-San Francisco et al., opinion No. 6910, 
62 I. C. C. 45-46. Reparation is to be made to the basis of a 
rate of 20 cents, subject to rule B. The shipments were made 
in July and August, 1919. 





COAL, ILLINOIS TO TALLULAH 
The Commission has dismissed No. 11626, Tallulah Cotton 
Oil Co. vs. Missouri Pacific, Director-general et al., opinion No. 
6908, 62 I. C. C. 41-2, the Commission holding that the rate on 
soft coal from southern Illinois mines to Tallulah, La., since 
June 25, 1918, were and are not unreasonable or otherwise un- 
lawful. 


RATE ON WOOD-PULP BOARD 


An order of dismissal has been entered in No. 11646, United 
Paperboard Company vs. Maine Central et al., opinion No. 6909, 
62 I. C. C. 43-4, the Commission holding that the applicable rate 
on wood-pulp board from Fairfield, Me., to Bushwick Station, 
Brooklyn, on a carload shipped in October, 1918, was not un- 
reasonable or unduly prejudicial. 


LUMBER, MOBILE TO CHATTANOOGA 

The Commission has dismissed No. 11844, Ingram-Day Lum- 
ber Co. vs. Louisville & Nashville et al., opinion No. 6911, 62 
I. C. C. 47-8, holding that the rate on lumber from Mobile to 
Chattanooga in January, 1919, was not unreasonable to unduly 
prejudicial. The shipments, apparently, were made, the Com- 
mission said, over the more expensive route of the L. & N. to 
obtain better service. The rates over other routes were lower 
but the complainant specified the route over which a rate of 
20.5 cents applied, rather than route them over rails to which 
a rate of 17.5 applied. 


RATE ON COAL, IND. TO MICH. 


The Commission has dismissed No. 11616, E. I. du Pont de 
Nemours & Co. vs. Director-General, as agent, opinion No. 6907, 
62 I. C. C. 39-40, holding that the rate on soft coal from Midland, 
Ind., to Grayling, Mich, was not unreasonable and that the com- 
plainant had not been damaged by the alleged unjust discrimi- 
nation or undue prejudice. In this case the complainant sug- 
gested that the rate was unreasonable because it was subse- 
quently reduced. A combination of $3.47 was imposed on 72 
carloads shipped in October and November, 1918. Later a joint 
rate of $2.62 was established. 


RATES ON COAL 

An order of dismissal has been made in No. 11169, National 
Fireproofing Co.. vs. Pennsylvania Co., Director-General, et al., 
opinion No, 6912, 62 I. C. C. 49-55, the Commission holding that 
rates on coal from points in the Mercer-Butler and the Pitts- 
burgh districts to Perth Amboy, Natco and Port Murray, N. J., 
in 1918, were not unreasonable or unduly prejudicial. The re- 
port also covers sub-number 1 of the same case, Same vs. P. C. 
& Y. et al. The case grew out of the unusual conditions in 
1918, when the fireproofing company was not able to obtain 
sufficient coal from the Westmoreland district and had, there- 
fore, to ship its fuel from unusual places by roundabout routes. 


RATE ON WOOD PULP 
The Commission has dismissed No. 11728, United Paper- 
board Co. vs. New York Central, Director-General, et al. ,opinion 
No. 6914, 62 I. C. C. 59-60, holding that the rate on wood pulp from 
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Lockport, N. Y., to Thomson, N. Y., in the three last months of 
1918 was not unreasonable or unduly prejudicial. The rate under 
attack was 22.5 cents. Reparation was sought to the basis of a 
subsequently established rate of 20 cents. The only showing, 
the Commission said, was that a rate of 20 cents applied from 
Lockport to Boston and other points in Massachusetts and that 
Thomson was intermediate. The Director-General said the lower 
raté to the more distant point was made to meet a lower rate 
from Erie to Boston. 


SHAVINGS AND SAWMILL REFUSE 


In a report on No. 11281, Wausau Box and Lumber Co. et al 
vs. Chicago, Milwaukee & St. Paul and Director-General, opinion 
No. 6913, 62 I. C. C. 56-8, the Commission has held unreasonable 
(and ordered reparation) a rate of $15 per car on shavings and 
sawmill refuse from Wausau, Wis., to Brokaw and Rothschild, 
Wis., between June 25 and August 5, 1918. The Commission 
said the $15 per car charge was unreasonable because and to the 
extent that it exceeded the charges that would have accrued at 
the contemporaneous rates and minima. The rates were 2 and 
2.5 cents. The Director-General tried to show a cost of more 
than $20 per car but the cost data were prepared as if the facili- 
ties of the Milwaukee at Wausau were devoted wholly to the 
service of the complainant. In addition the Director-General in- 
cluded per diem on the cars, although they belonged to the Mil- 
waukee and undue detention would have caused the imposition 
of demurrage. The Commission said it could not accept that 
kind of cost accounting for its guidance. 


RATES ON SORGHUM SYRUP 


A finding of unreasonableness and an award of reparation 
have been made in No. 11480, Best Clymer Mfg. Co. vs. Illinois 
Central, Director-General et al, opinion No. 6916, 62 I. C. C. 62-3, 
as to rates on sorghum syrup in barrels, carloads, from Corinth, 
Calhoun City and Lexington, Miss., to St. Louis. The Commission 
said the rates assailed were unreasonable to the extent they 
exceeded 32.5 cents at the time of movement in November and 
December, 1918, and that the present rate from Lexington to 
St. Louis is and for the future will be unreasonable to the ex- 
tent that it exceeds 32.5 cents, plus the Ex Parte 74 increases. 


LOAN TO GEORGIA & FLORIDA R. R. 


With Commissioner Daniels dissenting, but not writing a 
separate opinion, the Commission, in finance docket No. 962, has 
approved a loan from the treasury to the receivers of the Georgia 
& Florida for $800,000 to help that company meet indebtedness 
that has already matured and to make improvement and bet- 
terments. The receivers are also to issue an equal amount of 
their own certificates so that in effect they will match the gov- 
ernment loan dollar for dollar. The certificate approving the 
loan provides that the loan shall not be given by the treasury 
until the arrangements for the disposal of the receivers’ cer- 
tificates have been made and the money spent or definitely obli- 
gated, on or before January 1, 1922. 


TAMPA NORTHERN AND SEABOARD AIR LINE NOTE 


In Finance Dockets Nos. 1433 and 58 the Tampa Northern 
and the Seaboard Air Line have been authorized to make the 
necessary arrangements for a renewal of a note for $100,000, 
held by the Bankers’ Trust Company of New York, due Feb- 
ruary 24 last. The note at that time was for $200,000, and it 
had been renewed for more than four years. The trust com- 
pany refused to renew it in full, insisting upon curtailment. 
The Commission came to the assistance of the company and 
approved the making of a loan of $100,000 from the treasury, to 
be. applied on the reduction of the note and the orders in the 
two finance dockets hereinbefore mentioned are in furtherance 
of the plan to reduce that note due February 24 last to $100,000. 

The $200,000 note was secured by $480,000 worth of the 
Tampa Northern’s consolidated mortgage gold bonds, series A, 
and the indorsement of the Seaboard-and $240,000 worth of its 
first and consolidated mortgage bonds loaned to the Tampa 
Northern for that purpose. 

In Finance Docket No. 58, on ‘further consideration, the 
Commission decided that the Seaboard might indorse the re- 
duced note, which ran for ninety days from February 24 and was 
renewed. The interest on the note is at the rate of 7 per cent. 

The companies had to apply to the Commission for authority 
to issue this short term paper because the amount involved is 
more than five per cent of the securities of the Tampa Northern. 


W., C. F. & N. NOTES AND BONDS 

The Waterloo, Cedar Falls & Northern of Iowa has filed an 
application with the Commission asking authority to issue $2,- 
200,000 of its general mortgage 7 per cent gold bonds; to issue 
and sell at par for cash $700,000 of its common stock, and to 
issue equipment notes in connection with the purchase of 
twenty double and safety motor cars. The company proposes 
to put up $1,575,000 of the bonds as collateral for a loan of 
$1,260,000 from the United States and $625,000 of the bonds for 
a loan of that amount. 
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Tentative Reports of the Commission 


REFINED PETROLEUM TO LITTLE ROCK 


A small readjustment of rates on refined petroleum oils from 
the mid-continent field to Little Rock, Ark., has been recom- 
mended by Examiner Harris Fleming in a report on No. 11099, 
Producers & Refiners Corporation vs. A. T. & S. F., Director- 
General, et al., No. 11580, Kanotex Refining Co. et al. vs. Direc- 
tor-General, C. R. I. & P., et al.; No. 10772, National Refining Co. 
vs. A. T. & S. F., Director-General, et al., and No. 10498, Roxanna 
Petroleum Co. of Oklahoma vs. A. T. & 8. F., Director-General, 
et al., on further hearing. 

The complaints assailed rates on tank carloads of refined 
oil from Blackwell, Cushing, Pemeta and Oilton, Okla., to Little 
Rock, aS unreasonable. They asked for reasonable rates for the 
future. 

It is Fleming’s idea that the Commission hold that with the 
exception of the present rate from Blackwell in connection with 
the St. Louis-San Francisco, which is not shown to be unreason- 
able or unduly prejudicial, the rates under assault were and are 
unreasonable as follows: y 

That in No. 11580, the complaint of the Kanotex Company, 
the present rate over the route of movement had not been shown 
to be unreasonable or unduly prejudicial, but the rate applicable 
to the shipments when they moved was unreasonable to the ex- 
tent that the factors to and beyond Enid exceeded 14.5 and 27 
cents respectively, or an aggregate of 41.5 cents, and that the 
Kanotex Refining Company is entitled to reparation for the ex- 
cess over 41.5 cents. 

That in Nos. 10498, The Roxanna case; 11099, The Producers 
& Refiners Corporation, and 10772, National Refining Co., the ap- 
plicable rates over the routes of movement were unreasonable 
to the extent that they exceeded 23 cents prior to June 25, 1918, 
and 27.5 cents subsequent to August 1, 1918, and prior to the 
general increases authorized in Ex Parte 74; also that the rates 
for the future over these routes should not exceed 27.5 cents, 
plus the Ex Parte 74 increases, and that reparation should be 
made to the bases of rates herein indicated. 





COFFEE FROM GULF PORTS 


Another method or scheme for restoring the relationship 
that existed prior to the five per cent increase in rates on green 
coffee from New York, on the one hand, and New Orleans and 
Texas ports, on the other, to the interior consuming country 
in which Chicago and Kansas City are typical points, has been 
suggested by Examiner H. W. Archer in a report on I. & §S. 
No. 1175, coffee from Galveston and other Gulf ports. In that 
report he has suggested modification of the findings of the 
Commission in its prior report on the same case, 58 I. C. C. 716. 

In the original report the Commission found that the rela- 
tionship existing prior to the five per cent case should be restored. 
The carriers thought that a good finding, but they have found 
it impossible to carry out the Commission’s scheme because 
under the rules of the Commission fourth section relief can- 
not be granted because the longer line from the Texas ports to 
Chicago via Kansas City is not more than 15 per cent longer 
than the short line. 

Some doubt was expressed after the original report was made 
in this case as to whether the precise increase in cents which 
had been added to the New York rate since and including the 
five per cent case should be added to the rates from the Gulf 
or whether the same percentage increases should be made in 
the gulf rates. 

Archer recommended the restoration of the relationship by 
adding to the Gulf rates in effect June 24, 1918, the same specific 
increase in cents per hundred pounds as had been made in the 
New York rates up to that time, and that subsequent thereto, 
there should be added to the Gulf rates the 25 per cent increase 
under General Order No. 28, and the increases prescribed in 
Ex Parte No. 74. The reason for that is that the increases in 
the five and fifteen per cent cases were to be applied only to the 
rates east of the Mississippi River, therefore, the full percentage 
increases were not made in the through rate, for example, from 
New York to Kansas City. With the exception of the rate to 
Memphis, the increases under the five and fifteen per cent cases 
in the rates from New York to points on and west of the Mis- 
sissippi River totaled generally six cents. The rate to Memphis 
was increased only four cents. 

The increases under General Order No. 28 as well as those 
under Ex Parte No. 74 applied to rates throughout the country. 
Archer said it would seem to be logical, therefore, to permit 
those percentage increases to apply on the rates from the Gulf 
after first substantialiy restoring, as of June 24, 1918, the previ- 
ously existing relationship. 

Archer said that the report should not be construed to re- 
quire a restoration of the previously existing relationship be- 


THE TRAFFIC WORLD 














1341 





a 
hi 


| 








tween the rates from the Gulf ports and the rail and waiter rates 
from the Atiantic Seaboard. In no case, said he, had the Com- 
mission required the rail lines to meet water-and-rail rates and 
it should not be done in this case even if the Commission has 
that power. He said the restoration as here contemplated would 
be effected if, for example, to Chicago the rate from the Gulf 
ports was made the same as the all-rail rate from New York. 
He said that it was doubtful if the water and rail rates from 
New York at any time seriously influenced the adjustment from 
the Gulf to any of the points involved, other than Chicago and 
St. Louis. 

“The relationship which should be restored,” said Archer, 
“is the relationship which the rates from the Gulf ports bore 
to the all-rail rates from New York prior to the Five Per Cent Case, 
except that to Chicago and St. Louis and to any other points 
to which the rates from the Gulf were made with direct relation 
to the water-and-rail rates from the Atlantic Seaboard, the 
restoration should be made by establishing from the Gulf ports 
rates that will bear the same percentage relationship to the 
present all-rail rates from New York as the rates from the Gulf 
bore to the water-and-rail rates from New York in effect prior 
to the Five Per Cent Case.” 

As to fourth section relief, Archer said the Commission 
should authorize the carriers operating from the Texas ports to 
meet the rates established from New Orieans and maintain higher 
rates to intermediate points provided the rates to points in Okla- 
homa and Arkansas shall not exceed those contemporaneously 
in effect to Chicago. These rates should be consistently graded 
into the higher rates in effect to the Missouri River points. 
Routes from New Orleans that are at least fifteen per cent longer 
than the direct lines should be allowed to meet the rates of the 
direct line and maintain higher rates at intermediate points, 
provided the rates at the intermediate points are in line with 
the equi-distant rule of the fourth section. 


RATE ON CYANAMID 


In a report on No. 11421, American Cyanamid Co. vs. Michi- 
gan Central, Director-General, et al., Examiner Warren H. Wag- 
ner has recommended a finding that the rate on cyanamid from 
Suspension Bridge to Pacific coast group points in California 
will be unreasonable for the future to the extent that it exceeds 
$1.335, which includes the increase authorized under Ex Parte 
No. 74, and a minimum of 60,000 pounds. A further finding 
should be, he said, that from Niagara Falls to those destinations 
via defendant lines between July 1, 1919, and August 25, 1920, 
inclusive, the rate was unreasonable to the extent that it ex- 
ceeded $1, minimum 60,000, and on and from August 26, 1920, 
to the date the amended complaint was filed, to the extent that 
it exceeded $1.335. The complaint was against a combination 
of $2.37, minimum 40,000 pounds, composed of the sixth class 
of 27 cents to St. Louis and fifth class of $2.10 beyond. The 
chief contention of the complainant was that cyanamid, like all 
other fertilizer materials, was entitled to a commodity rate 
lower than the class rate. 





CHARGES ON RECONSIGNED COAL 


Dismissal has been recommended for No. 12231, Reeves Coal 
& Dock Co. vs. Director-General, as agent, by Examiner Henry 
C. Keene on a holding that the charges collected on a carload 
of lump coal from Hillsboro, Ill., to Elroy, Wis., reconsigned to 
Wausau in February, 1920, were not unreasonable or otherwise 
unlawful. The reconsignment notice was sent to the local agent 
at Elroy, who sent the car over a route calling for a rate of $4.45, 
plus the reconsigning charge of $2. Elroy is not on the direct 
route. The complainant contended that the agent should have 
been more diligent to divert the car while on a route carrying 
a rate of $2.60. 

The reconsignment order read:. “Forward contents of fol- 
lowing cars to Wausau Service Co., Wausau, Wis., in transit to 
us at Elroy, Wis.” The order was received eight days before 
the car arrived at Elroy. When it arrived the car was recon- 
signed at the combination on Elroy. If the shipper had allowed 
the car to come to rest, it could probably have taken out a new 
bill without paying a reconsigning charge. 

Keene said that negligence is a violation of an obligation to 
use care and diligence. In a case of this kind, he said, a duty 
is imposed upon a carrier to use ordinary care and diligence 
in executing the order of the shipper. 

“The only information shown on complainant’s order was 
the car number and initial and the fact that the car was in 
transit to complainant at Elroy,” said Keene. “It failed to give 
the point of origin, route of movement, the commodity, or any 
other information which would have enabled the Northwestern 
to make the necessary diversion. It contained no request to 
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protect the through rate. The plain words of the order indicate 
that the shipper intended reconsignment to be accomplished at 
Elroy. Moreover, the words “In transit to us at Elroy, Wis.,” 
was notice to the agent that if the car had not arrived at Elroy 
when the order was received, it would reach there shortly. These 
facts were sufficient to justify the agent in holding the order 
until the arrival of the car and instructing of the shipper at 
that time. Under the circumstances, negligence cannot be im- 
puted to the defendant.” 


USE OF MAIN LINE TRACK 


On the ground that the Commission has not jurisdiction to 
act as requested by the complainant, Examiner Warren H. Wag- 
ner has recommended the dismissal of No. 12300, Kansas, Okla- 
homa & Gulf vs. St. Louis-San Francisco Railway Company. The 
complainant desired to use enough of the main line of the St. 
Louis-San Francisco at Ruth, Mo., near Joplin, so that the com- 
plainant might get into the Missouri Pacific terminals at Joplin. 

The complaint was based on paragraph (4) of the first sec- 
tion in which the Commission is authorized to permit the use 
of terminals of one road by another, and an amount of main 
track of the carrier whose property has been condemned to use 
by another, necessary to enable the beneficiary of such an order 
to get to and out of the terminal, the use of which has been ac- 
quired in such a way. 

In this instance, the use of a part of the main line of the 
St. Louis-San Francisco, several miles from Joplin, was desired 
to enable the complainant to reach the Joplin terminal of the 
Missouri Pacific. 

The case grew out of the inability of the complainant and 
the defendant to agree upon the terms for the use of the main 
line and certain crossing tracks at Ruth, the original contract 
for which was made in 1913 and which expired at midnight, 
March 5, 1921. The negotiations, begun in December, 1920, re- 
sulted in a demand by the lessor company of an increased amount 
of compensation which would have to be paid, unless the Com- 
mission issued an order or the complainant built additional track 
of about 6.5 miles. The lessor company also stipulated, as part 
of the consideration, that the prospective lessee, with which it 
is in competition, should not take certain business and should 
not publish rates to certain territory, except with the concur- 
rence of the proposed lessor company. The St. Louis-San Fran- 
cisco, at the time the complaint was filed, was suing in the 
courts for $18,000 for rent alleged to be due from the complain- 
ant’s predecessor. The Frisco also asked the complainant to 
put up a bond for $50,000 guaranteeing the prompt payment of 
rent under the proposed renewal of contract. 

Wagner, in his proposed report, said that a holding by the 
Commission that the main line and crossing tracks of the Frisco 
at Ruth constituted “terminal facilities,” use of which the Com- 
mission could grant to the complainant, would be to hold that 
a signal tower or switch track is of itself a terminal and there- 
fore within the meaning of the act. Such a construction, he said, 
would indicate that the Commission could require the use by 
another of substantially any main-line track, no matter where 
located or of what length, if there were a signal tower or a 
switch track on any part of the main-line track asked for. 


PIG IRON TO MO., KAN. AND OKLA. 


An order directing the removal of undue prejudice has been 
recommended by Examiner J. P. McGrath, in a proposed report 
on No. 12230, United Iron Works, Inc., vs. A. T. & S. F., Director- 
General, et al., and related cases. The report also covers fourth 
section applications Nos. 458, 542, 799, 972, 1548, 1573, 1951, 
1952, 2045, 2138, 4218, 4219 and 4220 or portions thereof; also all 
applications filed on behalf of the Santa Fe, Alton, Rock Island, 
K. O. & G., Mo. & No. Ark., M. K. & T., Q. O. & K. C. and the 
Wabash, by which authority was asked to continue rates on 
pig iron from Birmingham and other southern pig iron producing 
points to Independente and Iola, Kan., which contravened the 
provisions of the fourth section. 

The complaint alleges that rates on pig iron to Springfield, 
Aurora and Joplin, Mo., Iola, Independence, Pittsburg, Coffey- 
ville and Cherryvale, Kan., and Okmulgee, Okla., were unrea- 
sonable and unduly prejudicial. McGrath recommended a hold- 
ing that the rates were not unreasonable, but that for the future 
they would be unduly prejudicial to the extent that they might 
exceed the contemporaneous rates from Birmingham to Kansas 
City, St. Joseph and Atchison. The examiner said that the com- 
plainant had made no proof of damage by reason of the undue 
prejudice. 


RATES ON LUMBER, LA. TO TEX. 


A condemnation of unreasonableness and an order of rep- 
aration have been recommended by Examiner H. W. Archer in 
a report on No. 12232, Weaver Bros. Lumber Co. vs. Director- 
General, as agent, involving rates on lumber from Preston and 
Logansport, La., to Eastland and Ranger, Tex. Archer said that 
the Commission should hold that the rates were unreasonable to 
the extent that they exceeded 23.5 cents on shipments in March, 
April and May, 1919. Class D rates were legally applicable. 
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The class D rate from all the points of origin was 29 cents, but 
on some of the shipments rates of 35.5 and 38 cents were as- 
sessed. 


COAL, DAWSON TO DEWEY, OKLA. 


A finding of unreasonableness and undue prejudice has been 
recommended by Examiner P. J. McGrath as to the rates on 
slack coal from Dawson to Dewey, Okla., in a report on No. 
12203, Dewey Portland Cement Co. vs. Director-General, as agent. 
He recommended reparation. The specific recommendation was 
that the Commission should hold that the rate charged from 
Dawson prior to March 25, 1918, was not unreasonable or other- 
wise unlawful, but that the rates charged from Dawton during 
the period from March 25 to June 24, 1918, were unreasonable 
and unduly prejudicial to the extent that they exceeded 70 cents; 
that the rates on and after June 25, 1918, from Dawson and 
Broken Arrow were unreasonable and unduly prejudicial to the 
extent that they exceeded 90 cents; that the rate charged from 
Henryetta prior to June 25 was unreasonable and unduly preju- 
dicial because it exceeded $1, and that the rates. on and after 
June 25 from Henryetta and Dewar were unreasonable and un- 
duly prejudicial because they exceeded $1.20. 


COAL TAR, MINNEAPOLIS TO ABERDEEN, S. D. 


An order of dismissal has been recommended by Examiner 
Henry C. Keene in a report on No. 12178, City of Aberdeen, S. D., 
vs. C. & N. W., Director-General, et al., on a holding that the 
rates on coal tar pitch in barrels in carloads and coal tar in tank 
cars from Minneapolis to Aberdeen, S. D., in April, 1919, and 
August and September, 1920, were not unreasonable or other- 
wise unlawful. 





_ FUEL OIL, DESTREHAN TO COVINGTON, LA. 


Examiner H. W. Archer has recommended the dismissal of 
No. 12191, St. Tammany Ice & Mfg. Co., Ltd., vs. Director-Gen- 
eral, as agent, on a holding that the charges on 45 tank cars 
of fuel oil from Destrehan, La., to Covington, La., from June 6, 
1919, to February 5, 1920, were not unreasonable or unduly 
prejudicial. The charges were assessed at the rate of 13.5 cents 
for movement over the long route of the Yazoo & Mississippi 
Valley on an estimated weight of 7.4 pounds per gallon. The com- 
plainant contended that the shipments should have been taken at 
a rate of 11.5 and an estimated weight of 6.6 pounds, in effect 
from New Orleans, Mereaux and Baton Rouge to Covington, as 
well as from,a number of points in the territory south of Baton 
Rouge. The complainant made application for the use of that 
rate and it was published to be effective February 29, 1920. The 
railroads testified that the rate of 11.5 was never intended to 
apply from Destrehan. Examiner Archer said that no satisfac- 
tory evidence was introduced as to the propriety of the esti- 
mated weight of 7.4 or of 6.6 pounds. 


CHARGES ON RECONSIGNED LUMBER 


Attorney-Examiner M. A. Pattison has recomended the dis- 
missal of No. 12213, Sullivan Lumber Co. vs. Director-General, as 
agent, on the ground that the charges on a carload of lumber 
from Timber, Ore., to Cochise, Ariz., reconsigned to Globe, based 
on the combination to and from Cochise, were not unreasonable 
or otherwise unlawful. The lumber moved on an order-notify 
bill and was set on team track before complainant could give 
reconsigning orders. Complainant contended that inasmuch as it 
was an order-notify it should not have been tendered for de- 
livery. The examiner disagreed with him. 


FUEL WOOD, WISCONSIN TO CAMP GRANT, ILL. 


In a report to the Commision on No. 12275, Central Wiscon- 
sin Supply Co. vs. C. M. & St. P., Director-General, as agent, 
et al., Examiner John A. McQuillan recommended a holding that 
rates on fuel wood, from various points in Wisconsin to Camp 
Grant, Ill., in the period from December 13, 1919, to January 17, 
1920, were unreasonable because and to the extent that they 
exceeded those contemporaneously applicable on single-line hauls 
on the Milwaukee, from the points of origin mentioned to Davis 
Junction. He recommended reparation to the basis indicated 


COFFEE, NEW YORK AND NEW ORLEANS TO CHICAGO 


A recommendation that the carload rate on green coffee 
from New Orleans to Jackson, Miss., increased January 28, 1920, 
as part of a readjustment in an effort to re-establish the rela- 
tionship of rates as between New York and New Orleans to 
Chicago that was knocked awry by the five and fifteen per cent 
advances, and put still farther.out of line by General Order No. 
28, be reduced a little, has been made by Examiner Myron Wit- 
ters, in a report on No. 12029, MacGowan Coffee Co. vs. Illinois 
Central, Director-General, et al. His recommendation is that 
the rate be held unreasonable to the extent that it exceeded 32 
cents from January 28, 1920, to August 26, 1920, and for the 
future will be unreasonable to the extent that it may exceed 
40 cents. A further finding recommended is that the rate ol 
29 cents in effect between December 19, 1918, and January 28, 
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1920, was not unreasonable. The examiner recommended rep- 


aration to the basis indicated. 


CINCINNATI SCRAP IRON RATES 


Attorney-Examiner Myron A. Pattison, in a report on No. 
12173, Hilb & Bauer vs. Director-General et al., has recommended 
a finding of unreasonableness and an award of reparation as to 
the rate on scrap iron between points in the switching limits 
of Cincinnati and Andrews, Ky., the latter a local point on the 
L. & N. about five miles from Cincinnati. The complaint was 
against a rate of 1.5 cents per 100 pounds, minimum $15 per 
car, the allegation being that it was unreasonable because and 
to the extent that it exceeded a rate of 1.5 cents per 100 pounds, 
minimum $6.50 and maximum $10 per car, in the period from 
June 25, 1918, and January 31, 1920. The lower rate was estab- 
lished on the last mentioned day. The attorney-examiner rec- 
ommended a holding as requested by the complainants, with 
reparation on 105 carloads of scrap iron. 


COAL, NEW MEXICO TO ARIZONA 


Another dismissal of No. 10714, United Verde Extension 
Mining Co. vs. United Verde & Pacific, Director-General, et al., 
has been recommended by Examiner Richard T. Eddy in a 
report, on rehearing, on that complaint, the original finding and 
order of dismissal on which were reported in 57 I. C. C. 300. 
The original holding was that the rate on coal from Dawson, 
N. M., to Clarkdale and Jerome, Ariz., on shipments in October, 
1917, and October, November and December, 1918, had not been 
shown to be unreasonable or otherwise unlawful. The rate 
from Dawson to Clarkdale was $7.65 prior to June 25 and $8.20 
thereafter. 


COAL FROM CLINTON AND BRAZIL DISTRICTS 


A finding of unreasonableness and an order of reparation 
have been recommended in a report on No. 11742, Brazil Clay 
Co. vs. Central Indiana Railway Co., Director-General, et al., 
and sub-number 1, Clay Products Co. vs. Same, by Examiner 
Harris Fleming. The complaints were against the rates on coal 
from mines in the Clinton and Brazil districts to plants in 
Brazil, Ind., the movements being for distances of from 7 to 
29 miles, in the period of federal control. Fleming said the 
Commission should hold them unreasonable because and to the 
extent that they exceeded 70 cents from Clinton; 60 from Su- 
perior and Carbon; 55 cents from Coal Bluff; 45 cents from the 
mine of the Clay Products Company to Brazil, and 50 cents from 
other points in the Brazil district to Brazil. 


RATES ON ANIMAL TANKAGE 
Examiner John A. McQuillan has recommended the dismissal 
of No. 12182, Darling & Co. vs. Director-General, as agent, on 
a holding that rates on animal tankage from Chicago to Little 
Rock, Ark., had not been shown to be unreasonable or otherwise 
unlawful. 





RATES ON SULPHATE OF BARIUM 


An order of dismissal has been recommended by Examiner 
E. L. Gaddess in a report on No. 12119, the Ault & Wiborg Co. 
vs. Southern, Director-General, et al., on the ground that the 
rates on sulphate of barium, carloads, from Sweetwater, Tenn., 
to Cincinnati and St. Bernard, O., had not been shown to be 
unreasonable or unduly prejudicial. 


RATE ON STEEL RAILS 


In a report on No. 12110, Mid-Continent Equipment & Ma- 
chinery Co. vs. Chicago & Alton, Examiner E. L. Gaddess has 
recommended a finding that a rate of $2.80 per long ton on steel 
rails from St. Louis to Springfield, Ill., was unreasonable be- 
cause and to the extent that it exceeded $2.40 per long ton, sub- 
ject to the increases authorized in Ex Parte No. 74. The rails 
in question moved in March, 1920. 


BRICK AND SAND AT LINCOLN, NEB. 


Examiner E. L. Gaddess has recommended dismissal of No. 
11720, Western Brick & Supply Co. of Lincoln, Neb., vs. C. B. 
& Q., Director-General, et al., on a holding that charges imposed 
on brick and sand between points in the Lincoln terminal in 
the period between June 25, 1918, and March 2, 1919, were 
neither unjust nor unreasonable. The movement in question 
required hauls of about four miles, not including the empty 
movement from the classification yard to the point of origin. 
Prior to June 25 the charges were from $2 to $8 per car. Gen- 
eral Order No. 28 increased the charges 2 cents per hundred 
pounds on brick and 1 cent on sand. On March 3, 1919, they 
were reduced to 25 per cent over the charges in effect prior to 
June 25, 1918. 


RATES ON BLASTING CAPS 
A finding that double first class was not unreasonable on 
blasting caps and electric blasting caps, carloads, from Port 
Ewen, N. Y., to North Birmingham, Ala., has been recommended 
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by Examiner Warren H. Wagner in a report on No. 11385, 
George C. Holt et al., receivers of AXtna Explosives Co. vs. West 
Shore, Director-General et al. Wagner found some overcharges 
which he said should be refunded. 


REPARATION ON COAL 


In a proposed third supplemental report on No. 5504, Cotton 
Manufacturers’ Association of South Carolina vs. Carolina, Clinch- 
field & Ohio, Director-General et al, Examiner Warren H. Wagner 
has recommended an award of reparation to Excelsior Knitting 
Mills on shipments of bituminous coal from the Appalachia and 
Dante districts in Virginia to Union, S. C., on which the charges 
were paid prior to December 31, 1915, at rates found unreason- 
able in the second supplemental report in this case, 57 I. C. C. 584. 
Wagner said that inasmuch as the Gault Mfg. Co. failed to fur- 
nish proof of shipments no award of reparation should be made 
to it. 





RATES ON CRUDE OIL 


An order of dismissal has been recommended by Examiner H. 
W. Archer, in a report on No. 12208, Union Refining & Pipe Line 
Co., Inc., vs. Director-General as agent, on a holding that rates 
on tank carloads of crude oil from Burkburnett, Iowa Park and 
Wichita Falls, Tex., to Oil City, La., moving in January and 
February, 1919, were not unreasonable. The examiner said that 
the complainant had made no proof of damage by reason of the 
alleged unduly prejudicial character of the rates under attack. 
The rates under attack covered unusual movements prior to a 
request being made for commodity rates. 


RATES TO AND FROM WOODBURY, N. J. 


Examiner John A. McQuillan has recommended the dis- 
missal of No. 11800, Belber Trunk & Bag Co. vs. West Jersey 
& Seashore et al., on a holding that class and commodity rates 
to and from Woodbury, N. J., were and are not unreasonable, 
unduly prejudicial, or unjustly discriminatory. The allegation 
was that the rates were unjustly discriminatory in comparison 
with the rates to and from Philadelphia. The complainant moved 
its factory from Philadelphia to Woodbury, the latter a point 
8 miles south of Camden, N. J., and then filed the complaint 
with a view to obtaining the Philadelphia basis of class and 
commodity rates. The town is only 2.75 miles from Westville, 
N. J., which is the southern boundary of the Philadelphia rate 
district. The complainant contended that there is no difference 
in the transportation conditions affecting movements to Wood- 
bury and Westville except a haul of less than three miles. 

The examiner said no substantial evidence had been offered 
to show that the commodity rates on coal and lumber to Wood- 
bury were unreasonable, or that class rates between Woodbury 
and other parts of the country not made according to the group 
basis are unreasonable. He added that the record did not indi- 
cate that any competitor of the complainant was benefited by 
the present adjustment to the corresponding disadvantage of 
the complainant. The present rates from C. F. A. to Woodbury 
are nine cents higher than to Philadelphia, and seven cents 
higher than Philadelphia westbound to that territory. The rail- 
roads said at the hearing that they intended to restore the 
former uniformity by making the differences seven cents in both 
directions. The complainant contended that the spread was too 
great even if it be admitted that any spread was justifiable. 





McGREGOR, COLO., NOT WYOMING 


In an abstract of a tentative report on No. 11675, Nye- 
Schneider-Fowler Co. vs. Chicago & Northwestern, Director- 
General, et al., written by Examiner Bronson Jewell (Traffic 
World, June 11, page 1249), reference was made to “McGregor, 
Wyo.,” in an illustration of a typical combination rate. The 
report showed the station to be in Wyoming, but the examiner 
who wrote the report says the intention was to refer to Mc- 
Gregor, Colo., a station on the Denver & Salt Lake, the carrier 
that is largely concerned with the attack on the adjustment 
because, according to the examiner’s report, most of the ship- 
ments moved over that carrier’s rails. 


AUTHORITY TO CONSTRUCT COAL LINE 


The Commission has issued a certificate authorizing the 
Pittsburgh & West Virginia Railway Company to construct a 
line of railroad in Brooke County, West Virginia, and Washing- 
ton county, Pennsylvania. The line of road to be constructed is 
an industrial spur or branch line extending from a point on 
the applicant’s main line at or near Virginia Station, in Brooke 
county, West Virginia, to a point in Washington county, Penn- 
sylvania, a distance of approximately 3.2 miles. The road will 
terminate in a tract of coal land estimated to contain 30,000,000 
tons of coal which is not now accessible to any railroad. The 
estimated cost is $381,752. The owner of the coal lands pri- 
marily to be served has agreed to provide the necessary rights- 
of-way and to pay the applicant $100,000 when the branch line 
is completed and ready for operation. 
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With the submission of testimony June 17 by W. H. Wil- 
liams, chairman of the Wabash and vice-president of the Dela- 
ware & Hudson, the railroads completed the presentation of their 
case. Rebuttal testimony may be offered later. Adjournment 
was taken until Wednesday, June 22, when representatives of the 
National Association of Owners of Rairoad Securities were 
scheduled to appear. 

Mr. Williams gave a detailed explanation of the causes for 
increased operating costs in 1920, touching on points which had 
been developed in one form or another by previous witnesses. 
Discussing the effect of the freight rate increases on the volume 
of business and the cost of commodities, he said: 

“The increase in freight rates has had no appreciable effect 
on the volume of business and apparently only a slight effect on 
the cost of commodities. The increase in freight rates became 
effective on August 26, 1920, yet the number of revenue ton 
miles handled by the railways during each of the months of 
September, October, November and December, 1920, was greater 
than during either of the three preceding years, when the traffic 
was stimulated on account of war business. 

“Comparatively little work on public highways was done 
during the war period, while the amount of sueh work during the 
summer of 1920 was abnormal. Furthermore, with the filing of 
the application of the carriers for an increase in freight rates, 
which at the time of the first application indicated a probable 
increase of 30 per cent—and was subsequently increased to 39.75 
per cent in the eastern territory—there was a stimulation of buy- 
ing with a view to securing supplies in advance of the antici- 
pated increase. This resulted in an artificial augmentation of 
business, the cause of which was not thoroughly understood, and 
the increase in orders made it impossible to secure immediate 
delivery of materials; consequently, orders were placed in excess 
of the amounts needed for current requirements, and many failed 
to realize the temporary nature of the increase in traffie. In 
some instances, as, for example, in regard to coal, the impres- 
sion was created that there was a real shortage in the supply, 
and this resulted in hoarding.” 

Mr. Williams then pointed out that the production of bitum- 
inous coal in 1920 was approximately 556,000;000 tons, the second 
largest in the history of the country and about 50,000,000 tons 
over the average for the preceding five years, and 122,000,000 
tons over the average for the five pre-war years. As a result 
of the increased buying, he said, many industries had on hand 
December 31, 1920, anywhere from 4 to 6 months’ supply and 
that this accounted for the reduced buying of coal this year. 
He said it was estimated that the production of bituminous coal 
necessary to meet all requirements of 1921 will be at least 100,- 
000,000 tons, and probably 125,000,000 tons, below that of 1920. 

A similar situation developed as to sugar, he said, it being 
estimated that at the beginning of 1921 there was on hand ap- 
proximately 1,250,000 tons of sugar in addition to stock in the 
hands of retailers and consumers. 

“The stimulation in buying above referred to,” said he, 
“caused accumulation of this commodity in all directions, so that 
December 31, 1920, found the maximum amount on hand and the 
country is now suffering from the unusuallly large inventeries 
thus created. No material increase in the volume of traffic can 
be expected until the inventories are reduced to normal. 


“You are doubtless familiar with the newspaper accounts 
of the financial embarrassment of the Goodyear Rubber Company, 
growing out of the fall in the price of rubber and its adverse 
effect upon the value of the rubber that company had on hand 
when the break in prices occurred. There were similar losses 
in practically all industries. A wholesale grocer in Pittsburgh 
informed me he had lost $78,000 in 1920, by reason of the fall in 
the price of sugar; a wholesale dealer in another city lost $225,- 
000 in 1920, from the same cause. They suffered similar losses 
in the value of other supplies on hand. 

“Furnace coke has dropped from $17 per net ton, in October, 
1920, to $3.50 per net ton, in 1921. 

“Open-hearth steel billets at Pittsburgh dropped from $65.00 
per gross ton, in July, 1920, to $37 per gross ton, in April, 1921. 

“Pennsylvania crude petroleum dropped from $6.10 per bar- 
rel, in October, 1920, to $3 per barrel, in April, 1921. 

“No 1 northern spring wheat, at Chicago, dropped from 
$2.22% per bushel, in October, 1920, to $1.33%4 per bushel in April, 
1921. 

“Ohio fine delaine wool, clean basis, Boston, dropped from 
$2.35 per pound, in April, 1920, to 92c, in April, 1921. 

“Prime Western zinc, St. Louis delivery, dropped from $7.30. 
per hundred, in October, 1920, to $4.60, in April, 1921. 

“Middling, spot cotton, New Orleans delivery, dropped from 
20.25 cents per pound, in October, 1920, to 11.25 cents per pound, 
in April, 1921. 

“No. 2 mixed corn, Chicago delivery, dropped from 95 cents 
per bushel, in October, 1920, to 55% cents per bushel, in April, 
1921. 

“Fair to choice native steers, Chicago delivery, dropped from 
$14.70 per hundred, in October, 1920, to $8.15 per hundred, in 
April, 1921, 
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“Pig lead, New York delivery, dropped from 7.60 cents per 
pound, in October, 1920, to 4.50 cents per pound, in April, 1921, 

“Red (facing) brick are now selling at $12 per thousand, 
and salmon (backing-up) brick at $10 per thousand in St. Louis, 
being one-half of the peak prices of last year. 

“These unusual drops in prices, and consequent losses in in- 
ventories, have seriously affected the buying power of the dealers 
and also have affected their ability to borrow funds. At the 
time the break in prices oecurred, producers and wholesalers had 
on their books many unfilled orders which were subsequently 
filled at the high prices, with the result that retailers found 
themselves overstocked with goods at high prices. The sugar 
companies of Canada lost in the year 1920 an amount equal to 
the profits of the preceding six years, this being due to the rapid 
fall in prices.” 

The factors entering into the inability of the United States 
to dispose of its surplus products abroad were discussed by the 
witness. 

Mr. Williams said although it had been claimed that building 
operations have been curtailed by the freight rates charged, he 
said it appeared there has been sufficient activity in certain lines 
of construction—notably garages. He submitted an exhibit show- 
ing building permits for dwellings and garages in Ft. Wayne, 
Ind., Pittston, Pa., Scranton, Pa., South Bend, Ind., Toledo, 0O., 
Wilkes Barre, Pa., and the District of Columbia. Dwelling per- 
mits in those cities totaled 2,004 in 1920, 3,389 in 1919, and 1,294 
in 1918. Garage permits totaled 2,966 in 1918, 4,250 in 1919 and 
4,124 in 1920. 

An exhibit showing the relation of present freight rates from 
representative points of origin to Chicago to wholesale prices of 
various articles at Chicago for the years 1913 to 1916, inclusive, 
and for 1919 to the early part cf 1921, was submitted by Mr. 
Williams. On cattle (fair to choice native steers) at Chicago 
the wholesale price per cwt. Was given as $8.60 in 1921, and the 
freight rate from Sioux City to Chicago, per cwt., 44 cents. The 
corresponding figures for 1920 were $14.50 and 44 cents; 1919, 
$16.05 and 31.5 cents; 1916, $9.25 and 24.5 cents; 1913, $8.15 and 
24.5 cents. 

On hogs (good merchantable) at Chicago the 1921 wholesale 
price per cwt. was shown as $9.25 and the rate from Des Moines 
to Chicago per cwt., 40 cents. In 1919, the corresponding figures 
were $18.60 and 28.5 cents. On corn (No. 2 milled at Chicago) 
the wholesale price per bushel in 1921 was given as 64 cents and 
the rate per bushel from Decatur, IIl., to Chicago, 7.8 cents. In 
1919 the corresponding figures were $1.57 and 5.6 cents. On 
wheat (No. I northern spring at Chicago), the 1921 wholesale 
price per bushel was given as $1.47 and the freight rate from St. 
Cloud, Minn., to Chicago, 15.6 cents per bushel. In 1919, the 
corresponding figures were $2.45 and 11.4 cents. 


“The increases in rates have been so small that they cannot 
be said to account for any appreciable amount of the changes 
in prices,” said Mr. Williams. 

Another exhibit showing the effect of a 40 per cent increase 
in freight rates on certain articles of food and clothing was 
submitted. This showed that on a suit of clothes from New 
England to Chicago the effect of the increase would be $0.018; 
to St. Louis, $0.031; to Kansas City, $0.0316; to Detroit, $0.014; 
to Toledo, $0.014. On a barrel of flour the increase from Min- 
neapolis to Chicago would be 12 cents; to St. Louis, $0.163; to 
Kansas City, 14 cents; to Detroit, 17 cents; to Toledo, $0.1633. 
The increase on a box of apples, according to the exhibit, from 
Washington to Chicago, St. Louis and Kansas City would be 
24 cents; and to Detroit and Toledo, 32 cents. 

A statement showing the effect of the 40 per cent increase 
in freight rates upon certain articles which Mr. Williams said 
was taken from The Traffic World of September 18, 1920, page 
531, was also submitted. 


Alfred P. Thom, general counsel for the Association of Rail- 
way Executives, said the advisory committee of the association, 
headed by Mr. Willard, was making a detailed study of the 
question of joint use of facilities and terminals and that a state- 
ment on that subject probably would be submitted to the com- 
mittee later. He said a number of co-operative arrangements al- 
ready were in effect. 


In response to a question by Senator Cummins as to reduc- 
tions in prices of materials and supplies, Mr. Williams said the 
carriers expected to get their coal this year for from 70 to 90 
cents less a ton than it cost in 1920, and that roughly, approxi- 
mately $200,000,000 might be saved in that connection. He said 
crossties were costing 25 cents a tie less than in 1920, but that 
there had been no change in the price of. steel rails, although 
there had been a reduction in the price of sheet steel. 

The following suggestions as to sources of substantial bet- 
terment which he said may be applied at once were made by 
Mr. Williams: 

“(1) State commissions have required the re-establishment 
of unremunerative passenger service, erection of new passenger 
stations, and other expenditures which ought to be deferred. 
The Interstate Commerce Commission, which has authority to 
regulate the receipts of the carriers, should be the sole agency 
authorized to require additional service or expenditures for 
plant facilities, 
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“(2) Freight rates for car-lot shipments should be based 
upon the cars being loaded to their weight capacity or cubical 
content capacity. This would make it unnecessary to buy freight 
cars other than for replacements during the next five years; 
it would minimize the possibility of car shortage, and would 
materially add to the revenue tons per train and thereby lessen 
the cost of operation. 

“(3) Governmental work—particularly road work—should 
be done at such times and by such methods as to interfere as 
little as possible with private enterprise. Materials for such 
work ought not to be moved by rail when open-top cars are 
needed for the coal trade. 

“(4) The existing rules with relation to seniority rights 
when men are promoted, or forces are curtailed, should be modi- 
fied so as not to apply when those by whom they are claimed are 
seriously inferior in qualifications. During periods of labor short- 
age, and particularly during the past three years, the railroads 
have found it necessary to employ men not the most competent 
or qualified to perform the work for which they were taken 
into the service. Many of these men are not capable of assum- 
ing increased responsibility and should not be retained in their 
present positions.” 

The Warfield Plan 


S. Davies Warfield, president of the National Association of 
Owners of Railroad Securities, in offering his plan for effecting 
economies in the operation of the railroads June 22, said the 
fundamental question to be determined was whether the cost of 
operating the transportation system of the country would be re- 
auired to be partly met by taxation of all the people, or whether 
transportation by rail could be fully maintained through rates 
and fares paid by its users. ; 

“The first means government operation and perhaps even- 
tual government ownership,” said he. “The second, private 
operation and the continuance of private ownership. So the 
statement frequently made when the railroads were returned, 
that private operation was now to be given its final trial, be- 
comes a reality.” 

Mr. Warfield said the question for the moment was whether 
sufficient revenue could be obtained from rates and fares that 
would be considered by the public and the shippers to be “rea- 
sonable,” and would those rates bear a relation to the prices 
obtainable for the articles transported as should not impede 
commerce; or would part of the money required to meet the 
necessities of transportation have to be supplied, in the public 
interest, by taxation. 

“Unless the railroads recognize that the precipitate, far- 
reaching readjustment now experienced has produced conditions 
that demand the strictest economy and the obliteration of old- 
time prejudices,” said he, “and unless economies are secured 
along lines hereinafter mentioned in order to meet changed and 
changing conditions, it is questionable whether the raising of 
money by taxation can be escaped with which to give the public 
and the shippers ample and adequate railroad facilities at rea- 
sonable rates and fares at all times. The railroads are faced 
with water transportation, conducted under rates below those 
obtaining by rail. They are also faced with motor truck serv- 
ice in short and in some cases long distance haul, and the con- 
stant and ever-growing economies being produced in electrically 
operated methods of transportation. Where water transporta- 
tion is operated through governmental agencies, the government 
competes with privately owned yet government regulated rail- 
roads. This situation can scarcely be met by raising the rates 
under which other forms of transportation is supplied. In 
transportation furnished by any governmental or other agency, 
maintained by taxation, there should be taken into consideration 
the cost to produce it, and the requirements that are imposed on 
the railroads.” 

Mr. Warfield said if private operation was to continue the 
railroads must produce every possible economy in railroad oper- 
ation. In response to questions by Senator Pomerene, he said 
he believed private operation could be made successful. He dis- 
cussed the low return realized by the railroads in the last seven 
months, adding that the transportation system could not be 
maintained and give adequate service on a return less than that 
contemplated by the transportation act, whether that amount be 
produced by rates and fares, or by taxation. There might be 
individual rates that were too high, he said, but under existing 
conditions the revenue from rates must equal the amount pro- 
vided by the Commissicn until suggested economies had been 
made effective. 

He reviewed the reasons for the rates prescribed by the 
Commission not yielding a net return. of 6 per cent, chief of 
which was the general business situation. With application of 
economies in operation and administration and a fair wage read- 
justment, he said, with a return of normal business conditions 
there could be a substantial decrease made in railroad rates. 

“It is natural,” he said, “that the shippers of the country 
who are disposed to be unmindful of the fact that all business 
has been stagnated through the processes of readjustment, 
should look for a remedy from their disturbed condition. There- 
fore, railroad rates broadly are criticized without giving due 
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consideration to the necessities incident to the conduct of trans- 
portation.” 

The railroads, he continued, have not established an agency 
from which could be ascertained economic data as to the re- 
lation of rates of freight to the cost of manufacture or of pro- 
duction and to the price of commodities laid down at the ulti- 
mate point of consumption. Information should be available, he 
said, to inform the shippers and the public of the relation of 
freight rates to commerce and to the different elements that 
make up what is termed commerce. Such an agency should be 
established by the railroads, he said. The Department of Com- 
merce, he added, was interested in the present railroad situa- 
tion and the ascertainment of the relation of freight charges to 
industrial, commercial and agricultural enterprise. 

“If the railroads themselves cannot produce convincing evi- 
dence of the necessity of a railroad rate and the relation that 
rate bears to the commodity transported,” said he, “we can 
scarcely find fault if governmental agencies or departments feel 
compelled to perform such service in the general welfare. The 
apparent inability of the railroads through existing methods of 
organization by reason of conflicting interests, to co-ordinate 
their energy and information, supply the data as the basis for 
the adjustment of a rate and formulate a broad railroad policy, 
has resulted in the encroachment of governmental authority in 
matters relating to railroad operation.” 


Mr. Warfield said it was desirable that Congress should per- 
mit consolidations of railroads with the approval of the Com- 
mission and that consolidations should not be held up until a 
“completed countrywide plan be agreed on as now required.” 
Senator Cummins expressed the opinion that under the present 
law consolidations could be made without waiting for the formu- 
lation of the nation-wide plan upon which the Commission is 
working. 

Reference was made to the statement which Mr. Warfield 
filed with the Senate committee March 21 in wish the security 
owners’ plan for effecting economies was set forth. He said 
these proposals would not bring the roads closer to government 
control as some had seemed to think, because the railroads 
themselves would be effecting the necessary economies. The 
economies to be instituted he classed under two headings: “one, 
by effecting an organization of the officials of the railroads as 
grouped in each of the four territories now established by the 
Interstate Commerce Commission; and two, through a central 
agency or corporation to supply equipment to the railroads with- 
out profit to the corporation, and to perform other services under 
the supervision of the Commission.” 

He said a group railway board, of not less than five mem- 
bers, should be selected by each group of carriers, and that from 
among the carriers of the groups, men should be selected to 
report on advanced methods for producing economies. The plan 
further provides that three officials be selected from the four 
group boards, twelve in all, to serve on a national board, with 
twelve additional members selected from the trustees of the 
National Railway Service Corporation. This national board, he 
said, would be composed of practical railroad officials and men 
trained in finance and general business administration. This 
board would determine questions of legislation and public pol- 
icy. 

The group boards and their committees would be advisory. 
“Neither the national board,” he said, “nor the four group boards 
would interfere with the boards of directors of railroads.” The 
suggestions of the group and service boards proposed should be 
submitted to the directors of the respective railroads, he said, 
thus keeping before directors the relation of co-ordination to 
economical operation. 


Mr. Warfield explained the purpose of the National Railway 
Service Corporation, organized to supply equipment to railroads. 
He said large savings could be effected through the use of this 
corporation and, if provided by Congress, it would be enabled to 
acquire “a ‘floating supply’ of equipment to be leased to carriers 
on a per diem basis.” He recommended that the money derived 
from excess earnings under the transportation act be used to 
enable the corporation to sell its equipment obligations at mini- 
mum rates of interest. 


Referring to complaints by railroads of excessive govern- 
mental regulation, Mr. Warfield said it remained with the rail- 
roads to limit government regulation by the organizations of 
agencies among themselves which would guarantee to the public 
and the shippers adequate transportation facilities “at rates 
which the public must be satisfied are in line with intensive 
economies and wise administration.” He inquired whether the 
railroads would have invoked the emergency power of the Com- 
mission in 1920 if co-ordinated relations had existed among the 
railroads to bring about what the Commission through its orders 
forced the roads to effect. 


He said the carriers had applied immediately to the Labor 
Board before employing the methods contained in the transpor- 
tation act for the settlement of working conditions and wages. 
He quoted from the act, giving specific methods for handling the 
questions, among others the formation of local or regional ad- 
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justment labor boards by the roads, the Labor Board to be the 
board of appeal to settle disputed questions. 

These instances were cited, not in criticism, he said, as there 
were wide differences of opinion in respect thereto among the 
railroads themselves, but because complaint was constantly 
made that the roads were now nearly operated by governmental 
agencies while little had been done to supply the machinery of 
organization to avoid or prevent it. 

The reports of the Commission of railroad revenue and ex- 
penditures, he said, gave conclusive evidence of the necessity 
for a reduction in wages. This was not the only remedy neces- 
sary in the emergency, he said. Wage reductions, he stated, 
could entirely supply the means through which to meet the con- 
stant demands of the shippers for decreased rates, which can be 
secured through economies possible of attainment. 

He advocated co-ordinated relations between the Commis- 
sion and the Labor Board. He said while Congress had placed 
extensive powers with the Commission, which provides the 
money through rates and fares to operate the railroads, the 
Labor Board had been given the adjustment of wages, now con- 
stituting 65 per cent of all railroad operating expenditures. “Can 
the Commission,” he asked, “in the wording of the commerce 
act, exercise ‘authority to inquire into the management of the 
business, keep itself informed as to the manner and method in 
which the same is conducted—have complete information neces- 
sary to enable the Commission to perform the duties and objects 
for which it was created,’ when Congress, without co-ordinate 
relations between the two bodies, charges one with the sole 
right to fix wages, and the other with the duty of supplying the 
money from rates to pay them, keep the railroads running and 
enable them to sell their securities?” 

Mr. Warfield discussed the Board of Economics and En- 
gineering appointed by the association as the only instrumental- 
ity which could review the questions involved unhampered by 
ties of individual, railroad or financial identity or ownership, or 
by the influences of any particular security owning or banking 
group, and from the environment that attends governmental ap- 
pointment. He said it could pursue its investigations and reach 
conclusions solely with the purpose of securing the substantial 
economies that can be made in the public interest, only possible 
of attainment by those in position to view the transportation 
system as a whole. He gave the subjects now under investiga- 
tion by this board, as follows: 

1. A—Standardization of Equipment; B—Repairs and Shop 
Practices; C—Power economies, including locomotive improve- 
ments and electrification. 2. Car Service. 3. Joint Facilities 
and Terminals. 4. Consolidations of Railroads—Valuation. 
5. Transportation economies—Loss and Damage. 6. Routing of 
Traffic. 7. Purchase of Fuel and Supplies. 8. Simplification of 
Accounting. 9. Traffic Rates and Divisions. 10. Wages and 
Working Conditions. 

The board is in consultation with representatives of car 
manufacturing companies to adopt standard methods in respect 
to equipment, he said. 


He stated that the group organizations and the plans pro- 
posed to investigate, report and institute economies under the 
group plan, had been gone into by the Board of Economics and 
Engineering, and it was the opinion of that board that through 
such organization large economies could be instituted. 


The board hopes to have the co-operation of the railroads in 
each of the divisions established by the Commission in deter- 
mining methods for producing economies and of making them 
effective, he said, including the joint use of terminals and other 
facilities, standardization of equipment and many other means 
of effecting general operating economies. 


Mr. Warfield presented drafts of two bills, one entitled: 
“An Act to Further Economies and Efficiency in Railroad Trans- 
portation” to effect the organizations suggested of the railroads 
in the four group territories; the other, “An Act to Incorporate 
National Railway Service Corporation, and to define its powers 
and duties, and for other purposes.” 


He said Congress was not asked to enforce the suggestions 
made in relation to the economies to be secured; that request 
was made that the railroads themselves effect the organizations 
to secure these economies and to bring such relations between 
the carriers as will permit the economical operation of the 
transportation system as a whole. All of the actions of these 
boards would be subject to the supervision of the Interstate 
Commerce Commission, he said. 

Neither was it desired, he said, to force on railroads the 
acquisition of equipment through the National Railway Service 
Corporation; the Commission should determine to what extent 
the corporation should be used by the railroads. 

He declared that there was nothing involved in the sug- 
gestions made not within the spirit of the transportation act, nor 
that was not necessary to carry out its purposes. 

In closing, Mr. Warfield said: “It has been made apparent 
that the country cannot look to a thousand or so executives of 
railroads, nearly two hundred alone representing the great sys- 
tems, to reach agreements and conclusions among themselves 
respecting the co-ordination of facilities and service, and the in- 
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troduction of economies to the extent essential to guarantee the 
most economical administration and methods of transportation 
under the system that is at present observed. Unless these con- 
ditions are recognized and relieved through definite organization, 
then transportation under private operate must fail.’ 

The Board of Economics and Engineering, he said, was 
composed of John F. Stevens, F. A. Molitor, John F. Wallace, W. 
L. Darling, L. B. Stillwell and W. W. Colpitts. He announced 
that several members of the board were present and would indi- 
cate briefly the directions the proposed investigations would 
take. L. B. Stillwell would indicate the direction in which in- 
vestigation would be made in respect to equipment; John F. 
Wallace, the direction in respect to the joint use of terminals in 
larger cities; Edwin Ludlow, president of the American Institute 
of Mining and Metallurgical Engineering, appointed by the board 
in matters pertaining to fuel, would discuss methods for joint 
coal and fuel purchases, he said. Forney Johnston, of counsel of 
the association, would describe the equipment agreements and 
contracts between the carriers and the service corporation. 


Mr. Warfield told the committee that section 10 of the 
Clayton anti-trust act, which became effective January 1, 1921, 
after President Wilson had vetoed an act extending the effective 
date for another year, had caused many railroad directors to 
retire because of connections with banking institutions with 
which the railroads did business. His point was that the rail- 
roads had lost the services of such men as directors because 
of the law. He said they had retired as railroad directors be- 
cause they did not wish to be put in the position of violating 
the law. Senator Cummins said, as he read section 10, there 
was no occasion for such resignations, but that if there were 
dealings between a railroad company and a bank in case the 
railroad company had a director who was an official of the 
bank, the only requirement was that there be competitive bid- 
ding. Mr. Warfield admitted that was so, but he said the com- 
petitive bidding requirements imposed such cumbersome pro- 
ceedings on the railroads in such instances that the directors 
preferred to resign rather than resort to competitive bidding. 

Mr. Warfield explained that his association represented the 
holders of about eleven billions of railroad securities, most of 
which were bonds, and he said when the question of consolida- 
tions came up, the railroads would have to deal with the secur- 
ity owners, because their consent would be required in the 
making of consolidations. 


When Mr. Warfield was discussing the board appointed by 
the association to study economies, Senator Wolcott inquired 
whether that plan had met with the favor of the railway execu- 
tives. Mr. Warfield said he had received a number of letters 
from railroad presidents indorsing the idea. 

W. A. Colston, director of the Commission’s bureau of finance, 
Mr. Warfield said, would be called as a witness to tell of the 
economies. that could be effected through the use of such an 
organization as the National Railways Service Corporation. 


The thought was expressed by Senator Cummins that the 
witness charged in effect that the railroads were not being op- 
erated as efficiently as they could be and that, therefore, the 
security owners had appointed the board on econumies for the 
purpose of advising the railroads how to save money. Mr. War- 
field said the idea was to establish effective co-operation among 
the railroads. He said railroad presidents were jealous of what 
they had built up when it came to the joint use of facilities, 
etc., and that the association desired to be helpful in getting 
railroad executives to co-operate. 

Only a brief session was held by the committee June 23 be- 
cause of the desire of the members to be present in the Senate 
during debate on the seasonal coal rate bill. The Senate met 
at 11 o’clock, when adjournment was taken by the committee 


until June 24. Mr. Warfield completed the reading of his pre- 


pared statement and was followed by Forney Johnston, of 
counsel for the National Association of Owrers of Railroad Se- 
curities, who began explanation of the two bills offered by the 
association to write into the law the proposals for organization 
of the carriers within the rate-making groups fixed by the Com- 
mission and for the incorporation of the National Railway Serv- 
ice Corporation. Mr. Johnston had scarcely begun his testi- 
mony, however, before the committee decided to adjourn. 

The bill relating to the economy plan of the association 
provides that the Commission shall provide for the organization 
of the carriers for the purpose of carrying out the terms of 
thé act. Group railway boards would be established in each 
rate group and the Commission would be directed to cause to 
be organized a board known as the National Railway Service 
Board, to be composed of three members to be selected from 
each of the several railway group boards and an equal number 
to be selected from the board of trustees of the National Rail- 
way Service Corporation. The board would have authority to 
act as an agency of the Commission in such matters as the 
Commission might define by orders; to make studies of the 
transportation problem and of the consolidation question, and 
in general to conduct and apply intensive studies of the sub- 
ject of railway economies. The expense of the national board 
and the group boards would be met by assessments on the car- 
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Findings of the national board would be enforced by the 


riers. 
Commission. 

The other bill provides for incorporation of the National 
Railway Service Corporation, which would be a continuation of 
the organization of that name created by the security owners’ 


association, but it would have greatly increased powers. The 
corporation would be an agency of the United States, to be 
operated in the interest of the commerce of the people of the 
United States. It would deal largely with financial and refund- 
ing operations of the carriers, and would be authorized to buy 
and lease equipment to railroads. The bill provides further: 

It shall be the duty of the corporation to the extent that it may 
find the same useful and appropriate to invite and encourage the use 
of the corporation by all carriers as their common or general agency 
in all matters of general interest, such as the clearing of accounts, 
the settlement and allocation of loss and damage claims, the arbitra- 
tion of differences, and in all matters in which a common agency 
would be desirable; to act as a bureau of complaints to which the 
public may apply for prompt assistance in securing attention to just 
grievances; to keep constantly informed as to the traffic and oper- 
ating conditions of the railroads, and to anticipate and make provision 
for car supply and distribution; to investigate and report to the Com- 
mission and the carriers interested plans or suggestions for advance- 
ment of the commerce of the United States, for unification of service 
where beneficial, for jojnt use of terminals or facilities, for the con- 
struction of additional facilities, and in respect to all matters as to 
which the Commission has authority to act; and to provide at all 
times an efficient organization available for any national or regional 
emergency affecting interstate commerce. 


In the report of the testimony of L. E. Wettling before the 
Senate interstate commerce committee on June 16, it was stated 
an exhibit submitted by the witness showed that in 1913 the 
average receipts per ton-mile were 71.9 cents, and in March, 1921, 
$1.333. The figures should have been 7.19 mills and 13.33 mills. 


REDUCTION RUMORS DO HARM 
The Trafic World Washington Bureau 


“I regard it is extremely unfortunate that there should have 
been so much agitation in regard to early reductions in rates 
on coal, or other commodities, and in some instances on freight 
traffic generally,” said Chairman Clark of the Commission, in 
a letter to S. F. Nigh, secretary of the Michigan-Ohio-Indiana 
Coal Association of Columbus, O., who had made inquiry as to 
reductions in rates on coal. 

“I think that the result of those rumors, which in the main 
have had no real foundation, has been to stagnate industry and 
commerce. 

“There is not to my knowledge now pending before the 
Commission any formal proceeding in which general reductions 
of coal rates under section 1 of the act are sought. There is 
now pending before us a formal complaint of the Southern Ohio 
Coal Exchange which alleges undue prejudice against Ohio 
points and undue preference of mines in the inner and outer 
Crescent districts. A similar complaint of the Michigan Manu- 
facturers’ Association which brings in issue the rates from mines 
in Ohio and the Crescent groups to destinations in Michigan is 
also pending. There is also now before the Commission for 
consideration a petition filed in behalf of carriers operating in 
Ohio, seeking an investigation under section 13 of the act by 
reason of an alleged preferential adjustment in favor of the 
intrastate coal traffic. The Michigan case, No. 12235, has been 
recently heard, but complaint in the southern Ohio case, No. 
12698, was not filed until April 13 last and hearing thereon has 
not yet been had. The cases are brought primarily under sec- 
tions 2 and 3 of the act. Other minor complaints of an indi- 
vidual character are pending. All are being handled as ex- 
peditiously as possible under the considerable pressure of im- 
perative duties. However, I could not undertake to forecast any 
probable date of decision or to say what the probable effect of 
our decisions might be.” 


RAILROAD SITUATION DISCUSSED 


In a review of economic and financial conditions in the 
United States, as of June 1, which will be considered at the 
meeting of the International Chamber of Commerce in London, 
June 27 to July 1, the American National Committee discussed 
the railroad situation as follows: 


Such improvement in general business conditions and senti- 
ment as has occurred since the first of the year, has been clouded 
to a considerable extent by the financial difficulties in which most 
of our railroads are now involved. It was known that during the 
time when their income was guaranteed most of the roads were 
not paying their way, and it was evident that difficulties would 
arise when the guaranty came to an end. Unfortunately, when 
this time arrived, business was on the down grade; and naturally 
railroad earnings were seriously affected. While the cost of coal 
and other supplies has declined to some extent, wages have re- 
mained at the war level; and it has been impossible to cut down 
the number of employes sufficiently to reduce payrolls to the 
requirements of the situation. : 

The first quarter of 1921, instead of bringing relief, saw mat- 
ters go from bad to worse, and developed a situation that seemed 
to portend an_era of receivership even more serious than that 
which followed the panic of 1893. 

Fortunately, since the first of April there have been develop- 
ments which promise relief from excessive labor costs; but, even 
now, it is a question whether changes can be made in time to 
avert a number of receiverships. It is a serious defect of our 
methods of regulating public utilities that relief from intolerable 
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conditions can seldom be secured before deterioration of service 
and actual or impending bankruptcies force our regulating bodies 
to appropriate action. 

The present situation is that the country does not want gov- 
ernment ownership of railroads and that relief from exorbitant 
wage demands must be had if government ownership and opera- 
tion (at a huge deficit) is to be averted. Recent developments in- 
dicate that relief may be at hand, and justify a more hopeful 
view of the situation than it would have been reasonable to enter- 
tain a few months ago. Relief may not come in time to prevent 
some receiverships, but there is reason for hoping that it may be 
secured in time to avert a general collapse of railroad credit. If 
the next six months can bring a solution of the problem, they will 
dispel one of the most ominous clouds that now darken a difficult 
business situation. 


NEW LEGISLATION FAVORED 
The Trafic World Washington Bureau 


Senator Fletcher, of Florida, has submited to the Senate 
a resolution of the Southern Wholesale Grocers’ Association 
favoring the enactment of legislation to provide a penalty for 
failure of common carriers to settle claims promptly and to re- 
quire payment of interest on loss and damage claims. The 
resolution further urged legislation amending section 20, para- 
graph 11 of the interstate commerce act so as to provide that 
any common carrier a party to a through rate or a through bill 
of lading shall be liable to the lawful holder of the bill of lad- 
ing for any loss, damage or injury caused by it or by any of 
the carriers parties thereto; also legislation authorizing and 
directing the Commission’*to have common carriers issue 1,000- 
mile mileage books at substantial reductions under the regular 
passenger fares, and to prohibit common carriers from increas- 
ing rates, fares or charges without the permission of the Com- 
mission. The resolution was referred to the interstate com- 
merce committee. 


STATE RATE REGULATION 


The committee on state and federal legislation of the Na- 
tional Association of Railway and Utilities Commissioners has 
endorsed the Sweet bill (H. R. 6861) providing for restoration 
of intrastate regulation of railroads to the state commissions, 
annulment of the orders issued by the Commission in the in- 
trastate rate cases, and repeal of the rate-making section of 
the transportation act. The committee will urge favorable ac- 
tion on the bill, according to John E. Benton, general solicitor 
of the association. No date for hearings on the bill has been 
set by the House committee on interstate and foreign com- 
merce. 

In a bulletin to the state commissions Mr. Benton advised 
that the Kentucky commission on June 16 made an order abol- 
ishing the Pullman surcharge on the Illinois Central between 
Paducah and Louisville. Following Ex Parte 74, Mr. Benton 
said, the carriers in Kentucky filed tariffs making effective as 
to intrastate rates the same increases that were authorized in- 
terstate. These took effect as filed, the Kentucky commission 
having no power of suspension, but power to act upon com- 
plaint only. Some time ago complaint was made against the 
Pullman surcharge between the points named. A hearing was 
held June 2. The order is effective June 26. 


TEXAS ATTACK ON THE LAW 


The attitude of Texas officials toward the transportation act 
was reflected in a speech made by Representative Sanders of 
that state in the House, June 21. He charged that the act had 
“emasculated the constitution and laws of many of the states of 
this Union, centralized the powers to control these important 
arteries of commerce in the Interstate Commerce Commission 
at Washington, destroyed state rights and attained an accom- 
plishment in centralization undreamed of by Hamilton in his 
palmiest days.” 

Mr. Sanders introduced a bill some time ago providing for 
amendment of the act so that the states would have their power 
to regulate intrastate commerce restored, and he said he was go- 
ing to “keep this agitation going” until state rights as to railroad 
regulation had been restored. 


INTERNATIONAL TRANSPORTATION 


“The nations should co-operate not only in the removal of 
physical barriers to trade, but in the removal of all adminis- 
trative impediments,” the American Committee on Distribution 
proposes in a report to be discussed at the meeting of the In- 
ternational Chamber of Commerce in London June 27. 

“Through trains, the through handling of freight and freight 
cars, international bills of lading, the free passing through a 
country to their destination beyond its borders of goods under 
bond or seal, favorable and uniform rates and charges, are urged. 
The free use of international commissions to regulate interna- 
tional trade and travel and transportation facilities should be un- 
hesitatingly accepted and extended by the governments of the 
world.” 

As one of the means of restoring the world’s commerce, the 
committee urges that customs regulations at frontiers and ports 
of entry should be made as uniform and simple as possible. 
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FREIGHT AGENTS MEET 


The 34th annual meeting of what was formerly the American 
Association of Freight Agents and is now the Freight Station 
Section of the Operating Division of the American Railway 
Association, opened at the Sherman Hotel in Chicago, June 21. 
According to several of the officers, the attendance was better 
than at any other meeting in the last five years. 

R. H. Aishton, president of the American Railway Associa- 
tion, opened the session with a short talk on co-operation, re- 
minding the assembled agents that their association was now 
recognized by both the government and the railroads and so 
was responsible to both. Col. J. C. Gilmore, freight agent for 
the Pennsylvania Railroad and first vice-chairman of the section, 
replied on behalf of the agents. He said that in the press of 
other far-reaching railroad problems of the day there had been 
a tendency to overlook the necessity for inducing capable young 
men to enter the service. 


“A great deal has been said about the lack of opportunity 
in the railroad business for ambitious young men today,” he 
said, “and the same remarks are made regarding American 
business in general. Nothing could be farther from the truth. 
One need only to point to the most successful and honored men 
in the railroad business to prove these statements false. Fred 
Underwood, president of the Erie, and President Willard of the 
B. & O., both began their careers as railroad brakemen. The 
general manager of the Santa Fe, the able and efficient Hurley, 
began as a teamster. The humble start of the great empire- 
builder, the late James J. Hill, need not be repeated; it is too 
well known. 

“What is true of the railroads is also true of other indus- 
tries. A few names will suffice: Cyrus H. K. Curtis began as 
a newsboy in Portland; John Wanamaker’s first job was in a 
brickyard; C. M. Schwab was first a pit-boy, and Herbert Hoover 
began as a mucker in a mine. 

“Another fallacy of American business life that requires 
refutation is that this is a ‘young man’s country’ exclusively. 
So-called authorities have said that a man’s most useful pro- 
ductive decade is between his thirtieth and fortieth year. Rec- 
ords show that our biggest leaders are men far past fifty. In- 
vestigation proves that many of these leaders did not begin to 
do their best work until between their fifty-fifth and sixty-fifth 
years. The head of the biggest single industry in America, the 
United States Steel Corporation, Judge Gary, is seventy-two 
years of age; the country’s most prominent banker, George F. 
Baker, of the First National Bank of New York, is 82; Henry 
Ford, Thomas Edison, and a host of other men of considerable 
age are still at the peak of efficiency.” 

Fred Winburn, of the Freight Claim Division, addressed the 
meeting on the general subject of freight claim prevention, after 
which the reports of the officers were taken up. The affairs of 
the American Association of Freight Agents were wound up by 
disposing of the reports of the chairman of the executive com- 
mittee and the treasurer of that organization. 

The section’s method of considering important matters is 
to divide them as concerning operations, station traffic, station 
settlements and freight station rules, each subject being han- 
dled by a special committee. The topic committee assigns vari- 
ous topics under these main divisions for consideration by various 
local committees, of which there are 971. The findings of these 
local committees are then brought before the meeting for con- 
sideration and passed on, if satisfactory, to the committee of 
direction, which arranges for passing them on to the American 
Railway Association. 

The report of the committee on operation contained recom- 
mendations for protection against unjust claims on perishable 
freight, the use of the tractor method of handling 1. c. 1. freight 
at large transfer points, the use of demountable van bodies for 
handling freight, and methods of improving the personnel of 
station receiving and delivery forces. 

The committee on station traffic made recommendations con- 
cerning the order-notify bills of lading and proposed changes in 
demurrage and reconsignment rules. This report was followed 
by reports of the station settlements and station rules commit- 
tees, after which the meeting took up the consideration of topics 
for presentation at the next annual meeting. A special com- 
mittee, appointed at the 1920 meeting, to study the subject 
of through waybilling of freight, reported and recommended that 
some plan of through billing from point of origin to destination, 
such as was in use under government control, be put into use on 
account of the economy and efficiency which would result there- 
from. 


Order-Notify Bills of Lading 


The topic handled by the Joliet committee for the committee 
on station traffic was classed under three questions regarding 
the order-notify bill of lading. They were: 


(1) Shall the order notify form of bill of lading be discontinued? 
(if not) (2) Shall an additional charge be made to cover additional 
labor and responsibility? and (3) What can be done to insure proper 
endorsement of shipper’s order bills of lading and otherwise safe- 
guard the delivering carrier? 
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In answering the first two of these questions, the committee 
quoted from the record of one of the hearings on the Pomerene 
bill, to the effect that the business of the whole world today 
“is done largely on bills of lading whether ‘to order’ or straight; 
that it has become the most important instrument of credit in 
use in the world today of any kind and that it is necessary for 
the commerce of this country to make the bill of lading fully 
negotiable, entirely safe and to make the person who receipts 
for the goods, whether they have been deliverd to him or not, 
responsible for their delivery.” 

Following this line of thought, the committee decided that 
to discontinue or to make an additional charge on order-notify 
bills would be a hardship on business in general and recom- 
mended that no steps be taken in that direction. It said: 

Shippers, bankers and carriers are all dependent on each other 
for a living and we think are wise enough to realize that whatever is 
good for our trade as a whole is good for everyone who participates 
in it. As we have said before, the order notify bill of lading has 
become one of the most, if not the most, important instrument of 
credit in use in the world today of any kind, and in view of this 
and the other facts presented, your committee is sf opinion and 
recommends that no action be taken by the freight station section, 
which has as its object the discontinuance of the order notify bill of 
lading, and while it is admitted there is certain additional clerical work 
involved in handling order notify shipments, we do not find in justice 
any basis for making an additional charge for goods moving on the 
order notify form. 


The growing importance of bills of lading as collateral makes 
it necessary to take more care in the indorsement of these docu- 
ments, the committee said. A check made by the committee 
on 500 order-notify bills of lading which were handled at a sta- 
tion in New York harbor territory showed that less than 50 
per cent were properly indorsed. The committee saw in this 
laxity a source of danger and made the following recommenda- 
tion in answer to the third question: 


Your committee therefore recommends that action be taken by 
the freight station section to the end that the endorsement accepted 
by the purchaser of an order bill of lading shall be not only prima 
facie evidence, but conclusive evidence of its correctness; that all 
original order notify bills of lading be printed on yellow paper of 
standard size, 8 by 10% in., with a margin on the back for endorse- 
ments not less than 3% in. wide, this space to be at the top of the 
form, and that each order bill of lading have printed in red ink in the 
space provided for endorsement on the back of the bill, the following: 

“The delivery of the shipment describeed in this bill of lading will 
be made upon surrender of the bill of iading properly endorsed.”’ 

Proper enorsement means an endorsement technically correect, 
made by the order party; if to an individual, by himself or one having 
his power of attorney; if to a co-partnership, or a company, by a 
member of the firm or one having its proper authority: if to a cor- 
poration, by an officer of the corporation with his title. 


Universal Through Waybilling 


In recommending the adoption of a system of universal 
through waybilling, the committee appointed to consider that 
subject, under the chairmanship of G. B. Ingersoll, agent for the 
Wabash, at Chicago, classified the benefits which in its opinion 
would follow from such a course under four heads: 1. Reduc- 
tion in operating expense; 2. reduction in delay to cars and 
freight; 3. reductions in “overs” and “shorts” and claims; 4. 
economy and efficiency in accounting. 

Discussing the possible reduction in operating expense, the 
committee said: 


It should be taken into consideration that every time a shipment 
is rebilled it means duplication of work on the part of the inbound 
carrier road and the outbound carrier road, the work being done by 
the highest grade of clerical help that is employed at the station: 

The inbound road revising the rates, expensing, abstracting the 
waybills, collecting charges and accounting. The outbound road re- 
vising and waybilling the transfers, abstracting and making settle- 
ments. This work being duplicated at every rebilling point, the final 
destination agent completing the transaction by doing the work for a 
last time. 


Investigation by the committee showed that the putting into 
effect of the through bill system under instructions from the 
government, in 1918, on one eastern line at Chicago resulted in 
the elimination of 44 clerks and a saving in salaries of $77,592— 
at the present salary rate. A western line at Chicago had to 
increase its clerical force by 24 on restoration of the junction 
system, according to the committee, resulting in an added ex- 
pense of $42,000. Numerous other examples were cited. 

The necessity for rebilling at junction points, according to 
the committee, results in an average delay to freight of from 
12 to 24 hours. This, it claims, can be largely eliminated by 
the use of a through billing system. 


At the larger railroad centers the receiving, forwarding and trans- 
fer yards, with few exceptions, are located from one to ten miles from 
the billing offices. Wavybills have to be sent from the yard to the 
billing offices for revising, expensing, and then returned. The same 
procedure has to be followed with the outgoing road. 

This not only means a bad delay, but a big*increase in expense. 
At the smaller junction points, with smaller forces and less facilities, 
the delay is greater. r 

In actual practice, as we know from experience, and in confirma- 
tion of this we have interviewed different yardmasters and always 
find the same statement—that is, cars coming from connecting lines 
accompanied by through billing are readily disposed of by switching 
to outgoing classification tracks; but those which have to be rebilled 
are switched to hold tracks, as there is always an uncertainty as to 
when the waybills on which they can be forwarded will be available. 
This may mean a delay of one or more days in getting out waybill, 
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account of lack of permit number, 
rates and many other reasons. 

In times of heavy business, labor shortage or other disabilities, 
ears are on these hold or non-classifying tracks for two or three 
days, other cars that have billing running around them. © 


shipper’s manifest, question of 


According to the committee, reports show an increase of 
from 25 to 50 per cent in “overs” and “shorts” since the re- 
sumption of junction billing. This is caused by waybills becom- 
ing separated from freight, lack of information on waybills, and 
errors in transcribing when rebilling. 


Every time there is rebilling there is a chance for error in the 
transcribing of information as to the name of shipper, consignee, 
destination and articles. Also other information shown on original 
shipping bill or initial waybill is omitted at some junction point en 
route, causing trouble at destination. 


In support of its claim of efficiency and economy in account- 
ing, the committee quoted a letter from J. G. Drew, president of 
the Railway Accounting Officers’ Association, as follows: 


Interline or through waybilling of freight from point of origin to 
destination is desirable as an aid in economical and efficient railway 
transportation; lessens.the time required for transportation of freight; 
is helpful in the operation of junction agencies; reduces number of 
overcharge claims, and facilitates the investigation of loss and dam- 
age, as well as overcharge claims. 


The committee concluded its report with the following sum- 
mary: 


We realize that a great deal can be said pro and con on this sub- 
ject. We have tried to make our statement brief. We feel that we 
can answer any consistent arguments that may be brought against 
the proposed plan. 

We are ready to cite further examples of the inefficiency of re- 
billing, such, for instance, as the Iowa state situation; also rebilling 
of grain shipments destined to board of trade points. . : 

We have only touched on one part of the expense, not taking into 
consideration additional office room and furniture required by addi- 
tion to the local forces at the various junction points, not taking into 
consideration the tremendous waste of stationery account of duplica- 
tion of work, and many other features that might be brought up. 

We realize that intermediate roads may be out their revenue for 
indefinite periods account of audit office settlements as against daily 
settlements at junction points. 

We feel that this can be overcome by a drawing arrangement 
against the terminal road for a fair percentage of the business han- 
dled as shown by passing reports. : 

The fact remains that all the roads in the United States have 
through billing arrangements with some of their connections. If this 
is economy and good railroading, why not make it universal? | 

Why cannot the executives break down these barriers raised by 
the tariff and traffic departments which the audit officers claim pre- 
vent the system of general through billing being put in effect on all 
roads? 


The committee on topics reported, June 23, presenting an 
outline of subjects to be investigated during the coming year and 
assigning various topics to local committees to be studied and 
presented at the next annual session. The topics were assigned 
as follows: 


Freight Claim Prevention: Chicago, Prevention of Loss of 
Entire Packages; Cincinnati, Ohio, Affirmative Check of L. C. L. 
Merchandise; Kansas City, Mo., The Necessity for Some System in 
Handling L. C. L. Freight that will Enable Supervisory Forces to 
Detect and Correct Errors Before Cars are Forwarded; New Or- 
leans, La., Concealed Loss; Richmond, Va., Elimination of the 
Various Bureaus; Des Moines, Iowa, The Bureau as an Aid to 
Freight Claim Prevention: Rochester, N. Y., The Advantages of 
Blind Tally Check for Claim Prevention and Efficiency Operation; 
Omaha, Neb., Distinctive Coloring of Way-bill Blanks for Ship- 
pers’ Order Shipments; St. Paul, Minn., Bonding, Receiving and 


Delivery Clerks. 

Station Settlements: Lincoln, Neb., Uniform Method of Handling 
and Accounting for Interline Switching; Peoria, Ill., Collections 
and Credits; Fort Worth, Tex., Credits and the Most Ffficient and 
Safe Method of Handling; Baltimore, Md., Forwarding of Way- 
bills Overhead for all Merchandise Cars Excepting Way Freight; 
Pittsburgh, Pa., Substitute Card Way-bill_ for Movement of Car 
from Point of Shipment to Destination in Place of Revenue Way- 
bill that Now Travels with Car; Louisville, Ky., Through or Inter- 
he Way-billing; St. Louis, Mo., Desirability of Through Way- 
billing. 

Station Traffic: Canton, Ohio, Question of Assessing Charge 
for Intercepting L. C. L. Shipments at Points of Origin; Cincinnati, 
Ohio, Require Shippers to Use Standard Size Shipping Orders Cov- 
ering L. C. L. Freight and Prohibit the Printing of Articles 
Thereon. 

Operating: Pittsburgh, Pa., Weighing Less Carload Freight: 
Peoria, Ill., Illegible Billing; New York City, N. Y., Licensing of 
Public Carts and Other Vehicles. 

General Topics: Lincoln, Neb., Organization of Freight Sta- 
tion Forces Along Educational and Efficiency Lines as a Means of 
Promoting Closer Co-operation with Officials and the Public for 
Betterment of the Service and Prevention of Claims; Joplin, Mo., 
Relation of Freight Station to Traffic Department; Joliet, II1., 
Warehouse Supervision and Co-operation of Station Forces; Tri- 
Cities, Standardizing Freight Cars and Application of the Gradu- 
ated Minimum Weight Rule. 


Colonel J. C. Gilmore, agent for the Pennsylvania Railroad 
at Philadelphia, at the afternoon session was elected chairman. 
C. M. Teschemacher, general agent, Chicago & Alton, Chicago, 
was elected first vice-chairman, and H. W. Maynard, Jr., agent, 
Central Railroad of New Jersey, New York City, second vice- 
chairman. 


The following were elected members of the new committee 
of direction: L. J. Brinkman, general agent, Michigan Central 


and New York Central, Detroit; E. J. Coffey, agent, Southern 
Railway, St. Louis; C. Treat Spear, agent, Chicago & North- 
western Railway, St. Paul; Frank Laughlin, agent, Erie Rail- 
road, Cleveland; J. R. Hitchcock, agent, Chicago, Burlington & 
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Quincy, Omaha, and C. E. Cochran, agent, Pennsylvania Rail- 
road, Baltimore. Hold-over members on the committee were 
C. E. Fish, terminal agent, Baltimore & Ohio Railroad, Cincin- 
nati, former chairman, and E. L. Kemp, general agent, Union 
Stock Yards Agency, Chicago. 


Following are the members of the new committee on nom- 
inations: G. B. Ingersoll, agent, Wabash Railway, Chicago; 
W. H. Herbig, agent, C. R. I. & P., Kansas City; R. P. Small- 
horn, agent, Grand Trunk Railroad, Montreal; G. B. Agar, agent, 
Boston & Albany Railroad, Boston, and J. A. Byron, agent, 
Ft. W. & D. C., Fort Worth. 

Other standing committees are to be named by the com- 
mittee of direction as soon as possible. The matter of resolu- 
tions was also left to the discretion of this committee, the sense 
of the meeting being that they should conform to the recom- 
mendations made by the various committees at the earlier 
sessions. 


TELEPHONE REVENUES 


The Trafic World Washington Burcau 


In the three months ending with March, 1921, the large tele- 
phone companies of the United States had an operating income of 
$24,876,468, as compared with $22,630,894 in the corresponding 
period of 1920, an increase of $2,245,574, or 9.9 per cent, according 
to a report issued by the Bureau of Statistics of the Interstate 
Commerce Commission. 

Operating revenues for the three months’ period totaled 
$128,811,299, as compared with $116,013,901 in the first quarter of 
1920, an increase of $12,797,398, or 11 per cent. Operating ex- 
penses totaled $94,997,092, as against $85,378,146 in the 1920 per- 
iod, an increase of $9,618,946, or 11.3 per cent. 

For the month of March the operating income totaled $9,290,- 
502, as compared with $7,285,136 in March, 1920, an increase of 
$2,005,366, or 27.5 per cent. Operating revenues totaled $44,324,- 
104, as compared with $39,878,035 in March, 1920, an increase 
of $4,446,069, or 11.1 per cent. Operating expenses totaled $32,- 
069,432, as against $29,923,119 in March, 1920, an increase of 
$2,146,313, or 7.2 per cent. 


RAILROAD COST FIGURES 
The Trafic World Washington Burecu 


The Commission has issued a statement showing unit 
costs of freight and passenger train service from selected ex- 
pense accounts of Class 1 roads for March and the first quarter 
of 1921. The statistics cover 172 steam roads, not including 
switching and terminal companies. 

The cost of enginemen in March, 1920, per freight train mile, 
was 27.1 cents, while in March, 1921, it was only 25.9 cents, the 
statement showed. The expense due to wages of trainmen, how- 
ever, increased from 31.2 to 31.6 cents. The total of the selected 
accounts increased from $1.787 to $1.974 per freight train mile, 
and the cost of coal increased from $3.45 to $4.56 per net ton. 

The cost per 1,000 gross ton miles, excluding locomotive and 
tender, for enginemen, dropped from 19.1 to 18.7 cents; for train- 
men, from 22.1 to 22.8 cents. The total of the selected accounts 
for 1,000 gross ton miles increased from $1.263 to $1.422. The net 
tons of coal charged to the movement of freight decreased from 
10,091,000 to 7,716,000. 

In the three months ended with March the cost of engine- 
men per freight train mile decreased from 27.7 cents in the 
first quarter of 1920 to 27.2 cents in 1921. The cost of trainmen 
increased from 31.6 to 32.5 cents. The cost of coal per net ton 
increased from $3.58 to $4.58. The total of the selected accounts 
increased from $1.859 to $2.077 per freight train mile. 

On the 1,000 gross ton-mile basis for the first quarter of the 
year there was a decrease in cost of enginemen from 20.3 to 
19.9 cents in 1921, and an increase in the cost of trainmen from 
23.1 to 23.8 cents. The total of selected cost accounts increased 
from $1.361 to $1.521. The net tons of coal charged to the move- 
ment of freight in the first quarter decreased from 29,906,000 in 
1920 to 24,661,000 in 1921. 

In the passenger train service the total of the selected cost 
accounts for March increased from 96.7 cents in March, 1920, to 
$1.077 per passenger train mile. 

In the first quarter of 1920 the total of the selected cost ac- 
counts per passenger train mile was 51.013, while in the first 
quarter of 1921 it was $1.128. 


c., T. H. & S. E. NOTES AND BONDS 


The Chicago, Terre Haute & Southeastern has been author- 
ized to pledge all or any part of $180,000 worth of its first and 
refunding mortgage five per cent gold bonds of 1960, now held 
in its treasury as collateral security for its $100,000 demand note 
in favor of the First National Bank of Chicago. The note on 
which the bank now demands collateral was given in September, 
1920, after the company’s working capital had been depleted by 
the extraordinary payments of back pay to its employes under 
the Labor Board’s award in July, 1920. 








1350 THE TRAFFIC WORLD 


The New U. S. 


Albert D. Lasker, the new chairman of the U. S. Shipping 
Board, left his native state of Texas before he was 21 years old 
to take a job as office 
boy and stenographer in 
the Lord & Thomas Ad- 
vertising Agency of Chi- 
cago. Today he is the 
owner of that agency. 
He became a junior part- 
ner in the firm and then 
took charge of the entire 
business when the found- 
ers retired. In addition to 
his ownership of the ad- 
vertising agency, he is a 
part owner of the Mitchell 
Car Company, Quaker 
Oats, Van Camps and the 
Chicago Cubs _ baseball 
club. In the last three 
years he co-operated with 
Will H. Hays, now Post- 
master-General, in direct- 
ing Republican organiza- 
tion work, and in the 
Harding campaign he had 
charge of advertising and 
publicity. He is credited 
with having originated 
many of the 1920 G. O. P. 
slogans, including “Let’s 
be done with wiggle and wobble.” He was an ardent supporter 
of Senator Hiram Johnson for the Republican nomination in 
1920 and is said to have contributed substantially to the Johnson 
campaign funds. Mr. Lasker was selected as chairman of the 
board by President Harding in spite of the fact that he had 
no experience in shipping. The President prevailed on him to 
take the chairmanship after efforts to get James A. Farrell, 
president of the United States Steel Corporation, or Walter C. 
Teagle, president of the Standard Oil Company of New Jersey, 
to accept the chairmanship had failed. It is said that it was 
through Mr. Lasker’s efforts that Mr. Teagle almost “qualified” 
for the chairmanship, the latter having to decline the place 
after he had practically decided to take it. Mr. Lasker is a 
member of the Jewish National Committee and takes a great 
interest in Judaism. President Harding believes that because 
of his business ability the new chairman will straighten out the 
Shipping Board tangle and place the board’s affairs on a sound 
business footing. 

Commissioner Geoorge E. Chamberlain, Democrat, of Port- 
land, Ore., was born on a plantation near Natchez, Miss., Janu- 
ary 1, 1854. His early 
education was obtained 
in the private and public 
schools of Natchez. In 
1870 he took employment 
as a clerk in a general 
merchandise store in 
Natchez and remained 
there until 1872, when 
he went to Lexington, 
Va., to attend Washing- 
ton and Lee University, 
from which he _ gradu- 
ated in the academic and 
law departments in June, 
1876. After graduation 
he spent a short time at 
his home and then left 
for Oregon, arriving 
there December 6, 1876. 
In 1877 he taught a coun- 
try school in Linn county, 
Oregon, and then became 
deputy clerk of that 
county. In 1879 he re- 
signed to practice law at 
Albany, Ore. In 1880 he 
was elected to the state 
legislature, and in 1884 
district attorney for the third judicial district, serving for a 
term of two years. In 1891 he was appointed attorney-general 
of Oregon. Later he served as district attorney at Portland. 
In 1902 he was a candidate for governor and was elected. He 
was re-elected in 1906. He was elected United States senator 
January 19, 1909, and re-elected November 3, 1914. His term 
expired March 3, 1921. Mr. Chamberlain came into prominence 
as a member of the Senate during the war because of his criti- 
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Shipping Board 


cism that the Wilson administration was not conducting war 
affairs efficiently. 


Commissioner Frederick I. Thompson, Democrat, publisher 
and owner of the Mobile (Ala.) Register and the Mobile News 
Item, was born at Aber- 
deen, Miss., 42 years 
ago. With the exception 
of eight years in New 
York, where he was a 
member of the firm of 
Smith & Thompson, 
newspaper representa- 
tives, he has been en- 
gaged in newpaper pub- 
lishing. In addition to 
his Mobile interests, he 
is vice-president of Town - 
and Country, published in ~~ 
New York. He began oa 
newspaper work on the = 
Commercial Appeal of 
Memphis, Tenn. He went 
to Mobile in 1909 and wf 
took an active interest in 
marine problems, giving 
support to the movement ; 
which resulted in the es- ° 
tablishment of the Ala- 
bama State Harbor Com- 
mission. He also urged 
removal of discrimination 
against the port of Mo- 
bile and sought to de- 
velop the free movement of commerce through Mobile and other 
Gulf ports. He was selected as a member of the Shipping Board 
by President Wilson, but his nomination, along with the other 
nominees, was not confirmed by the Senate. After March 4 
he remained in Washington as a trustee of the Emergency Fleet 
Corporation. 


Rear Admiral W. S. Benson (retired) was nominated as a 
member of the Shipping Board by President Wilson, and con- 
firmed by the United 
States Senate on March 
13, 1920. He was elected 
chairman of the board 
for the unexpired term 
of John Barton Payne, 
who resigned to assume 
the office of Secretary of 
Interior. Rear Admiral 
Benson was also elected 
president of the United 
States Shipping Board 
Emergency Fleet Corpo- 
ration. After March 4, 
1921, he remained in 
charge of the Shipping 
Board at the request of 
President Harding. Born 
in Bibb county, Georgia, 
Sept. 25, 1855, Rear Ad- 
miral Benson was _ ap- 
pointed a cadet midship- 
man to the naval acad- 
emy from the fourth dis- 
trict of Georgia Sept. 23, 
1872. He completed the 
course June 20, 1877. On 
June 18, 1879, he was 
promoted to the rank of 
midshipman and served on the U. S. S. Constitution for two 
years. He was appointed an ensign July 27, 1881, after which 
his promotions came in the following order: Lieutenant (Jr.), 
1888; lieutenant-commander, 1900; commander, 1905; captain, 
1909; rear admiral, 1915; admiral (chief of naval operations), 
1916. He has served as an officer on numerous ships, having 
been commanding officer of several of the first class dread- 
naughts, and at one time chief of staff of the Pacific fleet. He 
served as commandant of midshipment at the naval academy 
from 1907 to 1908 and was commandant of the Philadelphia navy 
yard and supervisor of the third, fourth and fifth naval districts 
from August, 1913, until April, 1915, on which date he was 
assigned to duty as chief of naval operations, and was commis- 
sioned with the rank of rear admiral from March 11, 1916. In 
the latter part of 1917 he was assigned to temporary duty abroad 
in London, after which he returned to the United States and 
Oct. 15, 1918, he was ordered to special duty at Paris. He re- 
mained abroad until June 11, 1919. 
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Commissioner Meyer 
Lissner of Los Angeles 
was born at San Fran- 
cisco, June 16, 1871. He 
was graduated from the 
Los Angeles Law School 
in 1899 and since that 
time has engaged in the 
practice of law. He was 
active in organizing the 
reform movement in 
California in 1910 and 
has been identified with 
the civic affairs of the 
state. He was president 
of the Good Government 
Organization in 1909 and 
was chairman of the 
first board of public util- 
ities of Los Angeles in 
the same year. He 
served as editor of the 
California Outlook from 
1914 to 1918, and was a 
member of the Califor- 
nia Industrial Accident 
Commission from 1916 to 
1920. He had the sup- 
port of the California 
congressional delegation for appointment on the board and has 
been identified with Senator Johnson in politics. 








Commissioner T. V. O’Connor has been identified through- 
out his life with Great Lakes seamen and Atlantic coast long- 
shoremen. He was born 
in Buffalo, his home, 52 
years ago. His first em- 
ployment was on a tug 
in the Buffalo harbor. 
After reaching the rank 
of captain of a tug, he 
was elected president of 
the Licensed Tugmen’s 
Protective Association, 
and from that time on 
was prominently identi- 
fied with the labor move- 
ment. The tugmen’s as- 
sociation is affiliated with 
the International Long- 
shoremen’s Association 
and Mr. O’Connor became 
a member of the execu- 
tive committee of the 
latter association. Later 
he became a vice-presi- 
dent and for the last 
twelve years has held 
the office of president of 
the Longshoremen’s As- 
sociation. He was ap- 
pointed a member of the 
New York State Indus- 
trial Commission by the governor of New York, March 13, 1921, 
but resigned shortly after he took the oath of office. He sub- 
mitted his resignation when President Harding offered him a 
place on the Shipping Board. When the cabinet slate was being 
made up, he was frequently mentioned in connection with the 
post of Secretary of Labor, and it is understood that after the 
selection of Secretary Davis the position of first assistant Secre- 
tary of Labor was offered to him. 


SHIPPING BOARD CHANGES 
The Trafic World Washington Bureau 


A number of changes in department heads of the Shipping 
Board probably will be made effective in the near future. The 
board began a survey of each department shortly after it was 
organized, One of the most important positions to be filled is 
that of director of operations of the Emergency Fleet Corpora- 
tion. This position has been vacant since Capt. Paul Foley, 
U. S. N., resigned several months ago because of a disagreement 
with Admiral Benson, then chairman of the board. Assistant 
Director Keene has been acting director and will serve in that 
capacity until a director is chosen. The board is looking for a 
capable shipping man to take the place. 

It has been said that Alonzo Tweedale, controller, and R. W. 
Bolling, treasurer, would retire from those positions soon. J. J. 
Flaherty, secretary, and R. H. Bailey, assistant to the chairman 
under Admiral Benson, also are expected to be replaced by others. 

Appointment of Elmer Schlessinger of Chicago as general 
Counsel of the Shipping Board was announced by Chairman 
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Lasker June 23. E. M. Hyzer, who has been general counsel, will 
be retained as assistant general counsel. Mr. Schlessinger is a 
member of the law firm of Mayer, Meyer, Austrian and Platt of 
Chicago. 

Mr. Schlessinger said the affairs of the legal department of 
the board were in a chaotic condition and that his first step 
would be to get the best legal talent possible to handle the suits 
and claims against the board. He said cases involving millions 
of dollars had been handled by attorneys getting $7,500 a year or 
less and that they had been pitted against the ablest lawyers in 
the country. He said he proposed to get the best lawyers he 
could and make them serve for low salaries. He plans to get 
the legal department in such shape that he can return to private 
practice later on. 

Many claims aré pending against the board about which 
there is no information, it was said. One claim for $2,000,000 just 
came in, Mr.’Schlessinger said, about which the legal depart- 
ment or the board knew nothing. There are approximately 500 
lawsuits pending against the board involving claims for $50,000,- 
000; 1,700 admiralty cases involving a similar amount, and 1,200 
claims in the New York office of the board aggregating $37,000,- 
000, officials said. 

Chairman Lasker left for New York June 23 to take up the 
question of putting in a thorough accounting system in the New 
York office so that the board will know what it is doing as to 
the operation of its ships. An inventory of the assets of the 
board also will be made. While in New York the chairman 
planned to get an expert shipping man for the position of direc- 
tor of operations. 

Regarding reports that Mr. Tweedale, the controller of the 
board, would leave the organization, Mr.-Lasker said the board 
did not desire to displace the controlier, adding that the board 
regarded Mr. Tweedale as an efficient member of the organization. 


Commissioner Edward C. Plummer, admiralty lawyer and 
former newspaper publisher, of Bath, Me., was born in Free- 
port, Me., November 23, 
1863. He was graduated 
from Bowdoin College in 
1887 and in that year 
began as a reporter on 
the Bath Daily Times. 
In 1892 he became the 
proprietor and editor of 
the Bath Independent. 
Mr. Plummer retired 
from the newspaper busi- 
ness in 1898 and served 
in the Navy during the 
Spanish War. Since that 
time he has made a spe- 
cialty of admiralty prac- 
tice. When the Atlantic 
Carriers’ Association was 
organized, he became the 
executive official of that 
organization, which he 
has represented for 21 
years. This association 
is composed of companies 
engaged in ocean ship- 
ping from the Atlantic 
coast ports to South 
America. Through his 
connection with the as- 
sociation he oui a detailed knowledge of the shipping busi- 
ness. He has taken particular interest in matters relating to 
competition between American and foreign vessels and the re- 
moval of handicaps to American shipping. He has appeared 
frequently before congressional committees when maritime 
questions were under consideration. He was endorsed for the 
commissionership by Governor Baxter and Senators Hale and 
Fernald of Maine, and the Maine congressional delegation, as 
well as by boards of trade and chambers of commerce along the 
Atlantic coast. 


MERCHANT MARINE POLICY 
The Trafic World Washington Bureau 


Assurance that the administration would be back of them 
in every way in the building of an American merchant marine 
on the principle of private operation was given the members 
of the new Shipping Board by President Harding at a conference 
held the afternoon of June 17 at the White House. The Presi- 
dent had just concluded his conference with the board when he 
met the newspaper representatives at the semi-weekly conference, 
and he introduced the members to the newspapermen. 

One of the suggestions made by the President to the board 
was that a survey be made on which action could be taken in 
eliminating the operation of ships which have been running at 
great losses to the board. Another pointer was that the board 
should obtain an accurate inventory of the property based on 
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present values so that it could go to Congress with the facts as 
faced by the board. 

The President believes the vessels owned by the government 
should be turned over to private owners as rapidly as that may 
be done, consistent with fair sale prices io the government. It 
was further indicated that the board’s policy, in disposing of 
ships, will be to endeavor to place the ships where the conditions 
point to successful operation of them. The development of the 
lesser ports of the United States will be considered in the dis- 
posal of ships but it was indicated that if ships are sold for opera- 
tion out of a given port the people of that port must co-operate in 
the — of cargoes for the ships and strong steamship com- 
panies. 

If the board follows the President’s wishes, it will begin 
operations by “clearing the decks of the wreckage of war,” and 
by charging off the enormous war cost of the Shipping Board 
property. Officials of the board and the President are proceed- 
ing on the assumption that, though the Shipping Board fleet cost 
in the neighborhood of three and one-half billion dollars, its 
present value may not be more than one-third of that amount. 

That the world has been passing through the greatest period 
of depression in ocean shipping on record is a fact which the 
new board and the President emphasize in approaching the prob- 
lem of putting the American merchant marine on a sound foun- 
dation. It is evident, in the opinion of the officials of the admin- 
istration, that the ships under the Stars and Stripes can not be 
operated in all the ship lanes of the seas, under existing condi- 
tions and that steps must be taken to cut out losses wherever 
possible. 

Liquidation of the board’s fleet may require several years, it 
was sail, and emphasis also was placed on the pont that the 
public and Congress must exhibit patience toward the board 
while it is endeavoring to establish the merchant marine on the 
basis of private operation. 

At the first meeting of the board with all members pres- 
ent Commissioner O’Connor was elected vice-chairman. Chair- 
man Lasker announced the vice-chairman would have direct 
charge of matters affecting the marine employes on the board’s 
ships. 


TRANSPORTATION IN MEXICO 


Editor The Traffic World: 

Referring to article in The Traffic World of May 28, page 
1168, “Mexican Transportation Congestion”: 

This article may be misleading as to the transportation situa- 
tion on Mexican traffic. The International & Great Northern 
Railway has no congestion at Laredo and all freight destined to 
Mexico is moving to Laredo without any interruption; also the 


transportation conditions in Mexico proper have improved ma- - 


terially in the last thirty days. 

As the subject matter of the article referred to is old stuff 
resulting from labor troubles in Mexico in February, the article 
may be misleading to the public as to present conditions. 

H. H. Taylor, District Freight and Passenger Agent, 
International & Great Northern Railway. 
Chicago, Ill., June 15, 1921. 


MEXICAN RAILWAY SITUATION 


In a report on the railway situation in Mexico, made to the 
Department of Commerce, Assistant Trade Commissioner R. M. 
Connell said that on June 1 President Obregon began an active 
supervision of the railroads by the appointment of a personal 
representative to effect the necessary changes to bring about 
increased efficiency. ; 

“Trains loaded with local products are arriving in Tampico 
in greater number than at any other port,” he said. “The presi- 
dent’s representative has therefore placed an embargo on freight 
shipments to Tampico and has taken steps to use the locomotives 
only for moving cars of merchandise from the port to the interior. 
The night trains from Mexico City to Vera Cruz have been sus- 
pended so that the locomotives can be employed in moving mer- 
chandise and cars from.that port to the capital. Strict orders 
have been issued against seizing any oil tank cars belonging to 
individual corporations, and this fact will help the fuel situation. 
Since the new locomotives purchased by the National Railways 
began entering the country, traffic on the northern divisions has 
been materially improved. It is reported that in one week more 
than a thousand cars of merchandise were moved from Tampico, 
Monterrey, Monclova and Nuevo Laredo. Up to the present 
only 35 locomotives have passed over the Mexican border, and 
if the noticeable improvements effected have been the result of 
this addition to the rolling stock, it is believed that with the entry 
of the total number of over a hundred locomotives, the railway 
service will be greatly improved.” 


INFORMATION ON MEXICO 
Brennan and Leonard, customs brokers and clearing house 
agents at Laredo, Tex., have published for free circulation among 
those who desire it, a pamphlet on Mexico containing useful and 
general information for American shippers to Mexico. Follow- 
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ing are the items in the index: Suggestions to Shippers; What 
Brennan & Leonard Service Has Accomplished; Package Car 
Service Information; Mexican Classification of Freight Rates; 
Transit Insurance Rates; Transit Insurance Conditions; Require- 
ments for the Importations of Explosixes Into Mexico; Inter- 
change American Cars with Mexican Railway Lines; Shipping 
Instructions; Model Invoice; Model Packing List; Packing List 
Instructions; Model Temporary Exemption Certificate; Model 
Certificate of Exportation; Model Shipper’s Declaration; Model 
Express Receipts; Model Bill of Lading; Model Excise Tax 
Form; Model Form for Refund War Tax; U. S. Revenue Law 
Governing Exportation of Narcotic Drugs; Information on Intro- 
duction of Household Goods Into the Republic of Mexico; Table 
of Kilograms Reduced to Avoirdupois Pounds; Metric System; 
Table of Metric Equivalents; Exports from Mexico; Regulations 
of U. S. Department of Agriculture; Passport Requirements; 


Mexico Passenger Rates; Pullman Rates in Mexico; Passenger 


Rates from Laredo, Tex., to Points in U. S.; Customs Regulations 
Affecting Passenger Travel; General Information. 


SHIPPING BOARD BUSINESS 


The Trafic World Washington Burcau 


Announcement was made by the Shipping Board, June 20, 
that President Harding would appoint a board of three mem- 
bers to pass. on approximately $300,000,000 of claims against 
the Shipping Board as the result of cancellation of war con- 
tracts. The object will be to obtain a disinterested tribunal 
to consider the representations of the board and of the claimants 
and award in each case a sum deemed to be just. These claims 
have been pending for several years and officials said the longer 
settlement was deferred the larger the claims would grow. Sev- 
eral of the claims run well into the millions, one being for 
$20,000,000 and another for $13,000,000. 

A recommendation that the Shipping Board and the 
Emergency Fleet Corporation be operated separately was made 
to the board by Charles R. Piez, former Director-General ef the 
Corporation. Under a custom followed for some time, the mem- 
bers of the board also have acted as trustees of the Corporation. 
Mr. Piez believed that better results would be obtained if the 
actual work of the Corporation were under the direction of a 
separate board of trustees over which the Shippiing Board would 
have supervision. Questions of policy are being taken up by 
the new board and advice will be sought from “the leading 
minds in the shipping world.” 


WAGES OF MARINE WORKERS 


The Trafic World Washington Bureau 


Expectations of officials of the Shipping Board that agree- 
ment would be reached immediately with the seamen, cooks, and 
oilers on the same basis as that effected with the marine en- 
gineers and radio operators were not realized June 17 because 
the representatives of the unions made a demand for application 
of the 15 per cent wage cut and the working rules for ten months 
instead, of to December 31, 1921, as provided in the agreement 
with the engineers. The board, it was announced, will give the 
other marine unions the same terms in all respects as given the 
engineers and radio operators. If the seamen and the other 
classes of marine workers wish to accept on that basis it will 
be agreeable to the board but not otherwise, it was said. The 
private steamship owners advised the board they could not ac- 
cept the terms of the Shipping Board settlement with the marine 
engineers. 





WHEAT, VIA CANAL TO EUROPE 


The plan to ship Canadian prairie wheat to Europe via the 
Panama Canal has received much encouragement from the atten- 
tion given the arrival of the S. S. Buenos Aires with 3,000 tons 
of wheat from Vancouver, according to a statement in the Lon- 
don Times Trade Supplement. 

Some experts feared that the rapid change from the tem- 
perature of northern latitudes to that of the tropics and back 
again would prove injurious to the wheat. The success of the 
venture, however, has been sufficient to demonstrate clearly the 
feasibility of the Vancouver-Panama route for grain as far as 
climatic conditions are concerned, says The Times. 

“There is at Vancouver a government elevator with a ca- 
pacity of 1,250,000 bushels, capable of handling 60,000 bushels of 
grain an hour. The difficulty of the railways in transporting 
the grain crop eastward in the short time between harvest and 
the close of navigation on the Great Lakes is increasing yearly, 
as the area devoted to grain crops becomes larger. There- 
fore the advantages offered by the western route, where there 
is ice-free water all the year round, are especially attractive.” 


ATLANTIC PORT RAILWAY STOCKS 


The Atlantic Port Railway Corporation, in Finance Docket 
No. 1387, has been authorized to issue not to exceed $50,000 
worth of capital stock to provide itself with working capital. 
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FREIGHTS AND CHARTERS 


(Issued by the U. S. Shipping Board) 
June 16 


It is reported that about all the homeward business that is 
being done is by the old passenger liners, which are bringing 
some good-sized cargoes from European, especially French, ports. 
About the same report may be made in regard to exports, the 
liners not being particular as to whether they secure full cargoes 
or not, while exclusively freight carriers have great trouble in 
picking up enough merchandise for ballast. 


Cuban sugar is accumulating at Havana and storage space is 
at a premium. Charterers have failed to find an outlet for the 
Cuban stocks, and rates from Havana to New York, Boston and 
Philadelphia range from 15c to 17c per 100 lbs. Carriers are 
unable to get more than $2 a ton for coal from Hampton Roads 
to Havana, and with return cargo of sugar they see no profit at 
the rates offering. 

In spite of the strike conditions which held up many vessels 
and caused a temporary tie-up of a large percentage of the coast 
ers operating in and out of Portland, Ore., tonnage entering and 
tonnage clearing for the month of May aggregated more than 
100,000 in excess of the tonnage for the same month last year, 
according to figures compiled by the Merchants’ Exchange. 

Imports of $12,871,601 and exports of $9,625,425 were han- 
dled at San Francisco during the month of April, according to 
customs figures. 


The Portuguese Government Line has inaugurated a monthly 
service between Lisbon and Yokohama, calling at Colombo, Sin- 
gapore, Macao, Hong Kong, Shanghai and Kobe. Although Macao 
is a Portguese colony, there has hitherto been no regular service 
from Lisbon to that place. 

Charters 

Str. North African (Fr.) 3387 t., Atl Range to River Plate, coal, 
private terms. 

Str. Hangerland (Nor.) 3578 t., Atl. Range to Rotterdam, coal, $5; 


prompt. 

$5.56" Marshal Haig (Br.) 2339 t., Atl Range to Atl. Islands, coal, 

oe. Ribera (Br.) 2090 t., Sydney, C. B., to U. K., coal, 25 shillings; 

susie Eolo (Span.) 2623 t., Atl. Range to W. Italy, coal, $5.50; 
Str. Marshal Plumer (Br.) 2936 t., Atl Range to Rio Grande do 


Sul, coal, $4.50; June. 

Schr. Freeman, Phila. to Las Palmas, 1500 t. coal; private terms. 

Str. Erissos, 4400 t., 10 per cent, San Lorenzo to vo Cont., 55s, 
option, Mediterranean, 3s 6d extra, heavy y grain; June 10-25. 

Str. Daphne, 5000 t., 10 per cent, San Lorenzo or Bahia Blanca to 
U. K.-Cont., 50s, option, Mediterranean, 3s 9d extra; Scandinavia, 2s 
6d; Danzig, 5s, heavy grain, oats, 5s extra; June 25-July 10. 


June 17 


A considerable quantity of steel is going from Mobile via 
the canal to ports in Japan and China, while lumber and some 
flour are passing out of north Pacific ports to the Far East. 

Transcontinental railroads are making efforts to regain the 
business of transporting citrus fruits from coast to coast. Re- 
ductions of 22c per 100 pounds in transcontinental freight rates 
on oranges and 16%c on lemons have been promised the citrus 
fruit shippers, by some of the railroads, by November 1, provid- 
ing they abandon plans for further development of water trans- 
portation facilities. 

The growers of the Imperial Valley cotton expect to find 
market for a greater part of their product in the Oriental coun- 
tries and have already booked a fairly good volume of business 
as soon as the crop matures. This year’s crop gives promise 
of being a large one, and is expected to become a prolific cargo 
source in the Oriental service out of Los Angeles. 

The strike is said to have had little detrimental effect upon 
shipping on the west coast. According to reports received, ships 
are leaving on schedule for the Far East, and with full cargoes. 


Charters 


Str. Winona County, a Gulf port to Antwerp or Rotterdam, 30,000 
quarters grain, 30c if one port, 3lc if two ports; prompt. 
J ~— Igotz Mendi (Span), a Gulf port to West Italy, coal, 7s 9d; 
une 0. 

Str. Mombassa (Br), 2,784 tons, 8 mos. transatlantic trade, about 6s 
14d; prompt. 

Str. Grelarlie (Br), 2,252 tons, one round voyage, 7s, delivery U. K., 

prompt. 

Str. Oregon Maru (Jap), 4,263 tons, Atl. range to U. K., French 
Atl., Antwerp or Rotterdam, coal, private terms; prompt. 

Str. Buchanness (Br), 2,804 tons, Atl. range to U. K., coal, $6; 
option of Charleston, S. C., loading, $6.251; prompt. 

Str. Panama Transport (Br.), 2,915 tons, Atl. range to Rotterdam, 
coal, 20s 6d; June 20. 

Str. Lake Licoco, 1,418 tons, Port Tampa to N. Y., phosphate rock, 
private terms. 

Str. Breynton, 6,400 tons, 10 per cent, San Lorenzo to U. K. or 
Cont. (Bordeaux-Hamburg range), 57s 6d; first half June. 


June 18 


Heavy grain constitutes a major part of American exports 
at present. From the Gulf and Columbia River sections ship- 
ments continue heavy, while Canadian ports are doing a fair 
business. mi 

June already indicates that it will be the equal of May in 
total exports of grain from Galveston and Texas City. It is 
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expected that fully 10,000,000 bushels will be moved out of these 
ports this month. 

Rates from the Pacific to Europe are displaying consider- 
able weakness, owing to the brisk competition between foreign 
steamship companies, about 57 shillings being the ruling price 
at present, although a Japanese steamer is reported to have been 
fixed for a wheat cargo from a north Pacific port to the United 
Kingdom or Continent on the basis of 56 shillings 6 pence, the 
canceling date being June 25. 

Concessions offered by the Canadian Pacific Railroad on grain 
shipments from the Canadian Northwest to Boston, which place 
rates on a parity with those from Montreal, promises to turn 
much of the grain exports through Boston, although it is con- 
sidered doubtful if any material immediate advantage may be 
felt unless ocean tonnage available at Montreal should prove 
inadequate to meet the demand for space. 

Grain shipments out of Portland, Me., have ceased for the 
time being, although reports are heard that large quantities of 
wheat are coming out of the wheat belt destined for that port. 

The readjustment of ocean rates on the Pacific coast to meet 
the recent cut in transcontinental tariffs is being held in abey- 
ance until the railroad reduction is effective, and the steamship 
reductions, particularly for eastbound cargoes, will not be on 
as large a scale as has been intimated, according to the views of 
well informed shipping men. 


Charters 


, Str. Robin Hood, Philadelphia to Rio Janeiro, coal, private terms; 
une. 

Str. Charlton Hall, Baltimore and Mobile to Seward, Alaska, steel 
rails and general cargo, private terms; June. 

Str. Haugland (Nor.), Montreal to Hamburg, 18,000 qrs. grain, pri- 
vate terms; June. ag 

Str. North Africaine (Fr.), 3,389 tons, Charleston, S. €., to W. Italy, 
coal, $5.50, option of French Atlantic ports, $5.25. 
$35" Raithwaite (Br.), 1,968 tons, Atlantic Range to Plate, coal, 

Motor Mount Whitney (Nor.), 1,968 tons, Halifax, N. S., or St. 
John, N. B., deals, private terms. : 

Bark Viconte (Nor.), 1,601 tons, Galveston to Scandinavian port, 
oil, coke, private terms. 

June 20 


Freight forwarders are not crowded with inquiries for space, 
and outgoing steamers carry small cargoes. The most interest- 
ing feature in ocean commerce at present is the rapidity with 
which export commodity rates are falling. 

Almost daily new rates are promulgated by one or more of 
the various conferences which essay to control tariffs. With for- 
eign steamship companies wedging their way into the various 
trade routes it is becoming a serious problem with American 
vessel owners as to what the ultimate outcome is going to be. 
There is no margin of profit in steel to China and Japan at $16 
a ton, or $10 a ton to Constantinople for the same commodity, 
or even $8 to United Kingdom ports. Scandinavian owners, how- 
ever, are more than willing to accept these rates, which net 
them a fair profit, owing to their low cost of operation. 

Coal carriers appear to have sprung into more active de- 
mand than during the first part of last week, and a number of 
charters have been effected to the United Kingdom.and Conti- 
nental ports at about the same rates as have ruled for several 
days. Among these, however, there have been few, if any, 
American boats mentioned, which perhaps may be accounted for 
by the fact that foreigners are the only ones in position to sup- 
ply spot tonnage. 

The United Kingdom-River Plate section is inclined to go 
easier, and tonnage is reported to be offering more freely, espe- 
cially for July and onward. 

Shipments of foodstuffs from the Pacific coast to Hamburg 
have been heavy in recent months. 

Eastbound intercoastal business is reported to be on the 
increase, and operators who formerly were forced to depend upon 
lumber for their main subsistence are said to be turning their 
attention to more remunerative cargoes. 


Charters 


Str. Blossom Heath (Br.), 3,798 tons, Atlantic Range to W. Italy, 
coal, $6. 

Str. Osidijk (Du.), 1,871 tons, Atlantic Range to Plate, coal, $4.50; 
June-July. 

Str. Glen White, 3,349 tons, Va. to U. K., coal, $8, free discharge. 

Strs. Lingfield (Br.), 2,614 tons, and Rose Castle (Br.), 4,354 tons, 
Sydney, Cape Breton to U. K., coal, former vessel 30s, latter $5. 

Str. Yselhaven (Du.), Montreal to Antwerp- Han: burg range, 20,000 
ars. grain, 274%c per 100 lbs., July 5. 

Strs. —— Maru (Jap.), 30,000 qrs. grain, and Maru (Jap.), a 
jJulf port to Antwerp-Hamburg range, 40,000 qrs. grain, 274%c per 
100 Ibs.; July. 

Str. Gardenia (Br.), 1,899 tons, Atlantic range to Rotterdam, coal, 
$5.50; June. 

Str. Gudrun Maersk (Dan.), 3,615 tons, Atlantic range to Copen- 
hagen, coal, $6; June. 





June 21 


Instead of a settlement of the British miners’ strike, as was 
expected last week, conditions in Europe have taken a turn for 
the worse. A movement is now pending which threatens a 
general strike and a tying up of other great interests. 

Coal exports eased off considerably last week as a result of 
the prospect of an amicable adjustment of labor troubles on the 
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other side, and charters were effected during the latter part of 
the week at rates below the market. How soon if at all, the 
action of the British miners will be felt in the American export 
coal market is problematical, but coal dealers look for a revival) 
of interest in this trade. 

In order to find business for surplus tonnage on this coast, 
the Munson Line has diverted three of its steamers to the car- 
rying of Government coal to the Pacific Coast. For the return 
trip the vessels have been chartered for full cargoes of lumber. 

Flour exports in May from Puget Sound were 39,595 barrels, 
of which Europe was the largest buyer with 20,896 barrels, China 
with 10,000 barrels, and Japan with 5,989 barrels. Wheat exports 
were 79,276 bushels, all of which went to Japan. 

Following are the prevailing general cargo rates to the 
principal ports in foreign countries: 


United KinmgdGom ....ccccses $16.80 PM oasis ccksnswens . - $16.00 
eae 16.00 DE dé cncbteceonaeceeen 18.00 
OE eer 22.00 RI eres nie aaa ra. a nae amabaaela 22.00 
Ce MEN. sccsdssensnenes 23.00 ee ORR errr re ee 18.00 
ere ee 22.50 Oe rr eee oe 25.00 
I daca i ain an te dnp ahaa eC 23.00 Bee GO DOMGITO. cic icccev nce 21.50 
Pe MOOG seanncseesenes 19.00 PEER gn ved n5enesenescoe 22.00 
COOMUMINEIIIOMEO oc coc cccccces 22.00 BEE Cicciesicvrcusesnee ee 25.00 
DE i sttseetsieededeae ees 20.00 IG aeicbawsaeseuaweuneen 26.00 


Below are current rates on commodities to the most im- 
portant European ports. Rates quoted except for grain per 100 
pounds: 


To— Heavy Grain Provisions Cotton, H. D. Flour, Sack 
Pree 5s 75¢e 32%ec 26c 
Liverpool ....... 5s 75e 32%e 26c 
MEN «écenccene 5s 75¢ 32%e 26c 
ea 5s 75e 32%e 26c 
Newcastle ...... 5s eT 26c 
ee 34s . ee 39c 
Manchester ..... 5s 75¢e 32%e 26e 
Bordeaux ....... 20c 40e 45e 26%e 
Amsterdam ..... 21%c 50¢ 45e 26%ec 
Rotterdam ..... 21%e 50c 45e 26%e 
Copenhagen .... 25c 50c 72%c 30c 
eee 26e 80c $1.00 31c 
Hamburg ....... 24¢ 55e 50c 29e 

Charters 


Str. Jacob Christensen (Br.) 2,172 tons, Hampton Roads to Riga 
and Reval, with coal, $6.75, option Petrograd $7.25, free discharge, 
June loading. 

Str. Nervier (Br.) 3,825 tons, Atl range to Havre, coal, $5.75; 
prompt. 

Str. Cymric Queen (Br.) 2,421 tons, Atl. range to Petrograd, coal, 
$8; prompt. 

Str. Glitterend (Nor.) 2,127 tons, Galveston to Buenos Aires, sul- 
phur, $6; June. 

Str. Grain (Nor.) 1,152 tons, one round trip to W. India trade, 
$2.25; June. 


June 22 


Only regular line boats are operating with a profit, accord- 
ing to old shipping men. Freights move slowly, with the ex- 
ception of grain and coal, although the carriers for American 
coal have not been as vigorously requested as was expected 
because of the failure to settle the British miners’ strike. 

During the short cessation of interest in the freight market 
last week, rates assumed a weaker position, several charters 
having been fixed at prices below those formerly prevailing. 
Yesterday the market returned to its former position and rates 
assumed a firmer basis. | 

Sail tonnage is being given some attention in the coastal 
coal trade, several charters having been effected on private 
terms. 

Grain in large quantities is moving out of. Portland, Ore., 
to Europe, the price ranging from 56s to 57s a quarter. Heavy 
grain from Montreal or northern range to the United Kingdom 
quotes at 6s to 6s 3d per quarter. 

Case oil from New York to the Far East would pay 30c 
per case, while Gulf timber is quite steady at $19 per thousand. 

A wire from the American consul at Newcastle, Australia, 
reported twelve American vessels in port on June 13. 


Charters 


Str. Orion, 3,777 t., time charter, $2.50 per net registered ton 
per month. 

Str. West Isleta, Philadelphia to Pacific Coast ports, general 
cargo; Nawsco Line; prompt. ’ A 

Str. Kootenai, Philadelphia to Reval and Scandinavian ports 
general cargo; June. 

Str. Coquina, Philadelphia to Havana, general cargo; July. 

Strs. Royal Transport (Br.), 27,000 ars. grain, and Landaas 
(Nor.), 25,000 qrs. grain, Montreal to Antwerp-Hamburg range, 
27%c per 100 lbs., Canadian currency. ; 

Str. Hermos (Nor.), Montreal to two Swedish ports, 24,000 
ars. grain, 32%c per 100 lbs., Canadian currency; June. 

Strs. Athenic (Br.), 2,628 t., and Bousplein (Du.) 2,789 t., 
Atlantic range to Petrograd, coal, $7.50; June. : 

Str. Laertes (Br.), 3,664 t., Atlantic range to Gibraltar, coal, 
$5.50; June. 

Str. Clan Ronald (Br.), 3,446 t., Atlantic range to U. K., coal, 
private terms; June. 

Str. Ventura de Larrinaga (Br.), Atlantic range to W. Italy, 
coal, $5.90; June. 

Str. Jungshoved (Dan.), 2,462 t., Atlantic range to Copenhagen, 
coal, $6; June. ; 

Str. West Lashaway, 4,678 t., Lisbon to Philadelphia, cork, 
private terms. . 

Str. Claudio, 3,010 t., San Lorenzo to U. K. or Cont., 51s, with 
options, July 31 canceling. a 

Str. Jupiter, 2,700 t., 10 per cent, San Lorenzo to U. K. or Cont., 
52s 6d, July 25 canceling. 
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LOSS AND DAMAGE CLAIMS 


(Thirteenth of a series of articles written for the Traffic World by 
C. H. Dietrich) 

In a previous article reference was made to the importance 
of the Freight Claim Association, now organized as Division 7, 
Freight Claims of the American Railway Association, in the 
handling of freight claims, both as between claimant and car- 
rier, and in the apportionment of claims paid between the in- 
terested lines. 

This. division, in 1920, had a membership of 508 freight 
claim officers, representing approximately 216,000 miles of rail- 
way lines in North America (the water-line mileage not being 
included), which includes practically every rail line of impor- 
tance in that territory. Its rules and rulings are mandatory and 
through its influence and activities there has been wrought an 
improvement in the handling of freight claims, both with re- 
spect to their payment, and especially with respect to the appor- 
tionment of amounts paid between interested lines. This could 
not possibly have been accomplished through any other channel, 
and while these rules and regulations are somewhat technical 
in the phraseology and application, they are, after all, quite 
simple when closely analyzed, and, as stated before, are based 
on the principle of fairness and likelihood of loss or damage 
having occurred with the lines penalized. 


This organization, since its inception, has been uniformly 
officered by the leading freight claim agents of this country and 
Canada; men who have devoted practically their entire lives to 
freight claim affairs; and its growth and success have been 
largely due to their untiring efforts, together with the policy 
adopted in the beginning and continued up to this time of per- 
mitting an equal share in all legislation to any member line, 
whether it be great or small. In order that a few of the freight 
claim rules, under which all claims are investigated and appor- 
tioned, may be better understood by the readers of these arti- 
cles, but who are not connected directly with freight claim work 
but who are, nevertheless, considerably interested in them, I will 
quote some of the more important rules and undertake to ex- 
plain their application: 

Presentation of Claims 

Rule 9. Before investigating and settling any claim (for the 
purpose of establishing its validity and the amount of liability to 
the claimant) the carrier to which claim is presented shall, except 
as may be otherwise provided in the rules, support the claim with 
the documents provided for in the Freight Claim Division standard 
form for the presentation of claims. 

Rule 10. Original over, excess, short or damage reports or copies 
thereof; investigation papers in connection therewith; and, in general, 
all other particulars obtainable in proof of loss, damage or over- 
charge claimed shall also be attached. 

Rule 11. The absence of the documents required by rule 9 shall be 
explained on a memorandum to be attached to the file of papers 
pertaining to the claim under consideration; and, further when the 
original paid freight bill or bill of lading, if required, does not ac- 
company aforsaid papers the carrier investigating and paying the 
claim shall indemnify other carriers against loss due to payment of 
duplicate claim supported by such original documents. 

The reading of these three rules will undoubtedly explain 
to many claimants the reason for claim offices, to which they 
may have presented claims, being so insistent upon such claims 
being properly supported by the necessary documents; for, in 
addition to the claim office desiring these documents to justify 
the payment having been made, they are unable to prorate the 
claim, if it is an interline item, between the interested carriers 
unless the proper documents are attached to the papers, as 
provided for in these rules. In the absence of any material docu- 
ment, in lieu of which the settling carrier accepts a bond of 
indemnity from the claimant, they in turn are obligated to in- 
demnify all interested carriers in the event of duplicate payment 
being made by any other line on a claim supported by the origi- 
nal documents. 

In this connection I believe it is proper to state, even though 
I may be repeating a statement made in a previous article, that 
in the preparation of a claim for loss or damage against a 
railroad, too much care cannot be given to see that, first, the 
necessary supporting documents are all attached or a bond of 
indemnity furnished in lieu of any such missing; second, that 
claim bill is made up in a clear and concise manner on the 
proper basis, supported, where necessary, by invoices or other 
proof of value, and third, that, where damage is a factor, a clear 
description of the damage is given, together with an explanation 
of how the amount is arrived at. This last item is of greater 
consequence than would appear to the average person and a 
short letter of explanation attached to a claim, written by some- 
one perfectly familiar with the facts, will oftentimes make it 
clear to the claim investigator handling it and save, in many 
cases, a long-drawn-out and entirely unnecessary line of cor- 
respondence. 

Statistics gathered from a large number of freight claim 
offices develop the fact that from 30 per cent to 45 per cent of 
all loss and damage claims received are adjusted without any 
further correspondence. In making an analysis of such claims 
filed in my own office, I find that all such claims have beet 
properly prepared by the claimant. From my further observa- 
tion of the 65 to 70 per cent remaining, on which it is necessary 
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to develop additional information, it is certain that a large per- 
centage could also have been paid upon presentation, had the 
claimant understood what was necessary to properly support 
his claim and furnished it accordingly. 


Investigation and Settlement of Claims 


Rule 20. Claim for loss, damage or overcharge, after presenta- 
tion by the claimant, shall be investigated and adjusted on its merits 
and in conformity with legal liability by the carrier to which pre- 
sented; provided, when the claim is due to fire, flood, wreck, act 
of Providence, act of public enemy, act of public authority, act of 
shippers or inherent nature of goods, disaster on land or water or 
marine loss or damage, papers shall be submitted, by the carrier to 
which presented, to the freight claim officer of the carrier with 
which the loss or damage occurred, for consideration and decision. 

Rule 21. Carrier with which loss, damage or overcharge is lo- 
cated, but to which claim is not presented by claimant, may pay 
—" direct, so notifying carrier to which claimant presented 
claim, 

In connection with these two rules, there have been many 
efforts made to limit the presentation of claims to either the bill- 
of-lading or the destination carrier. It has been recognized, 
however, as manifestly impracticable for the carrier to attempt 
to limit a claimant to whichever interested line may best suit 
his convenience, and while, generally speaking, the destination 
or delivering carrier is best situated to handle a claim for dam- 
age, the reverse is true of a claim for loss, as the bill-of-lading 
carrier, having originated the shipment and waybilled it, is per- 
haps best situated. It is also recognized that a claimant situ- 
ated in Florida cannot reasonably be expected to present his 
claim for loss to the bill-of-lading carrier on a shipment origi- 
nating in some northwestern state. Therefore, while circum- 
stances are bound to govern largely in connection with the pres- 
entation of a loss or damage claim, it will, I believe, be found 
more practical and better results will be obtained if the claim 
for damage can conveniently be presented to the destination 
carrier and claims for loss to the bill-of-lading line. Likewise, 
claims for destruction of property by fire, wreck or other disaster 
should be presented to the line on whose rails the accident oc- 
curred, if such information is in the hands of claimant at the 
time the claim is filed. Ordinarily a line having an accident 
that results in damage or destruction to freight will notify the 
shipper and the consignee, and where such notice is received 
claims may safely be filed direct against the carrier giving notice. 
Considerable delay will thereby be avoided, as it is provided 
in these rules that the line receiving such a claim will forward 
it to the line destroying the freight. 


Acknowledgment of Claim Papers when Passed Between 
Carriers 

Rule 40. When a claim, except arbitrary debit under rule 255, is 
received the first time from another carrier, it shall at once be 
acknowledged to carrier from which_ received, and such acknow- 
ledgment shall quote both carriers’ claim numbers. Carriers shall 
quote each other’s claim numbers in all claim correpondence, mail 
or wire. 

While this rule provides only for the acknowledgment be- 
tween carriers on claim files interchanged, it is an invariable 
rule, I believe, for all lines to likewise acknowledge receipt of 
claim files from claimants, quoting claimant’s number and car- 
rier’s corresponding number. This is a small detail, perhaps, 
but rather an important one, particularly where it becomes 
necessary for a claimant to make inquiry regarding unpaid items. 


If anyone reading this rule finds upon referring to their claim . 


record that their ascknowledgment from freight claim offices 
are not being received, quoting claim numbers, etc., I would sug- 
gest their taking up with the claim officer interested, calling his 
attention to such failure. It should be understood that the 
placing in the claimant’s hands of an acknowledgment card 
carrying carrier’s claim number is a considerable convenience 
to the claim office, in that it expedites the handling of tracer 
correspondence to a considerable degree where claim numbers 
are quoted, and to indicate just how important the quoting of 
a claim number when tracing for settlement is, I find that in 
my own office it is possiible to make a reply at least three days 
sooner to a tracer carrying a claim number than to one that 
does not carry the number and which necessitates going through 
the routine of locating the number in this office from the index 
cards. Furthermore, where claimant’s files are complete, includ- 
ing carrier’s claim number, it is an easy matter to check the 
payments against the records without danger of a mix-up, par- 
ticularly where there are a number of claims open for the same 
amount. 
Inspection of equipment 

Rule 64. (a) Car shall be inspected by carrier furnishing the 
equipment before each loading, and if necessary, properly cleaned 
and placed in good condition, so that loss of or damage to freight 
may not result from defect in car, filth, waste, oil, grease or other 
substance or from anything liable to cause loss of or damage to 
freight; such inspection to be governed by the kind of freight to be 
loaded and the probability of loss or damage. Loss or damage re- 
sulting from failure to inspect, clean and repair cars shall be charged 
to earrier at fault. Carrier furnishing the equipment shall keep 
a permanent record showing name of party making the inspection, 
condition of car and extent of inspection at time of loading. "When, 
however, the undisputed physical facts en route or at destination 
differ with statement that cars had been so inspected, the statement 
of inspection being totally at variance with the actual facts, the 
actual condition shall govern. 

(b) In case loss or damage is alleged, due to causes named in 
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paragraph (a) of this rule, terminal carrier shall inspect both freight 
and equipment and shall keep a permanent record showing name 
of party making the inspection, the extent of the loss or damage 
and the apparent cause thereof, and the condition of the equipment 
showing what defects exist therein, whether the defects are: old, of 
long standing and apparently present when the car was last loaded, 
or new. 

Failure to comply with the requirements of paragraph (b) shall 
render terminal carrier liable for twenty-five per cent of the amount 
— 2 addition to its proportion of the balance under the appropri- 
—_ Provided, that the terminal carrier shall not be penalized under 
paragraph (b) when it did not, and could not reasonably have had 
knowledge of the alleged loss or damage. 

Provided, that the terminal carrier shall not be penalized under 
paragraph (b), when the carrier furnishing equipment is liable under 
paragraph (a). 

Provided, that paragraph (b) is not applicable to claims proratable 
under rule 160, nor to lines performing switching service only. 

This rule, as the text so clearly indicates, is intended to 
prevent the furnishing of cars unfit for the commodity to be 
loaded and provides a drastic penalty for failure to observe it. 
When cars are plentiful and easily secured, the observance of 
this rule is ordinarily followed out, and its observance un- 
doubtedly prevents the furnishing and loading of defective equip- 
ment; but when business is heavy and there is a shortage of 
equipment there is invariably a tendency on the part of many 
shippers to use less caution than ordinary and load cars that 
should not be used for commodities likely to be damaged from the 
elements or from defects in the equipment, such as oily floors, 
protruding nuts, nails, etc. While under this rule all lines are 
required to make the inspection called for (having in mind the 
commodity to be loaded, etc.), the shipper can greatly assist in 
carrying out the spirit of this rule by making a careful re-inspec- 
tion before starting to load their cars. 

It would not seem probable that any shipper of freight would 
deliberately load his property into a car that, from ordinary 
observation, was wholly unfit to protect the load from damage in 
transit, but from the innumerable cases that come to my notice 
in connection with claims filed for damage of this nature, it is 
evident that there are still a great many shippers who are will- 
ing to take a chance of this kind and unfortunately more or less 
damage almost invariably occurs. 

The defect most frequently responsible for damage to freight 
on account of defective equipment is water damage due to leaky 
roof cars, and next to this cause is that of damage accruing from 
oil or grease on car floors. In a great many instances neither of 
these defects can be readily noted. Leaky roofs, particularly, 
are often difficult to detect without applying an actual water test 
and this is inconvenient to make without special facilities. Like- 
wise an Oily floor car is not easily discovered where the oil has 
permeated the floor and will, in many cases, not develop until 
a load of flour, sugar, or similar freight has been loaded therein, 
and the car handled with doors tightly closed for some little 
time. The peculiar requirements for each commodity, however, 
are ordinarily best known to the shippers themselves, who are 
naturally more familiar with their own product than the car- 
rier’s agent can possibly be, and if ordinary precautions are 
taken, first, in the selection of the equipment, and second, in the 
stowing of the load in the car, there is no question but that many 
substantial claims that are incurred by reason of defective equip- 
ment being furnished can be avoided. 

One typical instance of damage by defective equipment is 
that of newsprint paper shipped in rolls running from 400 to 800 
pounds each. This commodity is ordinarily stowed with the 
rolls on end, and the damage to these rolls of paper by coming 
in contact with protruding bolts or uneven surfaces of the in- 
terior car, due to the loading shifting in transit, has, in certain 
movements, averaged as high as $35 to $40 per car, in addition 
to which these damaged rolls cause endless inconvenience to 
consignees in handling them in their press rooms where speed 
is one of the important factors. 

Through the co-operation of the print paper manufacturers, 
and various claim prevention activities on the part of carriers 
and their representatives, stowing methods have been devised 
with the result that on the same movement that resulted in 
claims averaging nearly $40 per car, the damage has been re- 
duced to the nominal amount of from $2 to $4 per car. Again, 
on shipments of flour in sacks a number of mills in the south- 
west devised a scheme of pyramidical loading whereby the load 
was built up in pyramid shape from the bottom tier, which pre- 
vented any of the sacks coming in contact with the sides or ends 
of cars, thereby not only preventing torn sacks, but in a large 
measure preventing water damage as well, for in a large pro- 
portion of leaky roof cars the water coming through car roof 
does not drip directly down, but instead follows the slant of the 
car roof, the sides of car. Unless the bags are piled directly 
against the sides such a leak does not result in any serious, 
damage. 

These are merely examples of how the shipper may co-operate 
with the carrier in preventing claims of this nature and assist 
in preventing a penalty provided by this rule being enforced 
against the terminal carrier. 


Inquiries from our DAILY TRAFFIC WORLD sub- 
scribers are answered by mail or wire and are always 
treated as confidential. 
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Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn. 
l Copyright by West Publishing Co.) 
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LOSS OF OR INJURY TO GOODS 


Presumption that Goods Were Damaged While in Possession of 
Terminal Carrier Not Superseded by the Carmack Amend- 
ment: 

(Supreme Court of South Carolina.) In an action against 
the terminal carrier, it is presumed that the goods were dam- 
aged while in its possession, and it is not necessary to prove 
the loss or damage occurred on the defendant’s line or while 
in its possession.—People’s Hardware Co. vs. Raleigh & C. R. 
Co., 107 S. E. Rept. 146. 

The South Carolina rule that loss or damage to goods will 
be presumed to have occurred while with the terminal carrier, 
in absence of proof to the contrary, has not been superseded 
or changed as to goods in interstate commerce by the Carmack 
amendment (U. S. Comp. St., pp. 8604a, 8604aa) and federal de- 
cisions thereunder.—Ibid. 

Liability of Carriers for Goods in Car on Private Siding: 
(Supreme Court of Pennsylvania.) A provision in the bill 

of lading that goods, “when received from or delivered on pri- 

vate or other sidings, * * * shall be at owner’s risk until 
the cars are attached to, and after they are detached from, 
trains,” is valid and to be enforced in proper cases.—Atlantic 

Refining Co. vs. Pennsylvania R. Co., 113 Atlantic Rept. 570. 
Where goods had been loaded in a railroad car on the ship- 

per’s private siding, issuance of the bill of lading by the carrier 

for immediate shipment constituted a delivery of the goods to 

the carrier, but was not sufficient to make the car part of a 

train within the provision of the bill of lading imposing liability 

only after the car had been attached to a train.—Ibid. 

In construing a provision in a bill of lading limiting the 
carrier’s common-law liability, words and phrases which are 
susceptible of different meanings will be viewed in the light 
most favorable to the shipper, since such limitations must be 
unequivocal and unambiguous.—Ibid. 


Where goods loaded in car on shipper’s private siding were 
destroyed by fire after the carrier had moved it by its switch 
engine from the place of loading to another switch within the 
shipper’s plant, it was a question for the jury whether the car 
had been attached to a train within a provision of the bill of 
lading exempting the carrier from liability until such goods were 
so attached, the definition of train as a continuous or connected 
line of cars on a railroad, adopted in the construction of other 
statutes, being of little assistance in construing that provision.— 
Ibid. 


In an action for goods -burned in a railroad car on the ship- 
per’s siding, where the evidence made it a question for the jury 
whether the car had previously been attached to a train which 
was necessary to the carrier’s liability, an instruction that 
the uncontradicted evidence showed that the car had been at- 
tached to an engine coupled with cars drawn from the yard of 
the shipper was erroneous, as practically removing from con- 
sideration by the jury the vital question as to whether dominion 
of the car had been assumed by the railroad.—Ibid. 

Where the carrier asserted as a defense that the loss oc- 
curred by reason of the act or fault of the shipper, within a 
provision of the bill of lading exempting the carrier from liability 
for such loss, the burden is upon the carrier to show that the 
loss was within the exception.—Ibid. 

Liability of Terminal Line for Loss of Package: 

(Supreme Court, Appellate Division, Fourth Department.) 
In an action for furs taken from an express package, evidence 
that, when delivered to the express company, the furs were con- 
tained in a pasteboard box, securely wrapped, and that, when 
delivered, there was a hole in the box and the furs were gone, 
held not to show contributory negligence by the plaintiff in wrap- 
ping the package.—Remington vs. Barrett, 188 N. Y. S. 174. 

Proof that the shipper delivered a package in good condition 
to the initial carrier, and that it was delivered by the terminal 
carrier in a damaged condition, with the contents missing, is 
sufficient, in the absence of evidence by the terminal carrier, to 
sustain recovery against that carrier, since there is a presump- 
tion of law that the goods were in the same state when received 
by the terminal carrier as when delivered to the initial carrier 
and the burden is on the terminal carrier to overcome that pre- 
sumption.—Ibid. 

The Carmack amendment to the interstate commerce act 
(U. S. Comp. st., pp. 8604a, 8604aa), authorizing recovery against 
the initial carrier, but providing that it should not deprive any 
holder of a bill of lading of any remedy under the existing law, 
does not prevent a shipper from recovering from the terminal 
carrier, whose negligence occasioned the loss.—Ibid. 
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The proviso in the Carmack amendment (U. S. Comp. St., 
pp. 8604a, 8604aa) that it should not deprive any holder of a bill 
of lading of any remedy or right of action which he has under 
the existing law reserves the right to the common-law action, 
and is not limited to causes of action being when the amendment 
was passed.—Ibid. 

DELAY IN TRANSPORTATION AND DELIVERY 


Liability of Carrier for Special Damages: 

(Supreme Court of North Carolina.) Where defendant rail- 
road was fully notified as to what plaintiff intended to do with 
goods shipped him when they arrived at destination, such com- 
munication was sufficient to put the railroad on notice as to 
the resultant damages should it fail or delay in the delivery of 
the goods.—Harrill vs. Seaboard Air Line Ry. Co., 107 S. E. Rept. 
136. 

In an action against a carrier for negligent delay in deliver- 
ing a printing press shipped, evidence of the rental value of the 
printing press and other parts connected with it was competent. 
—Ibid. 

Where carrier, sued for delay in delivery of a return ship- 
ment, had the bill of lading issued on the return shipment to 
itself, and would not surrender it to plaintiff shipper so that 
he could demand and receive his goods on return unless he sub- 
mitted to conditions it had no right to impose, it cannot complain 
that he did not get the goods when they arrived at destination, 
nor object that he was allowed damages because of its own 
conduct in withholding the bill of lading and depriving him of 
the possession and use of the goods.—Ibid. 

The trial court has a discretion in respect to setting aside 
verdict, exercise of which, in the absence of abuse, is not re- 
viewable in the Supreme Court.—Ibid. 


BILLS OF LADING 


Passing of Title of Shipped Hay to Bank by Transfer of Bill of 
Lading and Attached Draft Held Not Negatived by Subse- 
quent Sale Through Shippers: 

(Court of Civil Appeals of Texas, San Antonio.) That a 
transaction between shippers of hay, dealers therein, and a bank, 
by their transfer of bill of lading with attached draft to it, and 
giving of credit by it and drawing thereon by them, did not pass 
title to it, is not conclusively shown by the fact that after it 
had claimed the hay, and given bond therefor, against attach- 
ment by the shippers’ creditor, it sold it through them.—Officer 
vs. F. & M. Nat. Bank of Hobart, 230 S. W. Rept. 226. 

Title to Shipment of Hay Held to Pass to Bank by Delivery of 
Bill of Lading With Attached Draft, and It Giving Credit 
and the Shippers Drawing Thereon: 

Shippers of hay having indorsed in blank the bill of lading 
and assigned and delivered it to a bank, together with attached 
draft, and it having given them credit therefor on its books and 
in their passbook for the amount of the draft, and allowed them 
to draw thereon, title to the hay passed to it, so that it is not 
subject to attachment, nor the proceeds of its sale to garnish- 
ment, by their creditors.—Ibid. 

Letter of Credit Constituted Sole Contract with Shipper: 
(Supreme Court, Appellate Division, First Department.) A 

letter of credit issued by a bank, authorizing the shipper to 

“value” on another bank for account of a confection company 

up to an aggregate amount, available by the shipper’s drafts at 

sight against bills of lading for certain bags of sugar, constituted 
the sole contract with the shipper, and the bank issuing such 
letter of credit had no concern with any question which might 
arise between the vendor and vendee of the merchandise, for 
the purchase price of which the letter of credit was issued.— 

Lamborn et al. vs. Lake Shore Banking & Trust Co., 188 N. Y. S. 

162. 

Bill of Lading, Describing Sugar as “Java White,” Did Not Com- 
ply with Letter of Credit Authorizing Draft for “Java White 
Granulated Sugar:” 

Where a bank issued a letter of credit to honor drafts against 
bills of lading for certain bags of “Java white granulated sugar,” 
the bill of lading attached to ensuing draft, describing the sugar 
as “Java white sugar,” did not comply with the terms of the 
letter of credit, and the bank was not obligated to honor such 
draft.—Ibid. 

Bill of Lading, Indorsed in Blank, Could Be Negotiated by De- 
livery, Passing Title: . 

Under Personal Property Law, pp. 214, 217, a bill of lading 
made out to the shipper’s order could only be negotiated by the 
shipper’s indorsement, and when indorsed in blank could be 
negotiated by delivery, and title to the goods passed by such 
negotiation.—Ibid. 

Party Entitled to Draw Against Letter of Credit Must Observe 
Conditions: 

A party entitled to draw against a letter of credit must 
strictly observe the terms and conditions under which the credit 
is to become available, as that the bill of lading covering the 
goods for which the credit is to pay must be made out to the 
order of the bank issuing the letter, and that the draft draw? 
against the letter shall not exceed the amount authorized, and 
if such conditions of the letter of credit are not met, as where 
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the draft drawn is for the full amount of the letter “with ex- 
change,” thus calling for the payment of an amount in excess of 
the credit, and the bank refuses to honor the draft, the party 
entitled to draw against the letter has no cause of action against 
the bank.—Ibid. 





‘ : . s 
F 
a e e toad 
Miscellaneous Decisions” - 
Traffic Cases Recently Decided by State and Federal Courts 
i eport i f National Reporte: 
ee oe eh od Ge West Ett oe St. Paul, Minn. ” 
Copyright by West Publishing Co.) 
% » 





REGULATION OF COMMON CARRIERS 


Railroad Commission Authorized to Regulate Rates of Telephone. 

Companies: 

(Supreme Court of Florida.) By chapter 6525, acts of 1913 
(Comp. Laws 1914, pp. 2829k-2829z), power is given the railroad 
commission to regulate rates, tolls, contracts and charges of 
telephone companies doing business in this state-——-Town of 
Brooksville et al. vs. Florida Telephone Co., 88 Sou. Rept. 307. 

The business of a telephone company as usually conducted 
is so affected by public interest as to permit its reasonable reg- 
ulation by public authority.—Ibid. 

Rates or tolls to be charged by a public service corporation 
for services rendered, fixed by a municipality by ordinance as 
an incident to the granting of a franchise to it by such mu- 
nicipality, are subject to legislative control.—Ibid. 

Consignor Primarily Liable for Freight Charges: 

(Supreme Court of Vermont, Washington.) The interstate 
commerce act requires the carrier to collect, and the party le- 
gally responsible therefor to pay, the lawful rate existing at the 
time of shipment without deviation through mistake, ignorance, 
or otherwise.—Montpelier & W. R. R. R. vs. Charles Bianchi & 
Sons, 113 Atlantic Rept. 534. 


The party liable for the charges on an interstate shipment 
is conclusively presumed to know the lawful rate.—Ibid. 

As a general rule, the consignor with whom a contract of 
shipment is made is primarily liable for the freight charges, 
whether he is the owner of the goods or not, and whether or 
not someone else may be liable as owner or consignee.—Ibid. 

A provision in a bill of lading for an interstate shipment 
that the owner or consignee should pay the freight and all other 
lawful charges, and, if required, pay them before delivery, did 
not constitute a contract by the carrier to collect the freight 
charges from the owner or consignee, so as to exempt the con- 
signor from liability, and the consignor was liable where the 
carrier delivered the goods to the consignee without collecting 
the full charges.—Ibid. 


That title to goods vested in the consignee when loaded on 
the cars did not affect the consignor’s liability for the freight 
charges where it did not appear that the carrier knew such fact 
at time of the shipment.—lIbid. 

Carrier May Confer Right to Solicit Business on Its Grounds on 
One Transfer Company and Exclude Other Hackmen from 
Such Privilege: 

(Court of Civil Appeals of Texas, Fort Worth.) A railroad 
company may confer on a particular company the exclusive privi- 
lege of having its hack-stand on the company’s ground and so- 
liciting business there, and may exclude by injunction other 
hackmen intruding thereon for the purpose of soliciting trans- 
portation of passengers and baggage, where they are not pre- 
vented from entering the premises and transporting any indi- 
viduals with whom they had previous contracts.—Clisbee et al. 
vs. Chicago, R. I. & G. Ry. Co., 230 S. W. Rept. 235. 

A railroad company’s granting the exclusive privilege to 
one company to solicit transfer of passengers and baggage on 
its own grounds and exclusion of others held not in contraven- 
tion of the rule against monopolies or in violation of anti-trust 
statutes.—U. S. Comp. St., pp. 8820-8823, 8827-8830.—Ibid. 
Liability of Carrier for Use of Tank Car of Shipper: 

(Circuit Court of Appeals, Eighth Circuit.) A claim against 
a railroad company for breach of a contract of bailment is not 
a matter within the jurisdiction of the Interstate Commerce 
Commission, but of the courts.—Empire Refineries, Inc., vs. Guar- 
anty Trust Co. of New York et al., 271 Fed. Rept. 668. 

A tank car, owned by the shipper, filled with gasoline, was 
delivered to a railroad company for the transportation of gaso- 
line to a consignee under a bill of lading which entitled the 
owner to payment for the use of the car on a mileage basis. 
The car was not delivered to the consignee, but diverted, and 
was not returned to the owner for three months. Held, that 
the railroad company was a bailee for hire of the car and that 
the contract of bailment was for its use only in accordance with 
the bill of lading; that its diversion was a breach of the con- 
tract and, whether intentional or through negligence, rendered 
the railroad company liable for all damages sustained by the 
Owner, including the value of its use while detained.—Ibid. 
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Federal Agent May Sue on Claim Accruing to Government During 

Control: 

(District Court, N. D., Ohio, E. D.) Under federal control 
act March 21, 1918, pp. 1, 8, 12 (Comp. St. 1918, Comp. St. Ann. 
Supp. 1919, pp. 3115%a, 3115%h, 3115%1), and transportation act 
1920, pp. 202, 206, 211, the new Director-General, appointed pur- 
suant to section 211 of the transportation act, is the proper 
party plaintiff in an action to recover a claim accruing to the 
United States or to the Director-General during the period of 
federal control.—Hines, Director-General of Railroads, vs. Stru- 
thers Furnace Co., 271 Fed. Rept. 792. 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of Natienal Reporter 
System, Published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 
s B 
Measure of Damages for Total Breach of Contract by Charterer 


of Ship: 

(District Court of Appeal, First District, Div. No. 1, Cali- 
fornia.) In actions against the charterer of a ship for a total 
breach of his contract, the measure of damages is the net amount 
which would have been earned by the vessel under the charter, 
less the net amount earned, or which might, with reasonable 
diligence have been earned, by the vessel during the time re- 
quired for the performance of the voyage named in such contract 
of charter.—Greenbaum vs. Smith, 197 Pacific Rept. 675. 
Action for Breach of Charter Contract Held “Action on Contract 

for Direct Payment of Money”: 

Where defendant charterer agreed to ship cargo, of which 
freight would be $30,000, and totally failed to do so, and ship 
sailed empty, an action by the owner for breach of the contract 
for damages in the amount of $28,000, $2,000 being the cost of 
loading and unloading such a cargo, is one for the breach of a 
contract for the direct payment of money, and an attachment 
may issue under Code Civ. Proc., p. 537, the damages being 
easily ascertainable according to fixed standards supplied by 
the contract or the law acting upon it.—Ibid. 

Statute Permitting Attachment by Certain Persons, Not Uncon- 
stitutional as Conferring Special Rights on a Class: 

Code Civ. Proc., p. 537, giving the right to an attachment to 
plaintiff in an action for the direct payment of money by reason 
of a breach of contract, is not unconstitutional, in that it denies 
one of the parties to a contract the equal protection of the law, 
since it operates uniformly in favor of persons damaged by the 
breach of a contract to pay them money, not being deprived of 
such uniformity because the remedy is not given against breaches 
of a different character.—Ibid. 

Amount Due the Owner by Charterer Held Immaterial, in Char- 
terer’s Action Against Subcharterer for War Risk Insurance: 
(Supreme Court, Appellate Division, First Department.) 

Where charterer did not agree to take out war risk insurance 

for owner’s benefit, but merely to insure ship against ordinary 

marine risks, and also agreed to indemnify owner against loss 
on failure to return the vessel for any cause whatever, the 
amount due owner from charterer on loss of the ship during 
the war was immaterial in charterer’s action against third per- 
son, to whom it had subchartered the ship, to recover war risk 
insurance third person had agreed to carry for owner’s benefit. 

—Goshi Kaisha Yamamoto Sohonten vs. France & Canada Steam- 

ship Co., Ltd., 188 N. Y. Supp. 131. 

Charterer, Who Had Agreed to Indemnify Owner Against Loss, 
Had Insurable Interest to Full Value of Ship: 

Charterer, having agreed to indemnify owner against loss on 
failure to return ship, had an insurable interest to the full value 
of the ship:—Ibid. 

Court Will Scrutinize Moving Papers to Ascertain Whether Tes- 
timony is Relevant, Where Large Sum of Money Is Involved: 
Ordinarily the court will not pass upon the relevancy or ma- 

teriality of the evidence sought to be produced by a deposition, 

on the application for the granting of a commission, but where 

a large sum of money is in the possession, and subject to the 

risks of the business of the ruling party, and a long delay of 

the trial will ensue, the court will more carefully scrutinize the 
moving papers and, if the testimony is irrelevant and immaterial, 
will deny the motion.—Ibid. 

Owner of Chartered Vessel Has Reasonable Time to Repair 
Machinery: 

(Circuit Court of Appeals, Second Circuit.) Under a time 
charter party requiring the owner to maintain the vessel in a 
thoroughly efficient state in hull and machinery for and during 
the service, but fixing no time within which she must be restored 
to such state in case of accident to machinery, he is required 
to exercise reasonable and ordinary care only in that respect 
and fulfills his duty by employing a reputable and fully equipped 
eoncern to make the repairs, and is not liable, beyond loss of 
charter hire, for delay caused by such concern.—The Bjornefjord, 
271 Fed. Rept. 682. 
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TRANSCONTINENTAL RATE REDUC- 
; TIONS 


The Trafic World Washington Bureau 


The supplements to the eastbound transcontinental tariffs 
making reductions in rates on fruits and vegetables from the 
western points of origin to eastern groups of destination from 
New York to the Indiana-Illinois line have been received by the 
Commission. They were issued June 17 to become effective June 
23 and will continue in effect until the end of the year. The sup 
plements are No. 6 to Countiss’ I. C. C. No. 1087 and No. 13 to 
his I. C. C. No. 1084. The first covers shipments originating in 
Arizona, California, Mexico, New Mexico, Nevada, Oregon and 
Utah. The other supplement covers those originating in the 
north Pacific coast territory. 

The notification of the bureau to its members said: 

Reduced rate $1.75 per 100 pounds on vegetables and melons, in- 
cluding cantaloupes, carloads, from Pacific coast terminals and inter- 


mediate points to points taking groups A, B and C rates, will be pub- 
lished to take effect June 23, with expiration date December 31. 


Protests to other proposals put forward by the transconti- 
nental railroads continue to come to the Commission direct and 
through the offices of senators and representatives. Applications 
for the fourth section relief which will be necessary to carry 
out the plans of the transcontinental carriers have not yet been 
received. 

It is taken for granted that the Commission will consolidate 
the proposals for informal conferences, even if it decides that it 
should npt create an investigation and suspension docket. The 
intermountain country is not strong for suspension except as a 
method for extending the areas of origin. The protestants there- 
in are setting forth, in as many forms as they can imagine, that 
the grant of fourth section relief will be unduly prejudicial as 
shutting them out of markets which they can reach under exist- 
ing rates, if there is any tonnage moving at all. They took the 
position, at the informal hearings held by Henry J. Ford, that 
the level of rates was so high as to stop the movement of traffic 
and that the way to stimulate business would be to make reduc- 
tions that would apply from all points of origin so as to allow 
all those now able to ship to continue in the competition for 
markets. They do not subscribe to the transcontinental carrier 
theory that the railroads should be allowed to increase their 
tonnage from the more distant points so as to preserve their 
revenues from the assaults made by the steamship lines using 
the Panama Canal. They contend that revenues can be conserved 
by making reductions from all points of origin as easily as from 
some of them and that, if the railroads are allowed to reduce the 
rates from more distant points, they, the shippers from the inter- 
mediate country, and not the transcontinental carriers, are bear- 
ing the burden of the competition. 

As energetic opposition as the Commission has ever known 
to proposals made by carriers is being shown by shippers to the 
changes the transcontinental railroads have indicated they would 
like to make in their rate structure. Opposition comes from 
shippers in the intermediate rate territory and from refiners of 
sugar on the Atlantic and gulf coasts. 

A charge of bad faith has been made by W. S. McCarthy, 
president of ‘the Intermediate Rate Association, with respect to 
Countiss’ various applications for fourth section relief. In a 
telegram to the Commission June 17, from Salt Lake, Mr. Mc- 
Carthy said: “It appears evident that transcontinental carriers 
are following their usual practice of endeavoring to wear us out 
with multiplicity of applications. This is the third application 
for fourth section relief that we have been advised has been filed 
recently while press dispatches have stated a fourth one is about 
to be filed. We call the Commission’s attention to the fact that 
their first application invelving tinplate was withdrawn after 
putting us to expense of traveling to Chicago.” The whole tele- 
gram on that subject is as follows: 

“Reported that R. H. Countiss, representing transcontinental 
carriers has filed with Commission his fourth section application 
No. 14, requesting authority to publish reduced rates on green 
coffee, carloads, from New Orleans and Galveston to Pacific coast 
terminals that would be less than rates on same commodity from 
same points going to points in inter-mountain and interior Pacific 
coast territories and also his fourth section application No. 16 
requesting authority to publish reduced rates on beans, canned 
goods, dried fruits and other commodities from California ports 
to New York via gulf ports that would be less than rates on 
same commodities to same destination from points in inter- 
mountain and interior Pacific coast territories. 

“Members of intermediate Rate Association comprising five 
state commissions and nearly 100 farm bureaus, commercial and 
industrial organizations assembled in convention in Salt Lake, 
hereby formally protest against granting such applications. These 
protestants set forth and allege that said applications propose 
establishment of rates, which if allowed to become effective, would 
be unjust, unreasonable, and discriminatory, in violation of sec- 


tions one, three and four of I. C. act, would result in curtail-, 


ment of production of similar commodities produced in inter- 
mountain and in interior Pacific coast territories that are seek- 
ing the same common markets and would seriously injure the 
agricultural and industrial interests of said territories. It ap- 
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pears evident that transcontinental carriers are following their 
usual practice of endeavoring to wear us out with multiplicity 
of applications. This is the third application for fourth section 
relief that we have been advised has been filed recently while 
press dispatches have stated the fourth one is about to be filed. 
We call the Commission’s attention to the fact that their first 
application involving tinplate was withdrawn after putting us 
to the expense of traveling to Chicago. With a view of conserv- 
ing time and expense for I. C. C. and ourselves and that the 
people of the inter-mountain country may have an opportunity 
to be heard on these matters so vitally affecting them we respect- 
fully request that action on applications pending be withheld 
until such time as carriers definitely determine their course with 
reference to their declaration to file application involving fourth 
section relief on westbound rates on long list of commodities 
referred to in our telegram of June 14 and that hearings on 
all of these applications be consolidated and held in the west 
as outlined in our telegram of June 14.” 

The foregoing was preceded by a message in which the or- 
ganization members of the Intermediate Rate Association asked 
to be heard, if Countiss filed the applications mentioned in various 
dispatches, not by an examiner, but by a division of the Commis- 
sion sitting at designated points. In that telegram the pro- 
testants said: 


The undersigned organizations, members of the intermediate rate 
association represented in convention assembled at Salt Lake City, 
today are advised through press and also by responsible traffic offi- 
cials of lines interested, that it is the intention of transcontinental 
carriers to file an application with the Commission asking for author- 
ity to materially reduce rates on a long list of commodities moving 
from eastern defined territory to Pacific Coast terminals. While main- 
taining very much higher rates at directly intermediate poten, which 
application, if granted, would authorize departure from the provisions 
of the interstate commerce act. If such application is filed we desire 
to hereby formally protest against the granting of it and respectfully 
submit that the matters involved are of such sweeping importance to 
the entire country that hearings should be not delegated to an exam- 
iner, but be heard by a subdivision of the Interstate Commerce Com- 
mission, and we most urgently request that this subdivision hold hear- 
ings on such application if filed at Spokane, Wash.; Helena, Mont.; 
Baker City, Ore.; Boise, Idaho; Salt Lake City, Utah; Reno, Nev.; 
Phoenix, Ariz., and San Bernardino, CaI. We ask for hearings at 
these points for the reason that it has been the practice of carriers 
to wear out not only our patience but our pocketbooks as well by forc- 
ing us at great expense of time and money to travel in large numbers 
long distances in the defense of our rights and our people demand the 
right to be heard personally on any such invasion as is now threatened. 


This telegram was signed by the following: 

Public Utilities Commission of Utah, Montana Railroad Commis- 
sion, Arizona Corporation Commission, Public Service Commission of 
Nevada, Public Utilities Commission of Idaho, Nevada State Farm 
Bureau, Idaho State Horticultural Association, Canyon County Farm 
Bureau, Caldwell, Idaho; Idaho Implement Association, Cald- 
well, Idaho; Southern Idaho Thresher Men’s Association, 
Caldwell, Idaho; Spékane (Washington) Merchants’ Association, Spe- 
kane (Washington) Chamber of Commerce, Ritzville (Washington) 
Commercial Club, Sand Point (Idaho) Chamber of Commerce, Daven- 
port (Washington( Commercial Club, Palouse (Washington) Chamber 
of Commerce, Coeur de Alene (Idaho) Chamber of Commerce, Wenat- 
chee (Washington) Commercial Club, Grenacres (Washington) Com- 
mercial Club, Malta (Montana) Commercial Club, Prosser (Washing- 
ton) Community Club, Bozeman (Montana) Chamber of Commerce, 
Pomeroy (Washington) Commercial Club, Kootenai Valley Commercial 
Club, Bonners Ferry, Idaho; Baker County Chamber of Commerce, Ba- 
ker, Ore.; Billings (Montana Chamber of Commerce, Phoenix (Ari- 
zona) Chamber of Commerce, Yavapai County Chamber of Commerce, 
Proscott, Ariz.; Globe (Arizona) Chamber of Commerce, Chandler 
(Arizona) -Chamber of Commerce, Glendale (Arizona) Commercial 
Club, Tucson (Arizona) Chamber of ‘Commerce, Arizona Far Bureau 
Federation, Tucson, Ariz.; Southern Arizona Traffic Association, Doug- 
las, Ariz.; Chamber of Commerce and Minen, Douglas, Ariz.; Arizona 
Wholesale Grocers’ Association, Phoenix, Ariz.; Retail Merchants’ As- 
sociation, Tucson, Ariz.; Arizona Wholesalers’ Board of Trade, Phoe- 
nix, Ariz.; Maricopa County, Phoenix, Ariz.; Nogales (Arizona) Cham- 
ber of Commerce, Phoenix (Arizona) Chamber of Commerce, Boise 
(Idaho) Chamber of Commerce, Caldwell (Idaho) Commercial Club, 
Missoula (Montana) Mercantile Company, Kalispell (Mon- 
tana) Mercantile Company, Missoula (Montana) Cham- 
ber of Commerce, Union County Ad Club, Baker, Ore.; Wholesale 
Grocery Association, Baker, Ore.; Lewiston (Idaho) Commercial Club, 
Reno (Nevada) Chamber of Commerce, Ely (Nevada) Commercial 
Club, Las Vegas (Nevada) Chamber of Commerce, Mina (Nevada) 
Commercial Club, Humboldt County Chamber of Commerce, Winne- 
mueca, Nev.; Progressive Business Club of fey Nev.; Greater Lar- 
son City Nevada Club, Pershing County b, Lovelock, Nev.; Elko 
Association of Retail Merchants, Nevada; Battle Mountain (Nevada) 
Chamber of Commerce, Retail Merchants of Cedar City, Utah; Murray 
(Utah) Chamber of Commerce, Commercial Club and Chamber of 
Commerce of Salt Lake City, Roosevelt (Utah) Commercial Club, 
Eureka County Chamber of Commerce, Eureka, Utah; Interior Coun- 
ties Freight Bureau of Southern California, San Bernardino, Calif.; 
Winslow (Arizona) Chamber of Commerce, Kaysville (Utah) Com- 
mercial Club, Logan (Utah) Chamber of Commeree, Fresno (Califor- 
nia) Traffic Association, Traffic Bureau of Utah, Churchill County 
Commercial Club of Fallon, Nev.; I. H. Kent Company of Fallon, Nev.; 
Thermopolis egg Commerce Chamber, Vernal (Utah) Commer- 
cial Club, Pendleton (Oregon) Commercial Association, Arizona Mer- 
chants’ Association, Phoenix, Ariz.; Zillah (Washington) Community 
Club, Burley (Idaho) Commercial Club, Cedar City (Utah) Chamber 
of Commerce, Arizona Chapter American Mining Congress. 


Rates on Sugar 


The Warner Sugar Refining Co., Fedeml Sugar Refining Co., 
and Arbuckle Brothers have filed a petition for a re-opening, in 
part, of fourth section order No. 4136 and for the reconsidera- 
tion o2 fourth section application No. 8835, to the extent that they 
result in rates on sugar from points in California lower than the 
rates contemporaneously maintained from California to the Mis- 
souri River cities. 

As that case, reported in 31 I. C. C. 511, is understood by 
Wilbur LaRoe, Jr., attorney for the petitioners, the relief was 
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granted solely on the ground of market competition. Market 
competition is the only ground on which the new rates appear 
to be based; that is to say, the California refiners are said to 
have on hand surplus stocks of sugar which they cannot market 
because some other refiners, by reason of the rate adjustment, 
have command in the markets to which the surplus might other- 
wise be sent and disposed of. They propose to find a market for 
that by reducing the rate to Chicago 8.5 cents and thereby re 
establishing the old differential of Chicago 25 cents over New 
Orleans, notwithstanding vast changes in all conditions. At 
present the difference is 33.5 eents, due to the disruption caused 
by percentage advances. 

LaRoe contends that the constant striving of rival refiners 
for possession of such a desirable consuming center as Chicago 
makes the sugar rate adjustment the one national rate adjust- 
ment, with which no attempt to deal piecemeal should be made. 
There is nothing more sensitive than the rates on sugar from 
the various refineries, he said. Until recently, he said, they have 
been adjusted on a well recognized differential basis. Disappear- 
ance of boats on the great lakes as a result of the Commission’s 
divorce decree under the Panama Canal act and the world war’s 
demands for shipping and the various percentage rate advances 
disrupted it. At present LaRoe said the California and New 
Orleans refiners have an unfair advantage in the Chicago 
market. 

Too much emphasis, LaRoe said, could not be placed on the 
fact that when.the fourth section relief was granted the trans- 
continental lines the California refiners were striving for the 
Chicago market. Now they have it and sell a larger tonnage in 
it than is sold by any other group of refiners. Yet the trans- 
continental carriers propose to increase their rate advantage by 
about $1.70 per ton and to pile that on top of the advantage 
they have obtained by reason of the emergency tariff law. 

The proposal, according to the eastern refiners, is to reduce, 
substantially, the rates of one group of refiners, and to leave 
absolutely unchanged the rates from the group of refineries the 
surplus of which is far greater than that of any other, and to 
reduce the revenues of eastern and southern carriers which are 
less able to stand reductions than the comparatively prosperous 
transcontinental lines. 

At the afternoon session of the conference June 16 on the 
proposal of the transcontinental lines to reduce rates on sugar 
as far east as Chicago and Chicago rate points, a wrangle took 
place as to whether the transcontinental lines were trying to 
get more business for those who ship from the west or merely 
trying to hold for them the business they claim they built up in 
1914 and later years as a result of the rates established from the 
Pacific coast when the Commission gave them permission to es- 
tablish rates at the Missouri River 25 cents higher than the rate 
from New Orleans and 23 cents at Chicago higher than the rate 
from the Gulf city. Paul P. Hastings claimed that the western 
roads were merely trying to restore the relationship then cre- 
ated. The eastern and southern lines, backed by the Atlantic and 
Gulf coast refiners, contended that, even conceding that the 
Commission, in that year, established a relationship, there has 
been such a change in conditions as to make that a far-fetched 
theory. 

C. J. Rixey pointed out that the Commission, during the time 
of the Railroad Administration, denied fourth section relief as 
to all rates between New Orleans and Chicago because water 
competition had disappeared, so that, in that particular at least, 
there has been a change in conditions. 


J. F. Abbott attacked the policy pursued by Edward Cham- 
bers while the latter was director of traffic on the theory that 
what he did then was in the interest of the transcontinental lines 
and against the interests of eastern and southern. He contended 
that the relationship that would be established by the rates under 
discussion would not be the one that was in effect by 1914, his 
point being that the Commission had never allowed the trans- 
continental carriers to narrow the spread at Missouri River that 
is now proposed, or to include St. Louis in the rate structure 
fabricated under the fourth section order, which he, in his pro- 
test, had asked the Commission to reconsider. 


Chairman Crosland said the suspension board had no power 
to consider the fourth section phase of the subject. Abbott re- 
torted that he had addressed his protest and request for further 
consideration to the secretary of the Commission and he could 
not see that it was his business to assume that that part of the 
protest-petition would not be considered simply because the sec- 
retary of the Commission had sent the paper only to the suspen- 
sion board and not to the fourth section board also. 


Some of the eastern and southern protestants suggested that 
there were not many shippers of sugar on the Pacific coast else 
there would be more of them present. That caused Hastings to 
say that the notice of the conference was not received by most 
of those interested until Monday or Tuesday, for a conference 
or hearing on Thursday. He suggested that it was impossible 
for people from California or Colorado to get to Washington in 
two days, even with flying machines. 

Chairman Crosland admitted that the conference was held 
on rather short notice, adding that “we” hoped to get through 
without a hearing on the subject. 
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RATES ON PETROLEUM 


Reductions in rates on petroleum and its products which will 
be nation-wide are to be sought by shippers of these commodities. 
A conference outlining a plan of campaign was held in Chi- 
cago, June 24, in which representatives of the American 
Petroleum Institute, the Western Petroleum Refiners’ Associa- 
tion, the National Petroleum Association and the American Inde- 
pendent Petroleum Association took part. Plans adopted by 
this conference will be submitted to the American Railway As- 
sociation. 

According to F. G. Stadle, of the traffic department of the 
Western Petroleum Refiners’ Association, the reductions to be 
requested will probably follow the present tentative plan, which 
contemplates the re-establishment in the East of rates on 
petroleum and its products on the January 1, 1917, basis, plus 
40 per cent. In the West and South it is proposed to request 
a reduction of 15 per cent of the rate plus 4% cents, except 
where proportional rates were established under Freight Rate 
Authority No. 96, by division of the 44% cent reduction, in which 
cases it is planned to request a reduction of 15 per cent plus 
either 2 or 2% cents. 

Nothing definite was accomplished at the conference of ship- 
pers of petroleum and its products and representatives of car- 
riers in C. F. A. territory, held in the rooms of the Central 
Freight Association, Chicago, June 17, on the invitation of Eu- 
gene Morris. The conference was called for the purpose of dis- 
cussing the possible effects the proposed reconstruction of 
petroleum rates in C. F. A. territory would have on petroleum 
moving into Trunk Line territory or moving from refineries in 
Trunk Line territory. 

Petroleum shippers presented no concrete recommendation, 
the supposition being that they were present merely to protect 
their interests. It was finally decided that an effort would 
be made to equalize the proportional and local rates on pe- 
troleum and its products, carloads, between Official Classifica- 
tion territory and the gateways of C. F. A. and western roads, 
and between Official Classification territory and Ohio River 
crossings and Virginia gateways. 

In furtherance of this plan it was decided to seek a con- 
ference with Director Hardie of the Commission’s traffic.bureau. 
July 1 was the date tentatively agreed on and either Chicago 
or Washington was recommended as the place. Both these de- 
tails were, however, left: to the convenience of the director. 


TRANSCONTINENTAL RATE CONFERENCE 


Under an agreement reached at a conference in New York, 
June 22, between committees representing western transconti- 
nental carriers and carriers i Official Classificatio territory, a 
conference between these committees and the standing rate com- 
mittee of the Transcontinental Freight Bureau will be held in 
Chicago, June 28, to check in amended transcontinental domestic, 
export, and import rates, which have been submitted to the 
eastern lines, and to arrange for the immediate publication of 
all such rates checked in at the conference. The carriers also 
plan to join in making westbound fourth section application ' 
to the Commission covering rates proposed and checked in at 
the conference. It is understood that the rates will be subject 
to such revised divisions as may be established as a reult of 
negotiations to be pursued when statistics of the transcontinental 
lines are ready. 


CITRUS CASE REOPENED 


The Trafic World Washington Bureau 


The Commission has reopened Docket No. 10525, California 
Citrus League vs. the Director-General, which questions the 
reasonableness of rates prior to General Order No. 28 and those 
published since then. This action is regarded as of more than 
ordinary significance because of recent reductions in transconti- 
nental rates and because the Commission had heretofore declined 
to reopen this case. 

An effort is to be made by Pacific coast shippers of citrus 
fruits to persuade the transcontinental railroads to reduce their 
rates on such fruits, without further hearings on the Citrus 
League case, the reopening of which, voted on June 13, had 
still not been announced on June 22. They have made what 
they call tentative plans for a conference with the carriers, on 
July 1. The shippers believe they can persuade the carriers, 
who have decided not to.reduce rates generally on fruits and 
vegetables, to make an exception of citrus fruits from Pacific 
coast points. They have issued publicity matter purporting to 
show they believe the carriers will agree to a reduction that 
will bring about a restoration of the old rate of $1.44 on oranges 
and possibly the old rate of $1.25 on lemons. As to the latter 
rate, however, they are not so hopeful, because it is admitted 
that it is doubtful whether that rate would permit the Pacific 
coast grower to compete even on tolerable terms, with the 
Sicilian grower, so long as the latter has the benefit of the 
high rate of exchange for the American dollar. 

In discussing the proposal of the transcontinental railroads, 
that, in return for a 10 per cent reduction in rates on citrus 
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fruits the shippers should agree to stop promoting the develop- 
ment of transportation of their products by water, Secretary 
Hoover, June 16, expressed regret that such a proposal had been 
made. His idea is that it was against the interest of the rail 
roads, as well as against the interest of the shippers. On that 
expression of regret, by the head of the Department of Com- 
merce, were based reports that Mr. Hoover was opposed to the 
step taken by the transcontinental railroads for what they be- 
lieve to be the conservation of their business and consequently 
of their revenue. 

Answering an interrogative suggestion that such an agree- 
ment would be in violation of law, the secretary said he did 
not know; that he had been advised both that it would and 
that it would not be illegal. Apparently the question of legality 
did not appeal to him as much as did the question of the wis- 
dom of such a policy on the part of the transcontinental rail- 
roads, adopted notwithstanding the fact that Congress had de- 
clared it to be in the interest of the public to foster transporta- 
tion by water, that declaration of policy being embodied in the 
Panama Canal act and in the laws appropriating hundreds of 
millions for river and harbor improvements. 

An agreement of that kind could not be enforced in a court, 
so that, if it was made, the carriers would have no assurance 
of its being carried out, other than the reputation of those enter- 
ing it for keeping their engagements, even if not enforceable 
at law. It would not be binding on the railroads or on the 
Interstate Commerce Commission, so that in the end it would 
be a mere understanding, presumably between gentlemen actu- 
ated by considerations of their own best interests. No contract 
or agreement as to rates can stand against an order of the 
Commission, an act of Congress, or, when the states exercise 
the right to make rates, against a state statute or an order of 
a state commission. 

Secretary Hoover’s expressions of regret that such an offer 
or proposal had been made has been treated by the association 
of producers and shippers of high tonnage and perishable freight, 
which has a publicity bureau in Washington, as an expression 
of opposition. In a statement for the newspapers, the publicity 
bureau of that organization said: : 

Offers made by transcontinental railroads by which freight rates 
on California citrus fruits would be reduced ten per cent providing the 
fruit shippers refrain from using the Panama Canal were opposed to- 
day by Secretary of Commerce Hoover. 

It is not certain whether such an agreement would be illegal be- 
cause of its effect of stifling competition between the railroads and 


the steamship companies, the Secretary declared, although a condi- 
tion of this sort seems to be objectionable as opposed to public policy. 


NO CUT ON FRUITS AND VEGETABLES 
The Trafic World Washington Bureau 


There will be no general reduction in rates on fruits and 
vegetables by the voluntary action of the carriers, regardless of 
the complaints that have come to the Commission. Announce- 
ment to that effect was made by the Association of Railway 
Executives June 22, after a conference of the representatives 
of carriers held the day before. That conference was held by 
the carriers at the suggestion of the Commission. The latter made 
investigations of its own, chief of which was the conferences 
Henry J. Ford and Traffic Director Hardie held with shippers 
in Texas and in the Pacific coast and inter-mountain states. 
Edward Chambers, vice-president of the Santa Fe, headed the 
committee that met in Washington to look over the complaints 
and the data gathered by the Commission’s representatives. 

One of the factors of greatest weight in causing the traffic 
men to reach the conclusion that a general reduction was not 
warranted, were the reports gathered by the department of agri- 
culture, compiled by it and published in Secretary Wallace’s Mar- 
ket Reporter. From that the railroad men took figures showing 
increased loadings of fruits and vegetables, and the receipt of 
fairly remunerative prices by the growers. In no case was it 
shown, according to the statement of the carriers, that any 
section of the eountry was suffering from unduly burdensome 
rates or from inadequate facilities or service. The statement is 
as follows: 

“In view of the many complaints and communications re- 
eeived by the Interstate Commerce Commission from the differ- 
ent producing sections and chief marketing centers of fruits, 
vegetables and melons in the United States, with respect to the 
rates thereon, the Commission, after investigations of its own, 
requested that a committee representing the railroads in the 
different sections of the country convene at Washington at the 
earliest practicable date for the purpose of considering the situa- 
tion. 

“Such meeting was accordingly held on June 21, at which the 
complaints filed with the Commission were placed before the 
carriers’ representatives, supplemented by data which had come 
direct to the freight traffic officials of the railroads. . 

“Consideration was given to the complaints and to the re- 
ports of actual market conditions and returns to the producers. 
Many of the complaints were found to be merely in anticipation 
of reduced profits and unfavorable markets, but the actual 
figures demonstrated that the daily and weekly results were gen- 
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erally remunerative. Many sections which had definitely ex- 
pected poor results were shown to have made more than the 
usual net profits. ~ 

“In no case was it shown that any section of the country 
was suffering from unduly burdensome rates or from inadequate 
facilities or service, but, on the contrary, the reports of the 
Bureau of Markets, U. S. Department of Agriculture, which are 
issued daily, as well as information in possession of the car- 
riers, show that fruits, vegetables and melons generally are 
moving currently in larger quantities than ever before, and are 
being marketed without difficulty at fairly remunerative prices. 
The following figures taken from the June 11 issue of the U. S.. 
Department of Agriculture Market Reporter show the increase in 
movement this year compared with 1920: 

Number of Carloads: 
1921. 1920. 
Apples, cabbage, cantaloupes, celery, lettuce, 

onions, peaches, potatoes, strawberries, to- 

matoes, watermelons and mixed vegetables. .367,741 309,181' 

“In no case was it found that the carriers had failed to fur- 
nish, and at greatly increased expense, the adequate and well 
maintained service so valuable and necessary for this highly per-. 
ishable traffic,.or that there had been any lack of equipment or: 
of facilities for icing and other protection of this traffic in transiit 
or at terminals from which reconsignments were permitted or 
disposition made to the local markets. 

“Under these circumstances, announcement was made by 
the carriers that the evidence presented, both as to the current 
movement and the movement of fruits, vegetables and melons: 
for the remainler of this season, did not justify a general reduc- 
tion in the rates on this traffic.” 


The weekly review of the fruit and vegetable market, con- 
tained in Secretary Wallace’s Market Reporter, for the week 
ending June 18, shows a continued increase in the car loading: 
of fruits and vegetables. Whether the increases in loading were 
due to the prevalance of satisfactory prices or to the financial 
necessities of the shippers requiring them to obtain money re- 
gardless of the costs of production, the market review did not 
attempt to show. 


In this week’s review, as in the preceding one, the larger 
part of the increase was due to the heavier shipments of pota- 
toes. Cantaloupes, potatoes, and new potatoes sold at lower 
prices than in the preceding week. That may be due to a natural 
tendency in a market not artificially controlled, lower prices fol- 
lowing the marketing of larger quantities. 

The total shipments of this season amounted to 389,634 cars 
compared with 314,192 cars up to the same time last season. 
These totals are the ones shown in the report of the Secretary 
of Agriculture. They are not the totals that would be obtained 
by adding together the items contained in the tables. There are 
items in the tables carrying references to marginal notes. The 
latter declare that the items to which they refer are not included 
in the totals for this or for the last season, Figures pertaining 
to shipments of new onions are carried in the table, with a 
reference showing that such figures were not carried in the 
totals for this or last season. Last year the shipments of new 
onions amounted to 6,320, gars to June 18, 1920, while this year - 
the new onions filled 4,861 cars. The shipments of new onions. 
last year, for the whobe seagon, amounted to 27,098. 

New potatoes also eonstituted items not covered by the totals: 
of either last or of this year, Last year, up to this time the 
shipments of new potatees amounted to 9,234 cars, while up to) 
June 18 of this year, the loadings amounted to 12,704 cars. The 
exact totals for last and this season, to June 18, may be obtained 
by adding the figures given, to each grand total. 

The parts of Secretary Wallace’s review of the markets per- 
taining to transportation, with incidental references to prices, 
are as follows: 


Cantaloupes, tomatoes and new potatoes sold at lower prices in 
the wholesale produce markets during the week ending June 13. 
Total shipments of leading lines increased rapidly, movement gain- 
ing about 2,500 cars to a rate of 10,607 cars «ompared with 8,159 the 
week before and 9,117 a year ago. About one-half of the increase was 
caused by heavier potato shipments and the rest by greater move- 
ment of tomatoes, cantaloupes and watermelons. 

Potato shipments increased rapidly, North Carolina shipping 
808 cars, compared with 423 last week and the Eastern Shore of 
Virginia 1,274 cars, compared with 630. Movement of new potatoes 
reached 3,525 cars, which is about 1,300 cars more than the pre- 
ceding week and nearly 500 in excess of the rate during the corre- 
sponding week last season. 

Tomato shipments were 1,218 cars, compared with 693 the 
previous week and with 595 a year ago. Movement from Florida was 
lighter, but shipments from Texas doubled, and Mississippi shipped 
more than four times aS many as were moved last week. 

California Salmon Tint cantaloupes reached the lowest point of 
the season at shipping points, ranging $1.40 to $1.60 per standard crate 
of 45 melons, f. 0. b. cash track. This is a decline of 65 cents to 85 
cents for the week. Arkansas reports an increase of 61 per cent and 
Delaware 32 per cent. Cantaloupe shipments from the Imperial 
Valley of California totaled 1,835 cars compared with 1,010 the pre- 
ceding week and 1,887 a year ago. The peak of the movement last 
season was reached during the week ending June 26, when 1,893 
cars were shipped, and the greatest number moved in one week 
during the 1919 season was 2,092 cars in the week ending June 19. 

Georgia peaches were steady to firm in eastern cities. Carmans 
in 6-basket carriers and bushel baskets have been selling to jobbers 
at various prices, closing $3.50 to $4 in New York and Boston, $2.75 
to $3 in Pittsburgh, $2.25 to $2.75 in Philadelphia and $2 to $2.25 in 
Baltimore. Early Rose ranged mostly $3 to $3.50 in New York. 
Movement has been good at shipping points and prices steady,. 
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Carmans ranging $1.50 to $1.65, carloads f. o. b. cash track, and 
Hileys $2 to $2.15. Georgia shipped 469 cars compared with 315 a 
week ago and with 444 cars during the corresponding week last season. 

Watermelon movement increased from 723 cars last week to 
1,157 cars, which exceeded the rate of a year ago. 


RAILWAY REVENUE 
The Trafic World Washingten Bureau 


The Commission, June 21, issued a summary of results of 
operations on 201 class I roads, including 15 switching and 
terminal companies, for April and the four months ended with 
April. In April for the country as a whole the operating revenue 
was $483,357,199 as compared with $402,281,913 in April, 1920; 
expenses, $375,698,986 as compared with $400,419,462 in April, 
1920; the net railway operating income was $29,248,874 as com- 
pared with a deficit of $23,743,666 in April, 1920, and the operat- 
ing ratio was 86.69 as compared with 99.54 in April, 1920. 

In the Eastern district in April the revenue was $196,949,803 
compared with $170,401,466 in April, 1920; expenses were $170,- 
784,860 as compared with $183.199,716 in April, 1920; net railway 
operating income was $13,125,622 as compared with a deficit of $24,- 
057,800 in April, 1920, and the operating ratio was 86.71 as com- 
pared with 107.51 in April, 1920. 

In the Pocahontas region the revenue was $15,388,105 as 
compared with $14,233,637 in April, 1920; expenses were $12,- 
266,201 compared with $12,916,134 in April, 1920; net railway 
operating income was $2,331,949 compared with $1,380,727 in 
April, 1920. The operating ratio was 79.71 as compared with 
90.74 in April, 1920. 

In the Southern district the revenue was $56,768,489 as 
compared with $56,052,021 in April, 1920; expenses were $50,- 
099,905 as compared with $51,279,826 in April, 1920; the net rail- 
way operating income was $3,290,044 as compared with $1,741,935 
in April, 1920. The operating ratio was 88.25 as compared with 
91.49 in April, 1920. 

In the Western district the revenue was $164,250,802 as com- 
pared with $161,594,789 in April, 1920; expenses were $142,548,- 
020 as compared with $153,023,786 in April, 1920; the net rail- 
way operating income was $10,501,299 as compared with a de- 
ficit of $2,808,528 in April, 1920. The operating ratio was 86.79 
as compared with 94.70 in April, 1920. 

For the four months ended with April the net railway operat- 
ing income for the country as a whole was $52,653,493 as com- 
pared with $32,751,131 in the corresponding period of 1920. The 
operating ratio was 90.68 as compared with 92.46 in the first four 
months of 1920. 

In the eastern district the net railway operating income was 
$10,355,063 as compared with a deficit of $48,631,964 in the 1920 
period. The operating ratio was 92.77 as compared with 101.04 
in the 1920 period. 

In the Southern district the net railway operating income 
was $9,367,430 as compared with $23,859,157 in the first four 
months of 1920. The operating ratio was 90.43 as compared with 
85.72 in the first four months of 1920. 

In the Pocahontas region the net railway operating income 
was $5,395,271 as compared with $6,890,114 in the first four 
months of 1920. The operating ratio was 86.40 compared with 
87.11 in the 1920 period. , 

In the western district the net railway operating income 
was $27,535,729 as compared with $50,633,824 in the 1920”period. 
The operating ratio was 88.69 as compared with 86.15 in the 1920 
period. 





KANSAS CITY TERMINAL NOTES AND BONDS 


The Kansas City Terminal Railway Company, by an order in 
finance docket No. 1424, has been authorized by the Commission 
to issue and sell at not less than 93% per cent of par and ac- 
crued interest, or to exchange for maturing notes, $2,000,000 of 
10-year 61% per cent secured gold notes, and to pledge as col- 
lateral security for the proposed notes $3,125,000 of first mort- 
gage 4 per cent gold bonds. The company has outstanding 
$2,500,000 of 4% per cent gold notes which will mature July 1, 
1921. The bonds which will be put up as collateral security for 
the proposed notes have been pledged as security for the ma- 
turing notes. Arrangements have been made by the company 
with the Continental and Commercial Trust and Savings Bank 
and E. H. Rollins & Sons for the disposition of the proposed 
notes at 93% per cent of par and accrued interest, with the 
understanding that $1,000,000 of the proposed notes will be held 
in reserve by those parties for a short time to be used in ex- 
change for maturing notes at the offering price of the new notes 
to the public. 


SAN DIEGO & ARIZONA NOTES 


The San Diego & Arizona Railway Company has applied to 
the Commission for authority to issue and sell its promissory 
notes to an amount not to exceed $1,500,000 face value, The 
notes will be issued for the purpose of liquidating the principal 
of sundry cash advances made to the company by the Southern 
Pacific Company and the J. D. and A. B. Spreckels Securities 
Company, which own all the stock of the applicant, with the 
exception of six qualifying shares. 
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WORKING AGREEMENT DEVELOPMENTS 


When ordering the so-called national agreements abrogated, 
in decision No. 119, April 14, the Railroad Labor Board did not 
intend to interfere with any agreements that might be in force 
between the “Big Four” brotherhoods and various railroads on 
the effective date of the abrogation, July 1. The board’s posi- 
tion on this point was made clear, June 18, when it made clear 
an interpretation to decision No. 19, in which it said that it did 
not, “nor could it under the provisions of the transportation act, 
include in its decision No. 119 any matter which was not prop- 
erly before it as a dispute. Decision No. 119 did not, therefore, 
terminate the existing schedules or agreements of the train, 
engine, and yard employes in the service of the carriers involved. 
Changes in such schedules or agreements, however, may be 
made after the required notice either by agreement of the parties 
or by decision of this board after conference between the parties 
and proper reference in accordance with the provisions of the 
transportation act and the rules of the board.” 

Another statement clarifying its position in the matter of 
the proposed agreements was given out by the board on the 
same day. This was in the form of a decision on a dispute 
brought before the board by the Brotherhood of Railway and 
Steamship Clerks, Freight Handlers, Express and Station Em- 
ployes, an independent organization, which sought an answer 
to the question: 

Shall an agreement covering rules and working conditions of the 
employes of a carrier be made directly with the employes or with an 
organization representing the employes? 

In answer to this question the board quoted the language of 
decision No. 119 as follows: 


The majority of any craft or.class of employes shall have the right 
to determine what organization shall represent members of such craft 
or class. Such organization shall have the right to make an agree- 
ment which shall apply to all employes in such craft or class. 


“It is, therefore, clear,” said the board, “that said organiza- 
tion has the right to make an agreement as to rules and working 
conditions for said entire class of employes of said carriers, both 
members and non-members of said organization, and it is proper 
that the caption (of the agreement) be so drawn as to show 
for whom and by whom the agreement is made, and the Labor 
Board so directs.” 

Inquiry at the Labor Board, June 24, revealed the fact that 
little progress has as yet been made in the adoption by carriers 
and their employes of rules and regulations to take the place of 
the so-called national agreements which, according to the board’s 
decision No. 119 of April 14, are to go into the discard July 1. 
Although less than a week remains, only a few cases on which 
agreements have been reached have been brought before the 
board for approval. 

From this it is supposed that in the vast majority of cases 
complete agreement as to rules and regulations will not be 
reached and it is expected that in a considerable number not 
even partial agreement will be reached before the date set. It 
was stated at the board offices that the number of disagreements 
filed is almost as great as the number of agreements. 

The board has organized a clerical force to tabulate the 


#esults of the negotiations on the various roads so that the 


Matter may be handled with the utmost expediency. Even so, 
however, board members look for several weeks of work in 
straightening out rules for individual application. Not much 
trouble is expected with those rules which are capable of being 
generally applied. 

The new rules will go into effect on July 1 on those roads 
on which agreements have been reached. What course is to 
be followed on the others has not yet been determined. Some 
sort of regulations must operate between that date and such time 
as the board arrives at a decision on each individual road. These 
decisions will, however, according to Decision No. 119, be made 
retroactive from July 1. 

No further heaswings of any sort will be held, if the board’s 
present plans are carried out. It is believed that enough evi- 
dence 43d data were’collected in the three months preceding 
the decision tg-abré aby the national agreements, to give the 
board all the informatiofy necessary to handle the matter to a 
close. 

Pending the arrival July 1, the board is clearing the decks 
of other work. Amendments to decision No. 147, which granted 
wage cuts on a large number of railroads, are expected within 
a week, covering requests for similar cuts made by the Amer- 
ican Railway Express Company and most of the roads which 
were not included in that decision. It is generally expected that 
the measure of the wage reduction will be the same as allowed 
in the original case. All reductions are to take effect on July 1. 


EXPRESS CO. WAGE REDUCTION 


Hearing on the proposal of the American Express Com- 
panv to reduce the wages of its employes by 20 per cent, so 
bringing them back to the level which prevailed before the in- 
creases of last July, was held before the Labor Board in Chi- 
cago, June 17, 

The company’s presentation followed in plan that offered 
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by the railroads at their hearings on the same general proposi- 
tion, figures and testimony being introduced to show the fall 
in the cost of living and the wages of similarily occupied labor 
in the territory served by the company. L. R. Gwyn, chair- 
man of the board of wages of the American Express Company, 
presented the petitioners’ case. 

E. H .Fitzgerald, president of the Express Clerks’ Union, in 
addition to presenting evidence calculated to minimize the as- 
sertions of the express company, made the statement that the 
hazards of express employment are such as to warrant a higher 
wage for employes in that service than for others employed in 
similar capacities with other firms. He pointed to the fact that 
express employes are required to carry firearms and that the 
care rule regarding closed car doors subjects them to disease as 
added reasons why the board should refuse a pay cut. 


PULLMAN PAY CUT DENIED 


Further definition of the right of the organized majority 
to represent the minority in any dispute between a carrier and 
its employes was made by the Labor Board, June 21, in a de- 
cision on the complaint of the employes of the Pullman Com- 
pany, who alleged that that company had issued notice of a 
wage cut, similar to that awarded by the board to the railroads, 
to take effect July 1. 

The contention of the leaders of the shop crafts, which are 
affiliated with the American Federation of Labor, was that the 
Pullman Company had ordered the wage cut after mass meet- 
ings at which 6,000 of the 10,000 employes were present, and 
at which only about 2,000 voted to accept the cuts. The Labor 
Board points out that these mass meetings were not properly 
conferences because the officials who conducted them were not 
empowered to negotiate with the employes in the event of non- 
acceptance of the proposed cut, and because the duly elected heads 
of the shop crafts, which, according to the board, constitute the 
majority of the organized workers, were ignored. The Pullman 
Company objected to negotiations with the heads of the unions 
because, it was contended, many of the employes are unor- 
ganized, while another large group consisted of members of a 
co-operative employes’ representation plan which was not affi- 
liated with any labor union. 

“The letter and the spirit of section 301 of the transporta- 
tion act have not been complied with until the carrier shall 
have met in conference or endeavored to meet in conference 
the duly designated representatives of the employes directly in- 
terested in the dispute,” said the decision. “The majority of 
said employes shall have the right to select their said representa- 
tives as provided in decision No. 119.” 


PENNSYLVANIA LOCOMOTIVE REPAIRS 


The Trafic World Washington Bureau 





Arguments as to the significance of the facts thus far gath- 
ered by the investigators appointed by the Commission to in- 
quire into the charges of labor unions that the Pennsylvania 
last fall had 200 of its locomotives repaired in the Baldwin shops, 
as part of a conspiracy to break up labor unions and force the 
abrogation of the national agreements with shop craft unionsé 
were made before the Commission June 20. Commissioners Mc-~ 
Chord and Potter asked the employes of the Commission ques- 
tions about the way in which they had done their work, Which 
gave the impression that the commissioners were ngt satisfied 
with the record that the investigators had made. Not a word 
of testimony was in the record, either in support or denial of 
the charge of the labor leaders that the Pennsylvania was in a 
conspiracy of bankers and railroad companies of some kind, or 
that the Pennsylvania had acted for ulterior reasons, as alleged 
by the labor organizations. 

M. C. List argued the case for the Commission, R. B. Gregg 
for the labor unions, and Henry Wolf Bikle. for the railroad 
company. The attorney for the Commissfon devoted himself 
largely to an implied charge that the Pennsylvania had paid 
$3,173,000 more for repairs to the 200 locomotives than # it had 
done the work in its own shops, and that there was no justifica- 
tion for placing the outside contraet because the company had 
enough shop capacity to handle the work itself. He argued that 
the Pennsylvania’s capacity for that kind of work was better at 
the time the contract was given out than it was a year before. 
He said J. T. Wallis, superintendent of motive power of the 
Pennsylvania, just before the end of federal control, had told 
the Railroad Administration that it was not necessary to send 
any of the Pennsylvania locomotives to the shops of other rail- 
roads for repairs. 

Commissioner Potter asked List if he had taken a partisan 
attitude in making the investigation. Mr. List said he had not, 
but admitted that perhaps his twelve or fourteen years of work 
of prosecution for the Commission had led him to adopt the 
attitude of a prosecutor toward witnesses he considered evasive. 

Mr. Bikle, for the company, admitted that the cost figures 
were fairly accurate, but said the question of cost was of minor 
importance because the important necessity was of getting loco- 
motives to do the work for which shippers were making de- 
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mands. He said that every locomotive repaired was able to earn 
much more than the cost of making the repairs. The contract, 
he said, was not an extravagance, but resulted in real economy. 
With regard to the charge of the labor leaders that men were 
“laid off” by the Pennsylvania while work was being done on the 
outside, he remarked that the men who were laid off were not 
those who could have worked on the kind of repairs done in the 
Baldwin shops. Some had been engaged on running repairs to 
locomotives in July, August, September and October. The re- 
pairs made in the Baldwin works were classified repairs of a 
heavier character than could have been made in the shops devot- 
ed to running repairs. The heavy lay-offs were made in Novem- 
ber, December and January when the depression in business be- 
gan having an effect. The labor leaders, he said, asked for a com- 
plete list of men laid off, but after it was furnished they would 
not put it into the record. Bikle said he himself had put it into 
the record, so that the Commission might analyze it and know 
that the men laid off were not the kind needed for classified 
repairs. 

Commissioner Potter asked Mr. Gregg about a statement 
made in the labor organization publicity reflecting on the man- 
agement of the Pennsylvania during federal control. Mr. Gregg 
said his theory was that the Pennsylvania management, delib- 
erately, had held down production and output by delaying mea 
and withholding materials and tools. 

“Why was not testimony to that effect put into the record?” 
asked McChord. Mr. ‘Gregg said the information was received 
from Pennsylvania employes and he was unwilling to run the 
risk of having them dismissed. McChord thought it strange 
that Gregg had not been able to get one man out of 48,000 to 
testify and rely on the Commission to see that he was not dis- 
missed for testifying. 

Mr. Potter asked if it had been shown that the Baldwin 
works had made a greater profit on the Pennsylvania’s work than 
on other work. Gregg said he had no information as to profits. 
He added that the examiner had excluded testimony as to profits 
from the record. That drew attention to the Commission’s own 
employes. Mr. List said he had heard that the Baldwin had 
not made any money at first but that later it had made some. 
McChord asked him where he got that information and List said 
from inspectors or employes of the Commission. They were 
present at the argument and Mr. List questioned them. 

Mr. Potter asked Mr. Gregg if, in view of the fact that the 
record contained no testimony about a conspiracy, the Commis- 
sion ought to assume there was one. Mr. Gregg answered that 
in this case he thought it could assume there was a conspiracy, 
although no effort was made to prove one, either by direct or 


circumstantial evidence. 


STATISTICS AS TO EMPLOYES 


The Trafic World Washington Burcau 


Total compensation paid to employes of class I roads and 
switching and terminal companies in the first quarter of 1921 
amounted to $757,325,356, as compared with $795,616,330 in the 
first quarter of 1920, a decrease of $38,290,974, or 4.81 per cent, 
according to a summary of employes, service and compensation 
issued by the bureau of statistics of the Commission, June 22. 

Tire summaiy showed that the average number of employes 
in the first quarter of 1921 was 1,691,471, as compared with 
1,993,524 in the first quarter of 1920, a decrease of 302,053, or 
15.15 per cent. 

In January, 1921, the average number of employes was 
1,804,822, as compared with 2,000,105 in January, 1920, a de- 
crease of 195,283, or 9.76 per cent. 

In February, 1921, the average number of employes was 
1,676,543, as compared with 1,970,525 in February, 1920, a de- 
crease of 293,982, or 14.92 per cent. 

In March, 1921, the average number of employes was 1,593,- 
068, as compared with 2,009,948 in March, 1920, a decrease of 
416,880, or 20.74 per cent. 


PARCEL POST TO SPAIN 


In The Traffic World of February 19, 1921, page 408, there 
was an article to the effect that, according to a cablegram from 
Commercial Attache C. H. Cunningham, Madrid, under date of 
February 11, orders had been issued authorizing the admission 
of parcel post packages in Spain up to 10 kilos (22 pounds) each, 
provided that total shipments from one consignor to one con- 
signee by the same boat did not amount to more than 25 kilos 
(55 pounds). The weight limit had been 5 kilos (11 pounds) 
until this order was issued, it was stated. 

It has developed that an error was made by the Department 
of Commerce in giving out Cunningham’s cable. The cable was 
published in “Commerce Reports” of February 15 and corrected 
in “Commerce Reports” of March 30. The correction was made 
by means of a small type footnote to the message, as published 
on March 30, the correction being that the weight limit on pack- 
ages “passing through Spain,” not having destination in Spain, 
had been increased to 10 kilos, or 221 pounds. No change has 
been made in packages having destinations in Spain. 
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Personal Notes 


Phil Schorr has been appointed division freight agent for 
the Wabash Railway at Des Moines, succeeding L. E. Clarahan, 
who has been promoted to a similar position at Omaha. 

John B. Hinkson has been appointed traveling passenger 
agent for the Northern Pacific at Chicago. 

A. L. Preston has been appointed general agent in the 
freight department of the Canadian Pacific, Minneapolis, St. Paul 
& Sault Ste. Marie, Duluth, South Shore & Atlantic, and the 
Spokane International at New York. 

D. P. Skinner has been appointed western dairy agent for 
the Merchants Despatch Dairy Line at Chicago, to succeed 
George B. Horr, who died. Mr. Skinner is succeeded as dairy 
agent for the same line at Chicago by W. W. Morfa. 

G. H. Miller has resigned as claim agent for the Produce 
Reporter, Company, Chicago, and will shortly open an office of 
his own. 


DOINGS OF THE TRAFFIC CLUBS 


The annual outing of the Miami Valley Traffic Club was held 
at the Hills and Dales Community Country Club, Dayton, Ohio, 
June 23. The day was featured by a golf tournament and a base- 
ball game between the shippers and the carriers. 








The summer meeting of the Traffic Club of Kansas City 
was held at the City Club, June 24. Samuel R. McKelvie, gov- 
ernor of Nebraska, spoke on “Back to First Principles,” and 
Samuel Knighton spoke on “Co-operation Between Shipper and 
Carrier.” 





The University of California Traffic Association held a ban- 
quet on June 15. The program and menu for the evening was 
printed as a tariff in conformity with Interstate Commerce Com- 
mission rules. 





The Traffic Club of Houston held a luncheon at the Bender 
Hotel, June 21. There were several speakers and the members 
were entertained with musical numbers and dances. 





The annual outing of the Traffic Club of the Cincinnati 
Chamber of Commerce will take place June 27 at the Hyde Park 
Country Club. Among the entertainment features will be a 
bowling match. 





The members of the Traffic Club of Chicago made an inspec- 
tion tour of the Chicago district terminals June 24. Luncheon 
was served on the train. 





The Marion Traffic Club held its monthly meeting at the 
Chamber of Commerce, June 9. The speakers were G. C. Man- 
ning, general freight agent for the Erie Railway, and H. D. 
Rhodehouse, traffic manager for the Youngstown Chamber of 
Commerce, speaking jointly on “Traffic Clubs and Their Purpose.” 





The Transportation Club of Detroit will hold its annual ex- 
cursion June 27 on the Ashley & Dustin Line steamer “Put-in- 
Bay.” A trip will be made to Put-in-Bay. 





The members of the York Traffic Club of York, Pa., will be 
the guests of the Foreign Trade Club on a trip to Baltimore to 
attend the Marine Exhibition July 16. The party plans to leave 
York at 9:30 a. m., lunch on the Canton Pier at Baltimore, attend 
yacht races and indulge in a boat trip around the harbor in the 
afternoon, and attend the Marine Exhibition in the evening. 
More than 500 persons are expected to make the trip. The 
Marine Exposition will be held in Baltimore, July 11 to 16, and 
will be conducted by the Export and Import Board of Trade of 
Baltimore, under the auspices of the National Marine League of 
the U. S. A. ‘In the June 11 issue of The Traffic World, the June 
9 meeting of the York Traffic Club, York, Pa., was erroneously 
reported as being a meeting of the New York Traffic Club. 





Over 200 members were present at the opening dinner of the 
reorganized Dallas Traffic Club at the Jefferson Hotel, June 15. 
With the exception of Albert L. Reed, the president of the club, 
G. S. Maxwell, traffic director of the Dallas Chamber of Com- 
merce, and I. S. McConnell, president of the Fort Worth Traffic 
Club, all the speakers were railway men, and ineluded G. S. Waid, 
vice-president and general manager of the Southern Pacific Lines, 
Houston; S. G. Reed, assistant general freight agent of the South- 
ern Pacific, Houston; George T. Atkins, freight traffic manager 
of the Missouri, Kansas & Texas Lines, St. Louis; J. H. Talli- 
chet of the general attorney’s office of the Southern Pacific, 
Houston; Murrell L. Buckner, vice-president and general manager 
of the Union Terminal Company, Dallas. Commenting on the 
present level of freight rates, Mr. Maxwell said: “Railroad 
freight rates will not go back to the levels of pre-war days. In 
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fact, the southwestern country is not so concerned over the vol- 
ume of rates as it is in the relative adjustment of rates. The 
rate situation just now, so far as such adjustment is concerned, 
is very much out of joint. It is the commercial parity of cities 
that furnishes the problem to be worked out, and this commer- 
cial parity of cities may be restored through relative adjustment 
of rates. To bring this about the spirit of co-operation should 
be developed to the greatest degree between those who ship and 
those who carry their consignments.” 


WISCONSIN TRAFFIC LEAGUE MEETING 

The Wisconsin Traffic League June 17 held a meeting at 
the Wisconsin Hotel, Milwaukee. The various sections of the 
state were very well represented. The following officers were 
elected: President, O. A. Kroos, from the Kohler Company, Kohler, 
Wis.; vice-president, W. W. West, traffic manager of the La 
Crosse Chamber of Commerce, La Crosse, Wis.; secretary and 
treasurer, A. Murawsky, traffic manager of the National Enam- 
eling & Stamping Company, Inc., Milwaukee. Various subjects 
of interest to the shippers of the state were discussed, and the 
idea was brought forward to engage the services of a traffic 
bureau to bulletin the members on current traffic regulations 
affecting the state. The subject was referred to the executive 
committee. 


EXPRESS CLAIMS REDUCED 


Progress made by the American Railway Express Company 
in reducing loss and damage claims by means of its “Right Way 
Plan” has far exceeded expectations according to its national 
claim committee, which met in Chicago, June 23. The goal 
originally set was a reduction of 60 per cent in 1921 in the num- 
ber of packages resulting in claims. In May, 1920, this num- 
ber was 150,356, and in May of this year it had been reduced 
to 58,432, or 61.1 per cent. In view of this fact the committee 
decided to raise its goal to 70 per cent. 

Another gratifying fact brought out at this meeting was 
the fact that claims resulting from poorly marked or unmarked 
packages have been reduced from 33,000 per month at the time 
of the express company consolidation to 2,000 per month at the 
present time. Unpaid claims amount to only 1-8 the number at 
the present time as at the time of consolidation. 

Most of these results, according to E. H. Stevens, superin- 
tendent of claims for the central region, were made possible 
through the co-operation of the shippers. Consideration to bet- 
ter methods of packing eggs for shipment was given by the 
committee, in an effort to reduce the large number of claims 
resulting from that class of shipments. 

The committee also plans a national “Perfect Package 
Week,” results of a plan of that sort at Saint Paul the week of 
June 6 to 11 being so gratifying as to cause the committee to 
endeavor to put it into effect the country over. 

J. H. Butler, manager of loss and damage at New York, is 
chairman of the committee. Other members besides Mr. Stevens 
are: H. M. James, superintendent of claims, Eastern Region; 
W. G. Boles, superintendent of claims, Southwestern Region; C. 
Sadler, superintendent of claims, Southern Region; W. E. Car- 
penter, superintendent of claims, Western Region; L. E. Foster, 
general claim auditor, and Stanley Todd, educational director. 


COMPLAINTS FOR REPARATION 
The Trafic World Washington Burcen 


The Supreme Court of the District of Columbia, in Pittsburgh 
& West Virginia vs. Interstate Commerce Commission, June 22, 
held that section 206 (f) is constitutional and that the Commis- 
sion had properly construed it. Therefore, it dismissed the ap- 
plication of the carrier for an injunction forbidding the Com- 
mission to proceed with a complaint against the railroad in 
which the complainant is asking for reparation on shipments that 
moved more than two years prior to the date of the filing of the 
complaint. 

The section mentioned directs the Commission to disregard 
the period of federal control in computing the time during which 
a complaint asking for reparation may be filed. The contention 
of the railroad company was that Congress had not the power to 
increase the liability of the carrier to make reparation on ac- 
count of violations of the act to regulate commerce, in which the 
time was fixed at two years. In the transportation act Congress 
said that the period of federal control should not be counted, 
the theory being that inasmuch as the railroad property was in 
the hands of the government, the time for filing suits against the 
corporations should not run against those alleging violations of 
the old law. 

An appeal will be taken to the court of appeals. Judge 
Hoehling disposed of the case in an oral opinion from the bench, 
in which he discussed the subject only slightly. 


LOAN TO WICHITA NORTHWESTERN RY. 
The Commission has approved a loan of $381,750 to the 
Wichita Northwestern Railway Company to aid the carrier in 


—- maturing indebtedness and for additions and better- 
ments. 
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SHIPPING OF DANGEROUS ARTICLES 
The Trafic World Washington Bureau 


At informal conferences June 21 and the following day and 
a short formal hearing June 22, before Examiner F. E. Brown, 
shippers of dangerous articles other than explosives settled most 
of the issues between themselves and the bureau of explosives 
of the American Railway Association raised by a proposed revi- 
sion of the regulations to govern the-transportation by freight 
and express of dangerous articles other than explosives. 

It was agreed by representatives of the chemical industry, 
W. J. Liipfert of the General Chemical Company and M. Crass 
for the Grasselli Chemical Company, that some of the carboys 
now in use in shipping acids should not hereafter be used in 
shipping nitric acid. 

A short time ago it was discovered that the test used in 
determining whether the carboys and their containers used in 
shipping acids was not reliable and that as a matter of fact 
the carboys and their containers would not stand the shocks 
they were supposed to withstand. Messrs. Liipfert and Crass 
said that five years should be allowed the owners of the too 
small containers to replace them with boxes large enough to ad- 
mit the thicker hay packing. The General Chemical Company, it 
was said, has $500,000 worth of the boxes and that in the ordinary 
course of business they would not be replaced in twenty-five 
years. Messrs. Liipfert and Crass said that the companies they 
represented could stand the financial loss the discovery would 
entail if spread over five years. They agreed with Col. Beverly 
W. Dunn, chief of the bureau of explosives, that the condemned 
carboys and boxes should not be used in shipping nitric acid. 

Speaking for the petroleum industry, M. J. Gormly, head of 
the transportation section of the American Petroleum Institute, 
asked that a test for calculating the outage that should be al- 
lowed in tank cars carrying gasoline should not be incorporated 
in the rules until the petroleum institute had completed its ex- 
periments providing a suitable test for calculating the vapor 
tension under different temperatures. He said the question of 
outage, or space to be left vacant in a tank car so as to assure 
safe transportation of gasoline, is so intimately related to the 
question of vapor tension that the two things should go together. 

At present the table to be used in calculating outage is mere- 
ly advisory. Gormly said the man at the loading rack cannot use 
it and so little is known on the subject that no one can say 
whether the space to be left vacant really assures adequate pro- 
vision for safety or whether the outage is grossly wasteful. 

Inasmuch as the search for an adequate vapor tension test 
cannot be completed before the passage of one or two winier 
months, he suggested that the table be left as advisory and not 
obligatory. Colonel Dunn said that that would be a step back- 
ward. He suggested that inasmuch as the Commission has power 
to change a rule on short notice, no harm could be done by in- 
cluding the table for calculating outage in the rule instead of 
leaving it stand as an advisory footnote. 


SEASONAL COAL RATES 


The Trafic World Washington Bureau 


Immediate passage of the seasonal coal rate bill was urged 
in the Senate, June 20, by Senator Frelinghuysen. He said 
seasonal reductions in rates would stimulate the movement of 
coal. Freight rates are sky high, he declared, and unless some- 
thing is done to stimulate buying, panic prices may follow with 
overtaxed transportation facilities. The bill was to be taken 
up again June 21 along with the Frelinghuysen coal stabiliza- 
tion bill. 

The Frelinghuysen seasonal coal rate bill was not taken up 
in the Senate June 21, as had been planned, because of debate 
on the Irish question, but consideration of it and the Frelinghuy- 
sen coal stabilization bill was resumed June 22, on which date 
Senator Frelinghuysen spoke at length on the coal situation. 

The senator explained that the rate bill provided for amend- 
ment of the interstate commerce act, so that the Commission 
would have the power to make reductions in rates on coal dur- 
ing the summer months and corresponding increases during the 
winter months, on its own initiative or after a hearing, as a 
means of inducing production and distribution of coal when the 
mines, labor and cars are idle. He said the bill had the 
approval of the Commission. 

Senator Frelinghuysen resumed discussion of the seasonal 
coal rate bill in the Senate June 23. He had hung up on the 
walls of the chamber many charts showing the production and 
distribution of coal in different periods throughout the year. 
The senator submitted a great deal of data about the coal in- 
dustry in general. He also submitted numerous letters he had 
received in 1920, when the hearings on the seasonal coal rate bill 
were held, favoring such legislation. 

The American Wholesale Coal Association and the National 
Coal Association have waged a campaign of opposition to the 
coal stabilization bill on the ground that enactment thereof 
would constitute an unjust encroachment by the government 
on private enterprise. Under the bill the Secretary of Com- 
merce would have the authority to procure facts as to produc- 
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tion, distribution and transportation of coal, and to make a 
complete study of the storage of coal, statutory zoning, and the 


advisability of a central purchasing agency for government coal.. 


La Follette Proposes Amendments 


Senator La Follette, June 23, offered amendments to the 
bill to eliminate from the transportation act the provisions direct- 
ing the Commission to prescribe a level of rates to yield a net 
return of 5% or 6 per cent, and to take from the Commission 
the authority to prescribe intrastate rates. The amendments 
would also reserve to the states regulatory control over car 
service. La Follette, Capper and several other senators who have 
attacked the transportation act, will make an effort to put 
through the amendments as part of the coal measure. In view 
of the fact that the proposed amendments have not been con- 
sidered by the interstate commerce committee, however, their 
passage is not regarded as probable. 


COAL PRODUCTION REPORT 


The Trafic World Washington Burcan 


“Production of soft coal remains practically stationary at 
around 8,000,000 tons per week,” the Geological Survey said in 
its report under date of June 18. “Indeed the output in the 
week ended June 11 fell slightly below the 8,000,000-ton mark, 
for the total (including lignite) is estimated at only 7,945,000 
tons. Compared with the 8,166,000 tons produced in the latest 
full-time week (May 23-28), this was a decrease of 221,000 tons. 
The week immediately preceding (May 30-June 4) had been in- 
terrupted by Memorial Day. 

“From the following statement of cars loaded daily it will 
be seen that loadings fell off on Saturday more sharply than 
usual: June 6, 26,540; June 7, 26,983; June 8, 26,776; June 9, 
25,301; June 10, 25,962; June 11, 17,686. 

“Preliminary reports indicate that loadings on the first two 
days of the week (June 13-18) were 26,353 and 26,425 cars, re- 
spectively. The total for the two days—52,778 cars—suggests 
no marked change in the weekly rate of production. 

“The all-rail movement to New England increased slightly 
during the second week in May. Total shipment through the 
six rail gateways over the Hudson were 6,173 cars, made up of 
3,030 cars of anthracite and 3,143 cars of soft coal. 


“The exportation of soft coal from Hampton Roads increased 
during the week ended June 11. Reports from the three coal 
exchanges at that port show that 359,585 net tons were dumped 
for export and 123,332 net tons for foreign bunker. The total, 
482,917 tons, was an increase over the preceding week of 62,006 
tons. Dumpings for foreign account were at a rate well in 
excess of the average during October, 1920, when the foreign 
movement was at its height. 


“The movement of soft coal from the lower lake ports in- 
creased somewhat during the week ended June 12. Reports from 
the Ore and Coal Exchange show that 1,033,684 tons of cargo 
coal and 28,793 tons of vessel fuel were dumped, a total of 1,062- 
477 tons against 1,013,449 tons in the week preceding. Cumu- 
lative dumpings for the season to date amount to 6,903,274 
tons, an increase over 1920 of 175 per cent, and but 104,719 tons 
less than in 1919.” 


PURCHASING AGENCY FOR SHORT LINE ROADS 


Acting under authority granted by the association at its re- 
cent annual meeting, the American Short Line Railroad Associa- 
tion has established a purchasing agency at Washington for 
member roads that desire to avail themselves of the service. 
James W. Cain has been appointed manager of the agency. He 
formerly was a member of the firm of Cain-Smith & Co., of 
Houston, Tex., consulting engineers. The association hopes to 
promote economies in the purchase of equipment and supplies 
through the agency. 





MONONGAHELA RAILWAY BONDS 


Authority to issue not exceeding $1,300,000 of its 6 per cent 
first and refunding mortgage bonds is requested by the Monon- 
gahela Railway Company in a petition filed with the Commis- 
sion. The company proposes to pledge the bonds for a loan 
of $1,000,000 from the government. 


MISSOURI PACIFIC BONDS 


The Missouri Pacific has applied to the Commission for au- 
thority to issue and sell, or pledge and repledge, $5,501,500 of 
its first and refunding mortgage 6 per cent gold bonds. The 
company asks for an order permitting the sale of the bonds, or 
any of them, at not less than 90 per cent of their principal 
amount, and the pledge and repledge of the bonds or any part 
of them at not less than 75 per cent of their principal amount 
for notes. The bonds are now in the company’s treasury, hav- 
ing been issued under date of February 1, 1919, which was be 
fore the effective date of the Commission’s jurisdiction over the 
issuance of securities. 
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' Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 

lems. We do not desire to take the place of the traffic man but to 
elp him in his work. Persons desiring immediate answer by mail or 
wire or a more elaborate treatment of any question—by the citation of 
authorities in a legal opinion, for instance—may obtain this kind of 
private service by the payment of a reasonable fee. The right is re- 
served to refuse to answer in this department any question, legal or 
traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. 
Address Questions and Answers Department, 

Traffic Service Corporation, Colorado Building, Washington, D. C. 





+ . 
Routing—Carrier Liab!e for Misrouting in Nct Forwarding by 
Cheapest Available Route. 


Pennsylvania.—Question: We recently made a shipment 
from New York to Montreal which we routed on the bill of 
lading via New York Central Lines, Grand Trunk Railway de- 
livery. The minimum rate applies via New York Central Lines, 


care of Grand Trunk at Huntingdon, Quebec. However, the 


New York Central did not give the car to the Grand Trunk until 
it reached Montreal, with the result that we are now asked to 
pay a switching charge in addition to the freight rate. Advise 
if the routing we specified does not entitle us to the minimum 
rate. 

Answer: The carrier in the instant case is liable for mis- 
route in handling the shipment to destination via route which 
resulted in the assessment of a switching charge in addition 
to the line-haul rate, as the Commission has held that where 
terminal delivery only is shown in a bill of lading, it is the duty 
of the carriers to forward the shipment to the destination named 
by the cheapest available route affording the desired delivery. 
See American Woods Corporation vs. Southern Railway Co. et al., 
40 I. C. C. 63; Trexler Lumber Co. vs. Southern Railway Co., 
42 I. €. €.. F%. . 

Claims—Notice to Delivering Line Is Notice to Delivering Line 

Ohio.—Question: Your answer to “Ohio,” shown on page 
1164 of the May 28 issue of The Traffic World, has raised an- 
other question as follows: 


The statement made by you is that if suit is filed against 
the delivering line for loss occurring prior to receipt of ship- 
ment by such delivering line, the destination carrier would not 
be liable.- However, you also state that under the Carmack 
amendment, notice to one of several connecting carriers is notice 
to all, and that the initial carrier is liable for loss or damage 
occurring on its connecting lines. We will, therefore, presume 
that a claim is filed against destination carrier, whose investi- 
gation discloses the responsibility rests with an intermediate 
line, therefore, the destination carrier refused claim, after the 
six months’ limitation has expired. Under these circumstances 
would it not be possible to file suit against the initial line, basing 
same on authority that the initial line was properly notified 
(within six months) by the filing of claim against destination 
carrier? 

Answer: As to interstate shipments, the courts have held 
that notice to one of several connecting carriers is notice to all, 
under the Carmack amendment, each being an agent for the 
other. Overton vs. C. R. I. & P. Railway, 160 S. W. 111; Gulf, 
etc., R. Co. vs. Bogy, 178 S. W. 577; Olson vs. R. Co., 250 Fed. 
372. Under these decisions, suit may be filed against the initial 
carrier in the instant case, the initial line having, in law, re- 
ceived notice of the claim by reason of such notice having been 
filed with the destination line within the period of time pre- 
scribed in the bill of lading. 


Interest on Loss and Damage Claims 


Massachusetts.—Question: Inasmuch as we understand in- 
terstate carriers are adjusting claims upon the basis of the 
McCaull-Dinsmore decision setting measure of damages collect- 
ible by claimants, we recently charged interest from time at 
which goods should reasonably have been delivered, until time 
they were actually delivered. The carrier interested informs 
us that it is only when claimant enters suit against the carrier, 
and the court orders interest paid in awarding damages, that 
such interest is paid by carriers. We believe the McCaull-Dins- 
more decision clearly provides for the payment of interest on the 
basis above mentioned, and therefore do not understand why it 
should be necessary to go to court, to enforce what the Supreme 
Court has already approved of, and what the carriers are sup- 
bosed to be following out in adjusting claims. 

__, Answer: While it is true that in the McCaull-Dinsmore case 

interest was allowed by the court as an element of damage, 

inasmuch as there is no statutory provision which requires a 

carrier to pay interest on loss and damage claims, we know of 

no way in which the shipper can collect interest from the carrier 

- = settlement of a claim for loss or damage except by suit 
erefor. 
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Claims—Notice of 


New York.—Question: Shipment forwarded from Buffalo, 
N. Y., February 24, 1917, consigned to order of this company, 
Youngstown, O., was erroneously forwarded by the carrier to 
Akron, O., and their billing subsequently corrected, reforwarded 
from Akron to Youngstown, the proper destination. 

Claim was not filed until February 4, 1918, practically one 
year later, but we did trace this shipment (declaring our inten- 
tion of filing claim) on January 5, 1918, which was only six 
months and fifteen days after the carrier issued correction to 
their billing, which was effected June 21, 1917. 

We believe that the clause in the bill of lading reading in 
part as follows: “provided that if the loss, damage or injury 
is due to delay or damage by being loaded or unloaded, or dam- 
aged in transit by carelessness or negligence, then no notice 
of claims or filing of claims shall be required as a condition 
precedent to recover” would relieve claimants from the six 
months’ statute, and permit the carrier to pay same. Will ap- 
preciate having you give us the benefit of your understanding 
and, if you can locate any court rulings covering, will appreciate 
having you furnish same. 

Answer: In the only case in the federal courts which we 
are able to locate, in which this provision of the bill of lading 
has been construed, it was held, in effect, that it relieves a ship- 
per from giving notice or filing claim for damages resulting 
from the carrier’s negligence, including delay in transit, but that 
a claimant must prove negligence on the part of the carrier. 
See Hailey et al. vs. O. S. L., 253 Fed. 569. 


Liability of Carrier for Loss and Damage 


Florida.—Question: We have a railroad claim which has 
been refused payment under the following circumstances: The 
shipment was made to us all-rail during the summer time; the 
goods came in badly heated condition. We reduced the claim 
to the very lowest figure, which made it very small for the rail- 
road, by salvage work. They now refuse payment, claiming the 
loss was due to an act of God. We opposed this, pointing out 
that the loss was not occasioned by any act of the Creator, but 
because the goods were a long time in transit in a hot and un- 
ventilated car. Question is, can we compel payment? 

Answer: The general rule as to a common carrier’s lia- 
bility with reference to the goods in his possession as carrier, is 
that he is liable for the loss or destruction of or injury to such 
goods, not occasioned by the act of God, the public enemy, the 
carelessness or negligence of the shipper or the inherent natur? 
of the goods. This liability extends to goods unreasonably de- 
layed in transit, but the unreasonable delay must be the proxi- 
mate cause of the loss or injury, and if the loss or injury would 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements ars as follows: First insertion, $1.60 pei 
Hine: minimum charge, $3.00; succeeding insertions, per line, 50c; 10 
words to the line; numbers and abbreviations counted as words; 
8 point type; payable in advance. Answers to keyed advertisements 
oe rded free and all correspondence held in strict confidence. 
TRAFFIC WORLD, 418 South Market Street, Chicago, Ill. 











TRAFFIC MANAGERS WANTED—A national iraffie organization 
will open offices in St. Paul, Denver, Memphis, Buffalo, Detroit, 
Louisville, Omaha. State age and experience. Mr. Goelz, 401 Clinton 
Bldg., Columbus, Ohio. 


SITUATION WANTED—Young American veteran desires position 
as traffic man. Five years’ transit grain and general traffic experi- 
ence. Familiar rates, claims of all classes. La Salle Graduate. Age 
twenty-six; married. Address ‘‘M. W. L.,’’ Traffic World, Chicago. 


POSITION WANTED—Present freight rate maladjustment, com- 
plexity of tariffs, claims, etc., unquestionably require attention thor- 
oughly experienced traffic man. One meeting all requirements wishes 
to make connettion where efforts resulting advantageously to em- 
ployer will receive substantial recognition. Specialty, Southern terri- 
tory. ‘“Asset.’’ care Traffic World, Chicago. 


POSITION WANTED—Traffie executive holding important rail- 
way position qualified as examiner Interstate Commerce Commission 
seeks Mend field. Address R. E. E. 301, care Traffic World, Chi- 
cago, Iii. 

















FOR SALE—Several carloads of first-class No. 1 oak, 6x8-8 feet, 
railroad crossties for immediate shipment. L. E. Pearson, Edwards- 
burg, Mich. 
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have occurred notwithstanding the goods had been shipped in 
a reasonable time, the carrier is not liable. . 

In the instant case you may not secure a voluntary settle- 
ment, but if suit is brought and proof is made that the goods 
were delivered in good condition to the carrier and received 
in bad condition, the burden is then on the carrier to show that 
the loss occurred from one of the causes referred to above ex- 
cepting it from liability. If, on the other hand, the carrier 
proves that the loss was due to one of these causes and not to 
the delay in transit, then no recovery can be had. 


Tax on Storage 


Texas.—Question: Please quote Internal Revenue Depart- 
ment’s latest ruling on collection of war tax on storage charges. 
Also, will you advise, or, rather, explain, if war tax should or 
should not be collected on storage charges accruing at final 
destination, at which place delivery is accepted? 

_Answer: Under the provisions of article 51 of Treasury 
Decision 3096, amounts paid for storage, if a part of transporta- 
tion, are subject to tax. Under this decision storage by or in 
behalf of a carrier furnished to a shipper on receipt of his goods 
for shipment, or storage by or in behalf of the carrier at des- 
tination before delivery the owner, whether in transit, ware- 
house or otherwise, is a part of transportation and subject to tax. 

However, as the decision further provides that where the 
consignee has been notified of the arrival of a shipment at des- 
tination and fails to remove it within a reasonable time after 
such notification, the transportation is considered as having been 
ended after such a reasonable time, and charges for storage 
thereafter are not subject to tax, it appears that, for the reason 
that until notice of arrival has been given and free time has 
expired, storage at destination does not accrue, shipments await- 
ing delivery to consignee are not subject to the tax. 

Household Goods—Measure of Damages for Injury Thereto 

Illinois —Question: Would thank you to give us reference 
to any court decision establishing precedent on claims covering 
depreciation in the value of household goods damaged in transit 
by the carriers. What we mean is this: Supposing a consign- 
ment of household goods was damaged in transit, the damage 
being of such a nature as to not totally destroy its use, and the 
carriers arrange to have the necessary repairs made. 

Of course, by reason of the damage, the furniture even 
though repaired, depreciates in value in that it is not worth 
as much for resale as it was prior to the damage. The question 
is, is carrier liable in a case of this kind for the cost of having 
the necessary repairs made, plus a reasonable amount of dam- 
age account of depreciation? Would like to have you give us 
your opinion or cite us to any court decision that you may have 
on the subject. 


Answer: Where household goods in use are injured in 
transportation, the measure of damages is the difference in their 
value to the owner just prior and subsequent to the injury, and 
not their market value. A. T. & S. F. vs. Smythe, 119 S. W. 
892; Benedict vs. C. R. I. & P., 91 S. W. 811, and Express Co. 
vs. Williams, 71 S. W. 314. 

While it is not stated in the above referred to cases that 
repairs were made to the goods by the carriers, this should 
not affect the measure of damages, unless the value of the goods 
as repaired is the same as when they were delivered to the car- 
rier for transportation. 


Application of Rate 


Oregon.—Question: We are inclosing herewith a wrapper 
which we have, for some time past, been shipping and receiving 
as wrapping paper printed. 

On July 15, 1920, we received from a company, shipped via 
Pennsylvania, C. M. & S. P. & S., five cases paper labels, 1,400 
pounds, rate $3.12, freight charges $43.75, war tax $1.31, mak- 
ing the total charge $45.06. 

On February 22 we placed a claim against the delivery car- 
rier for an overcharge of $4.11, contending thaf wrappers, as 
per the inclosed, should be shipped as wrapping paper, printed, 
and therefore should enjoy a rate of $2.84 instead of $3.12%, as 
billed, as per tariff, 4-P, page 270, item 2615. 

Carrier has returned our papers, advising that no over- 
charge exists on the claim in question and respectfully declined 
same, stating that Mr. R. H. Countiss has ruled that soda cracker 
wrappers are properly ratable as paper printed matter, n. o. s., 
as per tariff 4-P, item 2615. Kindly furnish us with your opinion 
and rulings. 

Answer: In applying the rate applicable on printed wrap- 
ping paper to paper labels to be used on cans containing con- 
densed milk the Commission, in Pacific Creamery Co. vs. Sou 
Pac. Co. et al., 26 I. C. C., at page 580, said: “For future defend- 
ants will be required to maintain and apply to the transporta- 
tion of paper labels from New York to creamery a rate not in 
excess of the rate contemporaneously maintained for the trans- 
portation of paper wrappers or printed wrapping paper, such as 
are now rated second class under the provisions of the Western 
Classification.” Since item 2615 of R. H. Countiss I. C. C. 1068 
places no limitation upon the size of the paper or the use to 
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which it should be put, we see no reason why it should not 
apply to the printed wrapper, sample of which you furnished us. 


Shipper’s Load and Count 


California.—Question: As a constant reader of your publi- 
cation I have followed with great interest your answers as to 
the liability of carriers for loss or damage in connection with 
carload shipments that are loaded and unloaded at point of 
origin and destination by consignee and consignor for which 
the rail carrier receipted to consignor for his shipment with 
the stipulation “shipper’s load and count.” 

Antedating any remarks that may follow, the writer is in- 
terested in so far as the carrier’s position is concerned, for 
when you view their side of the matter do you consider that 
the courts would look with disfavor upon the carrier’s claim 
that, shipments are loaded and counted by the shipper, with 
no knowledge of the contents by the carrier, and the car is 
received at destination with numbered seals intact (a seal that 
cannot be tampered with) with no showing whatever other than 
evidence on the part of the consignee or consignor in the shape 
of affidavits, that the carrier has failed to deliver an amount 
of merchandise, which amount he had no positive knowledge 
of in the first instance. 

Without entering into any arguments as to possible errors 
in shipper’s statements as to the weight of contents or the 
number of packages they have loaded and without any allega- 
tion as to the honesty of shippers in general, are affidavits con- 
clusive evidence? 

A shipper whose code of honor is not up to the general 
standard would certainly not balk at such a small matter as 
making an affidavit that he had loaded the contents as he de- 
scribed to the carrier. And, again, if you have the situation 
that the consignor did load the contents, as stated by him, which 
actually arrived at destination under clear seal record and the 
situation is reversed at receiving point, and again we have the 
affidavit, and after all is said and done the common carrier has 
nothing left to him but the holding of the bag for the payment of 
claims. 

Under all of the circumstances the writer cannot concur in 
your general interpretations in past issues of The Traffic World 
as to the validity of affidavits presented by shippers. Don’t 
you think that when destination carrier tenders to the consignee 
a car with an unbroken seal and the consignee has opportunity 
to verify the fact that the seal is unbroken that such evidence 
presented by the carrier should be more conclusive than an 
affidavit? 

I would thank you for a statement referring to specific cases 
where the situations outlined above were analogous and, if pos- 
sible, where the general decisions rendered by the courts were 
adverse to the carriers. 

Answer: An affidavit of a shipper that a certain amount 
was loaded in a car and that a lesser amount was received at 
destination is not conclusive of that fact and would have little 
probative force in a court, but neither is a clear seal record of 
a carrier conclusive evidence of the fact that the carrier has 
safely transported the amount of freight received. An affidavit 
has little probative force for the reason that it can be falsified 
and that no opportunity is afforded the other party to observe 
the demeanor of the party making it. On the other hand, inas- 
much as an employe of the carrier seals the car and the car 
could therefore be robbed after being loaded and before being 
sealed by the yard clerk, particularly if the car is not sealed 
until after the employes of the shipper have quit work for the 
day, the clear seal record of a carrier is not necessarily con- 
clusive. 

In a suit for loss to a shipment moving on a bill of lading 
containing a shipper’s load and count notation, the position of 
the carrier, if it can show a clear seal record, is probably better 
than that of a shipper, provided the car was sealed promptly 
after loading and there is no dispute as to the seal being perfect 
at the time car was delivered, even assuming, as we must, that 
it is impossible to pilfer a car without breaking the seal. There- 
fore, a carrier is perhaps really justified in declining a claim 
made on a shipper’s load and count record if the car seal record 
is, in fact, perfect. 

However, as the purpose of the shipper’s load and count 
notation is to save the carrier the expense of having a repre- 
sentative present at the time a car is loaded or unloaded and 
therefore if there is, in a given case, a possibility, or, rather, 4 
probability of the car having been pilfered prior to sealing, the 
shipper should be given the benefit of the doubt if he shows by 
proper evidence that the amount claimed was in fact loaded. 
The question is, what is proper evidence of that fact? An affi- 
davit is certainly not conclusive evidence of the fact. 

In the final analysis we have this situation: We have on 
the one hand what appears to be a clear seal record of the 
carrier, subject, however, to proof that there was no oppor: 
tunity for pilferage after the car was loaded or in transit and 
that car was, in fact, sealed at time of delivery, and, on the 
other hand, the affidavits of the shipper and consignee that 4 
certain amount was loaded and a lesser amount received, sub- 
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ject as they are to being based on an honest mistake or to 
direct falsification. 

Which of the two is to be given the most weight neces- 
sarily depends upon all the circumstances and conditions gov- 
erning the handling of the shipment, and, in case of dispute, a 
jury only can decide the question. 

Liability of Carrier for Loss of Oil from Tank Cars 


Kentucky.—Question: Last summer we had a total loss of 
crude oil from a tank car occurring while the car was in transit. 
The car was loaded and forwarded over two lines, no leakage 
becoming apparent until the car was received on the second 
road. We put in a claim to this road for the oil so lost. The 
road has rejected our claim on the grounds that they cannot 
be held responsible for defective valves on cars; that an in- 
spection of the valves on this car indicated no rough handling of 
the car. They claim that it is the duty of the shipper to see 
that the valves are in perfect condition before shipment. 

In this connection, however, please note that the car had 
gone over one road intact, and had been accepted by the road 
upon which the loss of oil occurred. We had already received 
from this road a letter admitting that loss occurred on their 
line and that claim would be honored upon presentation of proper 
papers. 

Claim was held up for several months, but we were never 
advised of the possibility of this rejection until recently. What 
we want to know is whether or not the fact that the road in 
question accepted the car is not sufficient reason for holding 
them responsible for the loss of the oil: Apparently no leakage 
occurred until the car had been received by the road to which 
claim was presented, and we cannot understand how they are 
able to hold that valves are not properly adjusted when car 
had traveled with no loss for a distance of three or four hundred 
miles. 

Answer: In the case of A. G. S. R. R. Co., vs. Morris & Co., 
249 Fed. 312, which covered a claim against the railroad for the 
loss of a carload of oil, due to a leak in the car which devel- 
oped after the receipt of the car by the carrier, it was held 
that unless the defect in the car was one which was not dis- 
coverable by reasonable inspection of the car, the carrier would 
not be liable for the loss of the oil, while in the case of the 
Ry. Co. vs. American Cotton Oil Co., 249 Fed. 308, it was held 
that a carrier is not liable for damages resulting from the fail- 
ure of the shipper’s employes to fasten the inside valve of the 
car. 

On page 311 of this case the court said: “If the defect in 
loading, or the defect in the car, had been apparent to the rail- 
road company at the time of the acceptance of the car, the rail- 
road company would doubtless be held responsible, notwith- 
standing the car had been chosen by the shipper and had been 
loaded by him. Even under such circumstances, to permit re- 
covery by the shipper would involve a questionable policy. 
While there is every reason for holding the railroad company 
to a very high degree of care in the exercise of their duties to 
the public, it can scarcely consist with public policy to encourage 
the furnishing by shippers of bad cars or bad containers of any 
kind, or defective loading by excusing them from the results 
of their negligence. No such question, however, arises in this 
case. The evidence would justify a finding to the effect that the 
damage resulting from the negligence of the shipper in the 
loading and that the negligence in the loading, whereby the 
valve was not properly seated in the gasket, could not have 
been ascertained by the railroad, except by unloading the car 
at the time when there was no apparent reason for unloading.” 

Whether or not in the instant case, the carrier would be 
held liable, in the light of the cases referred to above, depends 
upon the circumstances under which the loss occurred and the 
manner in which the car was handled. 


Action Against Carriers—Liability of Connecting Lines 


Texas.—-Question: “A” shipped a piano from New York to 
Cameron, Tex., under a through bill of lading. The piano was 
injured in Missouri by the carrier then in charge and was deliv- 
ered in its injured condition by the Gulf, Colorado & Santa Fe 
Railway Company at Cameron, Tex., but the Santa Fe Railway 
Company had nothing to do with the injury. 

Can the initial carrier, the intermediate carrier who occa- 
sioned the injury, and the delivering carrier be sued at the point 
of destination of the shipment? 

We have not found this point specifically determined, though 
it seems to have been recognized in the case of Georgia, Florida 
& Alabama Railway Company vs. Blish Milling Company, decided 
by the Supreme Court of the United States on May 8, 1916, and 
reported in Lawyers’ Edition of the Supreme Court, Vol. 60, 
page 948. In that case, Mr. Justice Hughes, speaking for the 
court, says: “But the provision in question is not to be con- 


strued in one way with respect to the initial carrier and in 
another with respect to the connecting or terminal carrier. As 
we have said, the latter takes the goods under the bill of lading 
issued by the initial carrier, and its obligations are measured 
by its terms.” 

In another part of said opinion it is said: 


“The statute casts 
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upon the initial carrier responsibility with respect to the entire 
transportation. The aim was to establish unity of responsi- 
bility * * *, and thé words of the statute are comprehen- 
sive enough to embrace responsibility for all losses resulting 
from any failure to discharge a carrier’s duty as to any part of 
the agreed transportation, which as defined in the federal act 
includes delivery.” 

It will be observed in the case referred to, that the shipment 
was an interstate one, but the suit was brought against the 
delivering carrier in the state court of Georgia, and the deliver. 
ing carrier was held liable though the injury to the property 
seems to have been done by an intermediate carrier, but it ap- 
pears that the court was of the opinion that the terminal carrier 
had made a misdelivery of the property, and it may be that the 
case turned on that point and that the delivering carrier was 
held liable, not on account of injury to the property, but for 
the misdelivery. 

The case in question seems to answer our inquiry in the 
affirmative, but it is not quite clear that it does so to such extent 
as it could be quoted as authority for that contention. -Kindly 
discuss the point in question and let us know if you have any 
knowledge of any authority to sue the terminal carrier in an 
interstate shipment where the terminal carrier has committed no 
wrong. 

Answer: Under the Carmack amendment, whenever an ini- 
tial carrier accepts goods for shipment to a point on another 
line in another state, it is conclusively treated as having made 
a through contract of shipment and will be liable for any loss 
or injury occurring on any connecting line over which the ship- 
ment may pass, as well as for loss or injury occurring on its 
own line. 

The Carmack amendment exclusively controls the liability 
of a receiving carrier for damages to property in cases to which 
it applies and covers the whole subject matter. Although the 
Carmack amendment renders the initial carrier liable for loss 
or injury to an interstate shipment which it has accepted for 
transportation, regardless of whether the loss or injury occurred 
on its line or that of any connecting carrier over which the 
shipment is transported, such statute does not have the effect 
of abrogating the liability of an intermediate or terminal car- 
rier to an action to recover for loss or injury occurring on its 
line.—Georgia, etc., R. Co. vs. Blish Milling Co., 241 U. S. 190; 
A. T. & S. F. R. Co. vs. Boyce, 171 S. W. 1094. 

Any damages occurring on a connecting carrier’s line may, 
notwithstanding the Carmack amendment, be recovered in an 
action brought directly against the carrier causing the injury, 
or against such carrier and the initial carrier jointly. St. L. S. 
W. R. Co. vs. Ray, 127 S. W. 281 (Tex.); Otrich vs. St. Louis, 
etc., R. Co., 184 S. W. 665 (Mo.); Borax Co vs. Nav. Co., 178 
N. Y. S. 182, and R. Co. vs. Ward, 244 U. S 383. 

Causes of action based on the Carmack amendment are cog- 
nizable to the state courts. 

Venue in actions against one or more connecting carriers 
for loss of or injury to goods or delay in delivery is a matter of 
statutory regulation. 


Recital in Bill of Lading as to Condition of Goods—Effect 
Thereof 

Ohio.— Question: Goods were shipped to a consignee and 
the date appearing on the bill of lading was one day previous 
to the date shown on the originating agent’s stamp. In other 
words, the shipment was billed out by shipping clerk dated the 
first, but the goods were taken to the transportation company 
and stamped by the agent as received on the second, which 
often occurs on account of our being unable to deliver goods 
to the transportation company the day billing was made. 

In this instance, it appears that the goods arrived at their 
destination and were delivered to the consignee, but after they 
had been signed for at the freight house and taken to the con- 
signee’s place of business, and package opened, a loss was dis- 
covered. A claim was then filed and the necessary precaution 
taken by calling inspector. The claim agent now contends that 
he is not liable, inasmuch as the bill of lading at the originating 
point is dated one day previous to that of the agent’s stamp, and 
the goods were in the drayman’s hands one day. 

My contentions are that the date of the bill of lading by 
the shipper has nothing to do whatsoever with the agent’s stamp 
which is one day later. When the agent received the shipment 
he stamped it as being in good order and in its entirety. 

Answer: In issuing bills of lading prior to the receipt by 
it of the goods covered thereby a carrier is violating the inter- 
state commerce act. 

However, the fact that the goods represented by the bill of 
lading in question were not in fact delivered to the carrier on 
the date the bill of lading was issued is not in and of itself a 
good defense on the part of the carrier for loss of or injury to 
the goods. 

The plaintiff has, of course, in general, the burden of proving 
the essential elements of his cause of action, required to be 
set out in his complaint, by a preponderance of evidence, but 
a prima facie case of liability is made out and the carrier is 
then called on to prove that the damage did not arise from its 


2 















ea a a a 








ind 
us 
her 
the 
ny 
ich 
ods 


eir 
hey 
on- 
dis- 
ion 
hat 
ing 
and 


by 
mp 
ent 


by 
ter- 


1 of 

on 
lf a 
y to 


ying 
, be 
but 
r is 
. its 














June 25, 1921 























THE TRAFFIC WORLD 


PORT OF NEW ORLEANS, U.S. A. 


GENERAL STORAGE, DISTRIBUTING, RECONSIGNING 


Forwarding Department for handling EXPORT & IMPORT Shipments 
Traffic Department to Co-operate in Freight Distribution 


South Peters, Thalia, South Front and Erato Streets 


Do Decreased Freight Shipping Costs Interest You? 


Then watch for our half page announcement next week, or—if you can’t wait—apply to 


TRANS-CONTINENTAL FREIGHT COMPANY 


Export and Domestic Freight Forwarders 







For “SERVICE” write or wire 


APPALACHIAN CORPORATION (Inc. of Louisiana) 


LOUIS B. MAGID, President 





General Offices: 203 Dearborn St., Chicago Eastern Offices: Woolworth Bldg., New York 


Old South Bldg., Boston Drexel Bldg., Philadelphia Hi 


ppodrom: 
Ellicott Square, Buffalo Union Trust Bldg., Cincinnati Monadnock Bldg.,San Francisco Alaska Bldg., Seattle 


THREE STAR LINE 


(Sté. les Affréteurs Réunis) 


REGULAR FREIGHT SERVICE 
BETWEEN 
NEW YORK—PHILADELPHIA 
AND 
Casablanca, Cadiz, Tangiers, Ceuta, Gibraltar, 
Algiers, Barcelona, Marseilles, Genoa, Leghorn. 
Through Bs/L for all ports of Spain, Morocco, Algéria, 
Tunisia, Cette, Nice and Near East 


General Offices: 23 Bridge Street, New York 


Chicago Agent: M. E. Kienappel, 142 So. Clark St. 
Philadelphia Agent: Earn Line, Bullitt Buildin, 








| File Your TARIFFS Vertically 


—and use the “V-Spread” for quick reference 


In AUTOMATIC “V-Expanding” Tariff Files, papers are 
| easily arranged and readily referred to or removed, with 
| the “V-Spread” left open for quick replacement—no wasted 

Filing Space. Every drawer filled to capacity, running 

on progressive ten-roller steel extension slides, operates 

easier than the empty ordinary file. 


The 9-inch Automatically expanded filing space adds 25% 
to ordinary capacity and facilitates far greater efficiency 
and accurate speed in filing and finding. Title pages may 
be read without removing tariffs or supplements from the 


file. 
30 DAYS’ TRIAL 


at our risk of all expense. 


SEND FOR COMPLETE 
NO. 22T CATALOG 
and SPECIAL TARIFF 
FOLDER, 

describing this important 
improvement in Tariff 
Filing—together with the 
COMPLETE AUTO- 
MATIC LINE of Cabi- 
nets, Utility Desks, Desk- 
Files and Systems show- 
ing many _ guaranteed 
superior improvements not 
to be found in any other. 


WOOD-STEEL 
CONSTRUCTION 


Quartered Oak or Ma- 
hogany exteriors of the 
finest quality and finish, 
waterproof glued— all 
drawers, slides and run- 
ners of the best furniture 
steel, enameled—a con- 
struction that will with- 
stand the _ severest eli- 
matic conditions every- 
where without sacrificing 
natural, permanent beau- 
ty in keeping with other 
surroundings in today’s 
successful offices. 


AUTOMATIC_FILE & INDEX CO. ~ 
145-245 E, 10th St., Green Bay, Wis. FILES 








e Bldg., Cleveland Van Nuys Bidg., Los Angeles 13th and Kearney Sts., Portland Ore. 


Write the Nearest Office 


sTEAMERS NEW ORLEANS—EUROPE 


Corunna, Plymouth, Bologne S/M 
and Amsterdam via Vera Cruz and 
Havana 
Sailing from New Orleans 


S. S. Zeelandia July 10th 
S. S. Hollandia August 5th 
S. S. Frisia June 23rd 


First, second and third class 
Sailings every three weeks there- 


after. Sailings subject to change 
without notice. 


For further particulars apply to 
THE STEELE STEAMSHIP 
LINE, INC., Agents, 

630 Common Street, New Orleans, La. 


Be a Certified 


Traffic Manager 


Learn By This 
New Quick Method 





/. \ 
Salary $2,500 to $10,000 


A Year and More 


Get into this new big pay field now! The traffic director of a Detroit 
concern earns $19,500 a year—a Cleveland traffic man receives $24,000. 
Of course every man cannot equal these brilliant successes, but number- 
less traffic positions pay from $2,500 to $10,000 a year. The work is 
fascinating and intensely interesting and the rewards are big. Thou- 
sands of men are needed now. Why don’t you qualify for one of these 
big pay jobs? 


Learn in Spare Time 


You can quickly master the secrets of traffic management through 
our simple method of spare time study. The American Commerce Asso- 
ciation staff of experts can qualify you for a good traffic job in an 
amazingly short time. You don’t need to take a momient’s time from 
your present work—and after you have qualified we assist you to secure 


. & well-paid position. 


Write for Free Illustrated Booklet 


Let us send you this free illustrated book on traffic management and 
traffic opportunities. Find out what we have done for hundreds of suc- 
cessful members and what they say of the A. C. A. Learn how we can 
help you to a lasting success and a position of prestige and importance. 
Don’t delay! Send us a postal today! Address 


AMERICAN COMMERCE ASSOCIATION 


Dept. 26-D 4043 Drexel Blvd., Chicago, IIl. 





1369 








1370 THE TRAFFIC WORLD 


negligence—upon proof by the shipper of delivery to the carrier 
in good condition and delivery by the carrier in a damaged con- 
dition—and, where the bill of lading recites that the goods were 
received in apparent good condition the burden of proof is on 
the carrier to show that they were not in good condition when 
received. 


Liability of Telegraph Company for Negligence in the Transmis- 
sion or Delivery of Message 


New York.—Question: Due to the change of the word “Net- 
tle” to “Metal” by the Western Union Telegraph Company in 
a telegram which we sent to our foundry, the incorrect size of 
castings were forwarded to our customer. 

The above error necessitated a second shipment; our cus- 
tomer, of course, returned the first shipment, and we were 
obliged to allow the customer for transportation charges both 
ways on the first shipment. Claim was filed with the telegraph 
company two months and nine days after date of first shipment 
for the amount of transportation charges which we had credited 
to our customer’s account because of this error on the part of 
the telegraph company. 

We are advised by the telegraph company that they are not 
liable for a greater amount than $1.18, which is the amount paid 
by us to the telegraph company for the transmission of the 
telegram in which the error occurred, stating that in no event 
will the telegraph company be liable for damages when claim 
is not presented in writing within sixty days from date of the 
telegram. Kindly advise as to what the liability of the telegraph 
company is in connection with errors in transmitting telegrams. 
Also kindly advise the time limit for filing claims with telegraph 
companies. Is the telegraph company’s liability in incorrectly 
transmitting day and night letters the same as it is in incor- 
rectly transmitting straight day, or full rate telegrams? 

Answer: Under Dockets 8917 and 11524, 61 I. C. C. 541, the 
Commission investigated the rules of the telegraph companies 
limiting their liability for negligence in the transmission or de- 
livery or for non-delivery of unrepeated and repeated interstate 
messages and prescribed reasonable rules for the future. 

Under the rules prescribed by the Commission the liability 
of the telegraph companies for errors or delays in the trans- 
mission or delivery or for non-delivery of unrepeated messages 
is the actual loss sustained, but not to exceed $500; for errors 
or delays in the transmission or delivery or for non-delivery of 
messages received for transmission at the repeated message 
rate, the telegraph companies are liable for the actual loss sus- 
tained, but not to exceed $5,000; for errors or delays in the trans- 
mission of valued messages the measure of recovery is the 
amount declared by the sender as the value of the message. 

Under the rules which were found unreasonable in the Com- 
mission’s opinion in the case referred to above, the amount of 
recovery for error or delay in the transmission of an unrepeated 
message is the amount received for transmission of the message, 
for error or delay in the transmission of a repeated message, 
50 times the rate paid, with a maximum of $50, and for error 
in the transmission or delay in delivery of a valued message, 
the amount declared as the value thereof. 

No distinction is made in the liability of the carrier for 
errors in the transmission or delay in the delivery of day or 
night letters as compared with straight telegrams. One of the 
conditions or terms under which messages are accepted by the 
telegraph companies is that claims for damage or statutory pen- 
alties must be presented within sixty days after the message is 
filed with the company for transmission. 

It is generally held that a rule of a telegraph company 
printed on its message blanks to the effect that the company 
will not be liable for damages in any case where the claim is 
not presented in writing within a certain time after the message 
is filed for transmission or after the transmission of the message 
is valid and binding where the time fixed is reasonable. 


Stoppage in Transit 


Virginia —Question: A car of material is sold to A, who 
requests said material shipped to B. The material starts to B 
under a straight bill of lading which we indorse to A, who 
takes said bill of lading to a bank and there secures funds 
thereon by way of advancement. Before material gets to B it 
is learned that A is insolvent. The material is successfully 
stopped by the carrier, upon shipper’s request, before arriving 
at B’s destination, but it is claimed that the shipper had no right 
to stoppage in transit, as A had realized on the material from 
the bank. As A was insolvent and in fact owed the shipper 
for the material, did not said shipper have the right to withhold 
delivery of the material from B and did not the bank err in 
advancing funds on this material? The fact seems clear that 
if shipment had been made to A and not to B the right of stop- 
page in transit would not have been questioned. Material has 
been used, we understand, by B. Have we any redress? 

Answer: While there is some authority to the contrary, the 
courts have in general held that where the vendee of goods, 
though insolvent, has indorsed the bill of lading to a third party, 
who in good faith and without knowledge of the insolvency of 
the vendee, or of the stoppage, advances money thereon, the 
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consignor’s right of stoppage in transit is defeated. See New- 
hall vs. Central Pac. R. R. Co., 21 Am. Rep. 713; First National 
Bank of Denver vs. Schmidt et al., 40 Pac. 479; Mo. Pac. Ry. Co. 
vs. Heidenheimer, 17 S. W. 608, and Loeb vs. Peters, 35 Am. 
Rep. 17. 

Misrouting of Shipment Account of Embargo 


Virginia.—Question: We are receivers of a large tonnage 
of leather scrap far fertilizer purposes which is shipped from 
various points in New England on the lines of the Boston & 
Maine and New Haven railroads, all tonnage being shipped to 
this company at Norfolk. 

During the spring and summer of 1920 the New Haven Rail- 
road was embargoed at various times which prohibited the move- 
ment of this material over their line. In view of these restric- 
tions a large number of cars were accepted and bills of lading 
were issued and no indorsements made thereon relative to these 
embargo restrictions. Instead of forwarding the cars over the 
normal route they were moved via the D. & H. Co. at a higher 
rate. It is our contention that the failure of carriers to indorse 
the bills of lading places them in a position where they must 
assume responsibility for misrouting and accept claims based 
on a cheaper rate by the New Haven. 

Answer: The Commission has held that the agent should, 
before executing the bill of lading, first call the shipper’s atten- 
tion to the existing embargo and obtain further routing instruc- 
tions before forwarding the shipment, and, failing to do so, the 
carrier is liable for misroute in forwaring the shipment via a 
route over which a higher rate applies than that applicable via 
the route over which the embargo exists. See Graham County 
Lumber Co. vs. Southern Ry. Co. et al., 50 I. C. C. 231. 

Demurrage—Cars Held for Reconsignment 

Oklahoma.—Question: In May, 1920, we billed car of flour 
to Chicago. Car in question arrived at Burr Oak Station; we 
were notified on May 3, reconsigning instructions were placed 
with our local agent May 6; they allow the 4th free time, 5th 
and 6th charged at $2 per day, or a total of demurrage $4. 

Let us have your opinion as to whether or not they should 
have held this car at Burr Oak or delivered it to Chicago, as it 
was billed. 

Answer: The demurrage rules provide for the allowance of 
24 hours’ (one day) free time, when cars are held for reconsign- 
ment, diversion or reshipment. If the car was properly billed to 
final destination we do not see why it was necessary to have 
reconsigned the shipment. If, however, a reconsignment was 
actually made, the proper charges have been assessed. 

Interest on Shipment Delayed in Transit 

Oklahoma.—Question: On May 6, 1920, we made shipment 
of car of flour to Philadelphia, Pa., and drew arrival draft with 
shipper’s order bill of lading attached. This car was delivered 
by the C. R. I. & P. to the Illinois Central R. R. at Memphis, 
May 6, 1920, to the B. & O. R. R. by the Illinois Central R. R., 
June 8, 1920, at Chicago and to the P. R. R. at Martinsburg, 
W. Va., by the B. & O. R. R. on July 6, 1920. 

We have a letter from the P. R. R. at Philadelphia stating 
that the car was in their yards August 6, 1920, but that they 
were short a record of its arrival. 

The car was delivered to the consignee on September 7, 
1920. We allowed thirty-seven days for shipment to move to 
destination and the remaining ninety days we filed claim for 
interest at 6 per cent on our draft, which we had to pay, and 
the delivering road has declined this. Please give us your opin- 
ion as to whether this is a just item or not. 

Answer: While we do not locate any ease in which the 
shipper has been allowed interest on a shipment delayed in 
transit because of having had to pay the draft on such shipment, 
the general rule is that a shipper is entitled to interest on the 
value of the shipment during the time of the unreasonable 
delay. 

Misrouting of Shipment Account of Embargo 


Virginia.—Question: We would like very much to secure 
your views on what is considered to be the date of removal 
of certain embargoes. On June 25, 1920, shipment was offered 
the Maine Central Railroad Company at Portland, Me., for move- 
ment to Norfolk. Shippers were advised by the railroad agent 
that there was an embargo on the New Haven Railroad, an in- 
termediate carrier, which restricted the movement of this traffic 
over the normal route, and in accordance with this information 
the railroad was authorized to forward the car via another route 
which carried a much higher freight rate. We have developed 
the fact that the embargo on the New Haven Railroad was re 
moved on the date this car was offered for shipment and it 
actually could have moved via the normal route. May we ask if, 
in your opinion, carrier can be held responsible for this mis 
routing? 

Answer: Where a shipper authorizes a carrier to forward 
a shipment via a higher rated route because of the existence 
of an embargo over the route via which the lowest rate applies, 
a earrier is not liable for misroute. 

If, however, the shipper is erroneously informed by the car 
rier’s agent that an embargo exists over the lower rated route, 
the carrier is liable for misrouting, even though the shippe! 
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Pacific Mail Steamship Co. 


Under American Flag-PASSENGERS AND FREIGHT-Est hed 1848 


TRANS-PACIFIC SERVICE 
‘“‘The Sunshine Belt to the Orient’”’ 
San Francisco to Honolulu, Yokohama, Kobe, Shanghai, Manila, 
Hongkong 
Passenger and freight sailings by new and luxurious U. S. Shipping Board 
steamer pers = ogee (July 23rd); and ponding das livery 


3 other . steamers by ‘the popular 
Ecuador a 25th) and S. S. Colom bia 


MANILA-EAST INDIA SERVICE 
San Francisco direct to India, calling at Honolulu, Manila, Saigon, 
Singapore, Colombo, ioaen mag 
Passenger and freight ondinge. monthl 
S.S. Wolverine + (September 14th); Granite . & (July 12th). 
. S. Creole State (August 13th) 


PANAMA SERVICE 


San Francisco to Mexico, Central America and Canal Zone 
assengers and freight sailings every 10 days, 5 steamers 


SAN FRANCISCO-BALTIMORE SERVICE 


(Passengers and Freight) 
Via Los Angeles Harbor, Manzanillo, San Jose de Guatemala, La 
Libertad, Corinto, Panama Canal, Kingston, Havana 
S. S. Colom bia sails from San Francisco July 20th, rom Baltimore Aug. 30th 
Also a Class Al steel steamers (freight only) with reqs | calls at 
San Juan (Porto Rico), Jacksonville, Savannah, Norfolk 


SHANGHAI-HONGKONG-CALCUTTA SERVICE 
Between Shanghai, Hongkong, Saigon, Singapore, Penang, Rangoon, 
Calcutta 
Freight only. Sailings every ten days—eight U. S. S. B. steamers 
ROUND-THE-WORLD SERVICE 


San Francisco to Honolulu, Yokohama, Kobe, Dairen, Tientsin, 
Shanghai, Manila, Saigori, Singapore, Calcutta, Colombo, Bombay, 
Alexandria, Bizerta, Marseil > Barcelona, thence Baltimore, 
Cristobal, Los Angeles Harbor and San Fran (via Panama Canal) 
Freight only. Monthly sailings—U. S. S. B. Steamers 


Through bills of lading issued to and from points beyond ports of call 
General Passenger and Ticket office: 621 Market St., San Francisco 
General Offices: 508 California Street, San Francisco 


10 Hanover Square, N. Y. 400 Exchange Place, Baltimore 
Managing Agents: U. S. Shipping Board 





Camphuis & Company, Inc. 
Forwarding Agents 
LAREDO - TEXAS 


Largest and Best Equipped Forwarding 
Organization on the Mexican Border 


Package Cars to Mexico City and 
Other Points in Republic of Mexico 


We do not operate special trains, 
enabling us to reforward your 
shipments on first available serv- 
ice, and insuring quickest possible 
delivery at destination. 


Traffic in Mexico Improving Daily 


Write us for full particulars and request 
a copy of our shipping instructions. 


OFFICES: 


Laredo, Texas El Paso, Texas Eagle Pass, Texas 
Nuevo Laredo, Tamps., Mexico Juarez, Chih., Mexico 
Piedras Negras, Coah., Mexico Mexico City 


THE TRAFFIC WORLD 1371 


NOSA LINE 


Monthly Sailings to Principal Ports 
West Coast, South America—Direct Service 
Monthly Freight and Passenger Sailings 
Leeward and Windward Islands, Venezuela, Curacao 
and Colombian Ports 


Three week freight sailings 
Haitien, Dominican and Cuban South Side Ports 
For particulars apply 
604-12 Queen & Crescent Bldg., New Orleans, La. 
New York Office: 10 Hanover St. Ch icago Office: 646 ‘Marquette Bldg. 
Cable Address: ‘‘Orleanship” 





New Orleans & 


South American S.S. Co. 
INCORPORATED 


BALTIMORE 


PORT of LOS ANGELES and SAN FRANCISCO 
and HAWAIIAN ISLANDS 


Express Freight and Passenger Service 


S.S. HAWKEYE STATE—June 25th 
S.S. BUCKEYE STATE—July 30th 


Rates and Space on Application 


MATSON NAVIGATION COMPANY 


Managing Agents United States Shipping Board 
BALTIMORE SAN FRANCISCO HONOLULU 
26 So. Gay St. 120 Market Street Castle & Cook, Ltd. 


FACILITIES 


We have continually in mind any 
innovation which will conduce to 
expeditious and co-ordinated action 
in serving our clients in the book- 
ing, tracing and forwarding of their 
export shipments. 
















Recently we have had installed, and 
are now using, our own _ private 
wires between our New Orleans, 
New York and Galveston Offices. 





THE W. L. RICHESON CO., Inc. 
Export Shipping for Account of Principals Throughout the World 
FREIGHT BROKERS AND FORWARDERS 


613 to 621 Whitney Central Building 
NEW ORLEANS 


Galveston Office 
810-12 American Nat. Ins. Bldg. 





New York Office 
401 Produce Exchange 
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authorizes the forwarding of the shipment via the higher rated 
route. 

In the instant case the liability of the carrier for misroute 
depends upon whether the agent of an initial carrier is charged 
with notice of the withdrawal of the embargo, which embargo is 
lifted on the date the shipment is offered for transportation. 
We do not locate an opinion of the Commission on this specific 
point, but it appears to us that the carrier should not be held 
liable for misroute in such a case, unless a reasonable time has 
elapsed between the lifting of the embargo and the offering of 
the shipment to the carrier for transportation, so as to permit 
of notice to its agents by the initial carrier of the withdrawal 
of the embargo by the connecting line. 

In the case of Wall Rope Works, Ind. vs. Pa. R. R. Co., 55 
I. C. C. 337, the Commission evidently considered two days as 
being a reasonable time. As to what is a reasonable time is 
a matter for the Commission to determine. 


MISSISSIPPI-WARRIOR DIVISIONS 


Hearing on the two complaints of the War Department in 
behalf of the Mississippi-Warrior Service, alleging unlawful 
divisions and practices on the part of various carriers, was re- 
sumed before Attorney-Examiner F. W. McM. Woodrow in 
Chicago, June 20. The first hearing on these cases was held 
in New Orleans, March 21, 22 and 23, at which the testimony 
of the complainant was completed. 

The two cases are No. 11892, U. S. War Department, In- 
land Waterways, Mississippi-Warrior Service vs. Abilene & 
Southern et al., and No. 11893, same vs. same. In the first case 
the charges made by carriers for switching services to and 
from the complainants’ docks are alleged to, be unlawful be- 
cause they exceed the charges for similar services rendered to 
other carriers. Charges for demurrage, drayage and per diem 
on traffic and cars interchanged are also attacked. The second 
case attacks the dividing of the joint rates as unjust, inequit- 
able and unreasonable on rail-and-water, water-and-rail, and 
rail-water-and-rail shipments. This complaint also attacks the 
“rules for the absorption of switching and drayage, transfer 
and other expenses at interchange points and the rules for the 
assessment of demurrage or per diem without paying reciprocal 
detention charges.” 

At the hearing, June 20, cross-examination of Theodore 
Brent, federal manager of the Mississippi-Warrior Service at 
New Orleans, was resumed. Mr. Brent testified on behalf of 
the complainant at New Orleans and was replaced on the stand 
to be interrogated by railroad counsel regarding a number of 
his exhibits. 

It was agreed on the second day of the hearing that were the 
Commission to prescribe a broad rule in No. 11893, the main 
case, which would require the railroads to treat the barge line 
in the same manner as they treat rail carriers, such a rule would 
also cover the charges and practices complained of in No. 11892, 
and that, therefore, the two cases might, for all purposes, be 
considered as one. 

No. 11892 complains only of the charges assessed by the 
carriers for switching to and from the complainants’ docks on 
port-to-port shipments. They allege that these charges were in 
excess of charges made for similar services for other carriers. 
The matter of demurrage charges seemed partially disposed of 
at the close of the day’s hearing, when D. P. Connell, appearing 
for C. F. A. lines, said there was no intention to treat the barge 
line as other than a common carrier, in which case demurrage 
charges could not be assessed.except on shipments on which 
the barge line was the consignee. Details in this respect are 
yet to be settled, however, especially with respect to reparation 
requested for the amount which certain demurrage charges were 
in excess of per diem, because, according to W. M. Hough, gen- 
eral freight agent of the river line, the carriers at point of origin 
sometimes refused to issue through billing, thereby showing the 
barge line as consignee of goods for which it was merely per- 
forming a carrier service. 

With regard to the per diem charges, on which the barge 
line is seeking a reciprocal agreement, C. W. Crawford of the 
ear service division of the American Railway Association testi- 
fied as to the impossibility of such an arrangement. He said 
that car days and boat days could not be compared, that the 
barge lines Owned no car equipment that could be of use to the 
carriers, and that the detention of cars at the docks of the com- 
plainant was due solely to the physical disability of the barge 
line; adequate storage facilities, he said, would do away with 
the necessity for holding cars for unloading. 

The present basis of divisions of rates between the river 
line and the railroads allows the roads the full all-rail division. 
Since the through rates on rail-and-water shipments, where such 
are in effect, are based on a rate, the portion for the water haul 
of which is 20 per cent less than the corresponding portion of 
an all-rail haul, these divisions, in the opinion of the barge 
line, are unjust. Furthermore, it is insisted that, since the barge 
line had no voice in the fixing of the all-rail divisions, it should 
-— be obliged to accept them as a basis for rail-and-water divi- 
sions. 
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Most of the carriers propose leaving the divisions on sub- 
stantially the same basis as at present. In the case of the 
Illinois Central, where the divisions have been based on the 
full local rate, they propose a reduction to 90 per cent of the 
local rate. This, however, is still too high, in the opinion of 
the barge line. Their proposition includes the fixing of 
arbitrary mileages between the river points, and the fixing of the 
divisions on a strict mileage basis, using these arbitraries as 
mileage for the water haul. The water carrier agrees to assume 
out of its proportion of the joint rates the cost of transferring 
freight at points of interchange and the transfer of L. C. L. 
freight when delivered to the depots of rail carriers by dray. On 
the other hand, they ask that the rail carriers be required to 
assume the cost of switching to and from the wharves of the 
water carrier, car rental and the cost of transferring L. C. L. 
freight when drayed to landings of the barge line. 

The barge line also asks a minimum division of 5 cents on 
carloads and 10 cents on L. C. L., and pledges a like minimum 
to the rail carriers. Exception is made to this when the through 
rate is less than 25 cents on carloads and 50 cents on L. C. L., 
in which case 20 per cent of the through rate is proposed as the 
minimum division. 


MINOR COMMISSION ORDERS 


Petitions of the Director-General for rehearing in the follow- 
ing cases have been denied by the Commission: 11431, Sea- 
board Oil & Refining Co. of Texas vs. Director-General, M. L. 
& T. R. R. & S. S. Co. et al.; 10516, Kansas Oil Refining Co. 
vs. Director-General, Kansas City, Clinton & Springfield et al.; 
_— Charles Boldt Glass Co. vs. Director-General, L. & N. 
et al. 

Complainants’ petitions for rehearing of 11151, Standard 
Asphalt & Refining Co., Inc., vs. Director-General, T. & P. et al., 
and 11274, Wharton Steel Co. vs. Director-General, and C. R. R. 
of N. J., have been denied. 

The effective date of the order entered March 1 in No. 11018, 
Wichita Board of Commerce et al. vs. Director-General, Alex- 
andria & Western et al., has been postponed until the further 
order of the Commission. 

The Nebraska Cement Co., the Colorado Portland Cement 
Co., the United States Portland Cement Co., Oklahoma Port- 
land Cement Co. and Three Forks Portland Cement Co. have 
been permitted to intervene in No. 12578, Iola Cement Mills 
Traffic Assn. et al. vs. Director-General, A. T. & S. F. et al. 

The Bangor & Aroostook and other New England roads 
have been permitted to intervene for the purpose of being heard 
in argument in No. 11659, Marion & Eastern Illinois Railroad 
Co. et al. vs. C. & E. I. et al. 

The Commission has reopened No. 8182, Western Cement 
Rates, for further hearing in connection with adjustments re- 
quested by petitioners and such other readjustments as may be 
territorially and necessarily connected therewith. No. 11829, Ne- 
braska Rates, Fares and Charges, is reopened as to cement rates 
for hearing in connection with No. 8182. 

The time fixed by the Commission in its report in No. 11492, 
Davis Manufacturing Co., Inc. vs. Director-General, M. L. & T. 
R. R. & S. S. Co. et al., for the removal by defendants of the 
undue prejudice found to exist, has been postponed until the 
further order of the Commission. 

The Commission has reopened for further hearing No. 11012, 
Swift & Co. vs. Director-General, Southern Pacific et al. 

The Illinois Coal Traffic Bureau has been permitted to inter- 
vene in No. 12737 (Sub No. 1), Perry County Coal Corporation 
vs. B. & O. et al., and No. 12737, Slogo Coal Corporation vs. 
Missouri Pacific et al. 


TRUCK COMPETITION FELT 


The Ocean Shore Railroad Company has been authorized by 
the Commission to abandon its lines of railroad extending from 
San Francisco, Calif., to Tunitas Glen, Calif., and from Santa 
Cruz to Swanton, in Santa Cruz county, California. Construction 
of the lines was begun in 1905 and completed in 1909. The com- 
pleted property, the Commission said, was acquired by the ap- 
plicant in 1911 in reorganization proceedings following a receiv- 
ership. Gross revenues have never equaled operating expenses, 
and a deficit of $407,848.37 at the close of 1920 was met by 
assessments on the outstanding stock, aggregating $29 a share. 

“Traffic has diminished progressively, chiefly because of 
increasing competition by motor vehicles,” the Commission said 
in its report. “The territory served is devoted principally to 
agriculture and lumbering. No objection to the granting of the 
application has been filed with us. The record is clear that 
but little use has been made of the service in the past, and 
that there is little, if any, prospect that the lines can be made 
to serve any useful purpose in the future.” 


CAMBRIA AND INDIANA LOAN 
The Cambria & Indiana Railroad Company has applied to the 
Commission for a loan of $750,000 to aid it in liquidating $800,000 
of 6 per cent gold notes maturing August 1, 1921. 
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625 Third Street 
Francisco, California 


San Francisco Warehouse Co., san 


We make a specialty of distributing pool car shipments and warehousing merchandise of 
every description at San Francisco. 


Write us with reference to your San Francisco business. 






Savannah Bonded Warehouse & Transfer CO, SEATTLE TRAN SF ER CO. 


312-314-316 WILLIAMSON STREET P. 0. Box 985 123 Jackson St. Seattle, Wash. 
Goneees Storage 4 = we eng se a — ent oe _ 
m n ent Se ,» Exceptional Fac es—Custom House Qui sates : Pool 
Senteask Connections with, all Rallroads and Steamship ck Distribution of all Cars 
Docke—Membere American Chain of Warehousse—-Membere Amer- 100,000 sq. ft. of warehouse space 
can arehousemen’s Association 
Phone No. 4883 SAVANNAH, GA. Warehouse-men and forwarders. 


CHICAGO ROCHESTER, NEW YORK 
Jos. Stockton Transfer Co. erin gates yee gt cee ors i 


Members of Warehousemen’s Agsoeiation ané 
Warehouses. 


1020 South Canal Street, near Taylor Street American Chain of 


Write for particulars. 


Teaming of Every Descriptlon—city Delivery Service and Carload| | pp ¢ » WAREHOUSE, Inc. 1 
FP Sandon Tunsrer Company | -L. PASO, TEXAS 


Metablished in 1668 . GENERAL STORAGE DISTRIBUTION 


General Transfer and Storage Business 
Special attention given merchandise stock and storage accounts, BONDED SPACE FOR GOODS SHIPPED IN BOND 


carloads for distribution. Less carloads for city delivery, reship- INTERN ATION AL W AREHOUSE Co., Inc. 


ment and reforwarding by express or parcel post. A 
No switching charge on carload shipments. 200,000 Sq. Ft. Floor Space — Fireproof — Bonded — $200,600 Capital 








PAGE & JONES 


Ship Brokers and 
Steamship Agents 


Mobile, Alabama, U. S. A. 






Regular monthly service, Mobile, Pensacola 
or Gulfport to Antwerp, Ghent, Rotterdam, 
Amsterdam and French Atlantic ports. 


Mobile/West African ports, via Azores, 
Madeira Islands and Canary Islands. 


Regular service, Mobile to all United States 
Pacific Coast ports. 








St. Louis Office: Birmingham Office: 
1217 Pierce Building _ 424-425 Chamber of Commerce Bldg. 
IRVING H. HELLER, Manager GEORGE C. McLAUGHLIN, Manager 
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PROCEDURE BEFORE RATE COM- 
MITTEES 


The National Industrial Traffic League announces that 
its special committee to confer with the railroad traffic execu- 
tives, and the traffic executives have agreed to the following 
plan with respect to matters handled by the railroad rate com- 
mittees: 

“1. As to matters proposed by the carriers: 


(a) The railroad representatives serving on the railroad rate 
committees will upon request of shippers or receivers state the ground 
upon which changes are justified. 

(b) When requested by shippers’ representatives, either in per- 
son or by written communication, the chairmen of the railroad com- 
mittees will promptly advise those making the request what action 
is finally decided upon with respect to any subject that has been con- 
sidered by the committee. 

(c) When shippers’ representatives have been so advised and 
such representatives promptly advise the chairman of the railroad 
committee that a conference is desired with one or more of the traffic 
executives directly involved, the publication of the change will be de- 
layed until an opportunity is given the shippers’ representatives to 
confer with such executives. 

(d) If such conference does not result in the acceptance of the 
shippers’ views in disposing of the subject, and it is decided to publish 
the change proposed, the shipper’s representative will be promptly 
eee and will then be at liberty to ask for suspension if he so 

esires. 

(e) With respect to matters of general importance involving sub- 
jects such as contemplated in the agreement of December 14, 1920, 
the chairman of the railroad committee, when requested by the chair- 
man of the League regional committee or the general chairman of 
the League committee, will advise promptly of the final decision with 
respect to any subject docketed and where promptly notified that a 
conference with the traffic executives will be asked for, will so notify 
. the appropriate chairman of the railroad executive committee and 
will withhold publication of the change until such eonference is held. 

(f) That as to general subjects such as contemplated in the 
previous paragraph, the chairman or general chairman of the ship- 
pers’ committee will promptly advise the chairman of the carriers’ 
committee after the conference of any action that will be taken by 
the shippers. 


“2. As to changes requested by shippers; such changes 
will be promptly docketed with the proper rate committee by 
the carrier and effort will be made by the railroad rate com- 
mittees to expedite action thereon and the committees will, upon 
request of the shipper interested, advise him of progress with 
respect to the subject. 

“3. That members of the League committee will exercise 
every effort possible to expedite conferences with the railroad 
executives to the end that no unnecessary delays may occur in 
the final disposition of any matter subject to conference. 

“4. That. the League will not look with favor upon requests 
for conferences unless there appears to be substantial grounds 
for believing the rate committees have not given proper con- 
sideration to the protests of those requesting the conference.” 

This agreement was reached after several conferences, the 
League says, and squarely meets all objections, so far raised 
by League members, to the manner in which rate matters have 
been handled by the railroad rate committees. 

League members are being urged, when handling individual 
rate adjustments before the rate committees, to carry out the 
spirit of this plan in the broadest possible manner. 

The plan was not proposed by the executives, but by the 
special committee. The only changes suggested by the carriers 
in the plan proposed were in the interest of clarity and were 
acceptable to the special committee. 


EXPRESS TARIFF REJECTED 


The Trafic World Washington Bureau 


Alabama’s state commission has issued a permanent order of 
rejection against the restrictive routing tariff supplement of the 
American Railway Express Company. The order requires the 
two express companies to continue the through route and joint 
rate arrangements that were in effect April 30, the last day on 
which the American Railway Express Company operated the 
express service on the Southern Railway System and the Mo- 
bile & Ohio. The restrictive supplement never seriously went 
into effect on business within Alabama because the day after 
it nominally became operative in that and all other states, the 
Alabama commission issued a temporary rejection order. 

Whether the older express company is paying any attention 
to the rejection order is not known. The attitude of the express 
companies toward state commissions, as a rule, is that they 
have no jurisdiction over their rates, rules, regulations and prac- 
tices, through the system of stating rates, devised by the late 
Franklin K. Lane while a member of the federal Commission, 
was put into effect in Alabama and other states on permission 
from the state authorities. 

The older express company challenged the jurisdiction of 
the Alabama commission, on what ground is not set forth in the 
report and order of the Alabama commission on the case. The 
Alabama commission, in disposing of the jurisdictional question, 
reviewed only what it deemed the pertinent parts of the Alabama 
transportation law of 1920 and announced that, in its opinion, 
there could be no doubt about its jurisdiction of the case. It 
treated the jurisdictional auestion as one merely raising the 
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question as to whether an express company, under the Alabama 
statute, is a common carrier. 

Treating the restrictive supplement as an effort to close 
routes the Alabama shippers had long used and an attempt to 
cancel rates applicable thereto, the Alabama commission said 
there was no doubt in its mind about its power and duty to re- 
ject tariffs proposing to curtail service, close routes, or cancel 
rates, which consent to make operative the Alabama commission 
had not given. 

Fortunately, this question of through routes and joint rates 
was not one of first impression, the Alabama commission said. 
The question was raised and considered by the federal commis- 
sion and disposed of by Commissioner Lane in his reports on the 
subject (24 I. C. C. 380 and 28 I. C. C. 131). In those reports 
Lane said that the express business should flow with the great- 
est possible celerity between all parts of the country, and what- 
ever artificial barriers had been raised by the existence of sep- 
arate companies should be broken down. 

“If the principle announced by Commissioner Lane was 
sound then, as we are sure it was,” said the Alabama commis- 
sion, “the same principle is as sound today.” 

At the hearing the American Railway Express Company pro- 
posed a tonnage basis for handling the interchange business, 
but the Alabama commission rejected its proposals. It also re- 
jected a proposal to establish certain joint rates. The Alabama 
commission said it could not understand by what reasoning the 
older company could propose joint rates for specified communi- 
ties in Alabama and, by exclusion, deny them to others. It said 
a proposal to have a selected list of preferred communities which 
were to have joint rates, while others would pay the sums of the 
locals, was put before the federal Commission, and rejected as 
impracticable. It made its rate scheme on the theory that rates 
should be the same regardless of the route of movement and that 
the different companies should make arrangements for handling 
express packages on the most expeditious schedules, the element 
of time being the chief one in the whole business. 

So far as the federal commission is concerned, the trouble 
created by the publication of the restrictive routing supplement 
has disappeared. No complaints are coming to the Commission, 
which has, however, made no move to give a hearing on the 
formal complaint of the Southeastern against the older company. 





PULLMAN FARES ATTACKED 


The Trafic World Washington Bureau 


Chief Examiner Quirk heard testimony, June 16, in No. 11567, 
Order of United Commercial Travelers of America et al. vs. the 
Pullman Company, in which the commercial travelers attack the 
20 per cent increase in Pullman fares which was made effective 
May 1, 1920. Hearings in the case were started last fall and then 
postponed until June this year. 

L. S. Taylor, vice-president of the Pullman Company, said 
that, from May 1 to September 1, 1920, the 20 per cent increase 
was reflected to that extent in the revenues of the company as 
compared with the revenues of the year before, but that after 
application of the Pullman surcharge of 50 per cent August 26, 
1920, revenues and the number of passengers decreased. In 
February, 1921, he said, the falling off in business had practically 
wiped out the 20 per cent increase, and in April, the revenues 
were 71% per cent less than in April, 1920. He said the number 
of berth and seat passengers was 24 per cent less in April than in 
April, 1920. 

All of the loss in business was not attributed to the imposi- 
tion of the surcharge, the witness said, but he said the company 
did believe that the application of the surcharge was a serious 
blow to the company’s revenues and that it was a question as 
to whether or not the railroads had gained by the application 
of the surcharge. He said it was the company’s thought that 
the roads had lost passenger revenue on account of the surcharge. 

Counsel for the commercial travelers endeavored to show 
that costs of materials used by the Pullman company had de- 
clined. Prices for such articles as towels and blankets were 
put in the record by the complainants and Mr. Taylor said the 
company bought such articles at lower prices than those quoted 
and got a better quality of material because purchases were made 
in large lots. 

The question of the Pullman company’s claim against the 
Railroad Administration was gone into. Mr. Taylor said the 
company’s total claim was about $24,000,000, of which $7,000,000 
had been paid. He said the claim for undermaintenance was 
about $7,250,000. 





M. K. & T. CERTIFICATES 


C. E. Schaff, receiver of the M. K. & T. of Texas, has peti- 
tioned the Commission for authority to extend for twelve months 
$3,000,000 of receiver’s certificates at 6 per cent. The certificates 
were dated February 13, 1917, and the receiver proposes to eX 
tend them from February 15, 1921, to February 15, 1922. The 
applicant says he was without means to pay the certificates 02 
the date of maturity. 
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The 1921 (Sixteenth Annual Edition) 


Exporters’ Encyclopaedia 
MORE THAN A BOOK—A SERVICE 


oe for immediate delivery. The only authoritative and complete guide for 
exporting manufacturers. Contains accurate detailed information on every 
question which can arise in connection with an export order. 


CONDENSED TABLE OF CONTENTS 


Alphabetical Index of Ports, Cities and Countries of the Distances from New York (Table). 


World. 
Alphabetical List of Steamship Lines and Agents. 
Approximate Values of Foreign Coins. 

Banks and Bankers In Foreign Trade. 

Bills of Lading (Arrangement of). 

Cable Rates. 

Commerce, Industries, etc., of each Country. 
Commercial Terms (Explanation of). 

Consignment of Goods. 

Consular Invoices (Fac-similes and Instructions). 
Consular Regulations (in full for each country). 
Consuls (American and a 

Conversion Tables of Forelgn Currencies. 


Drawbacks on Export Shipments. 

Foreign Drafts (Arrangement of). 

Foreign Postage Rates. 

Foreign Welghts and Measures (American Equivalents). 
Mall Time to Foreign Cities. 

Marine Insurance. 

Metric Weights and Measures. 

Minimum Bills of Lading (for each shipping route). 
arcels Post. 

Packing for Export. 

Postal Money Order System (Foreign). 

Protection of Trade Marks Abroad. 

Selling American Goods Abroad. 


and 
All ee Shipping Routes from New York, Philadeiphia, Boston, Baltimore, Savannah, New Orleans and Pacific 


to all parts of the world, arranged 


under countries which they serve. Each section gives complete 


Ports 
detailed Information concerning the regulations and requirements of each line to be observed by the shipper. 


“Our Text Book on Export Matters” 


“We have many inquiries from our members engaged in foreign trade for information relative to steamship routes, sail- 
ings to various countries, Consular regulations respecting transportaton of freight to a particular country, steamship 
regulations governing the form, issuance and substance of shipping receipts and procedure in making export shipments. 


Our experience in connection with the gathering of export information has developed that your work contains com- 
plete and up-to-date information in condensed form; your publication is practically our text book on export 


matters and is in almost daily use.” 


THE MERCHANTS’ ASSOCIATION OF NEW YORK. ? 


With a subscription to the ENCYCLOPAEDIA is included a bulletin service consisting of fre- 
quent bulletins keeping the information accurate and up-to-date, and a loose-leaf binder in 7) é 


which they may be conveniently filed. 


FREE EXAMINATION OFFER 


Don't send any money. Mail the coupon and we will send the ENCYCLOPAEDIA for five 
days’ free examination. If you find it valuable, send us your check for $15.00 for the com- 
plete service. If not, send it back, charges collect. It doesn’t cost you a cent, so fill 


in and mail the coupon. 
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INLAND WATERWAYS SERVICE 


The Trafic World Washington Bureau 


Officials of the Inland and Coastwise Waterways, which may 
be called the transportation section of the corps of engineers 
of the War Department, are optimistic about the efforts of the 
government to show that the establishment of common carrier 
service on the inland waters of the United States is warranted 
and can be made successful. The government is-trying to prove 
that traffic can be carried on the improved rivers of the counh- 
try. The hope of the army engineers is that they will demon- 
strate that fact to such an extent that, in time, the government 
can go out of the transportation business it now maintains on 
the lower Mississippi and the Warrior rivers, under the general 
management of Theodore Brent, one time member of the 
Shipping Board and before that traffic man for the commercial 
interests of New Orleans, and turn it over to-a private company 
for continuance at a reasonable return on the investment. 

In April, the last month for which there is a report as to 
revenue and expenses, according to Captain Bliss, of the In- 
land Waterway Division of the engineer corps, the Mississippi- 
Warrior service, after deducting all overhead expenses, depreci- 
ation, insurance and claims, had a net income of approximately 
$16,000. That, he said, represented a return on the investment 
of about 2.8 per cent. The actual out of pocket loss in Janu- 
ary was about $20,000, but the officials expect the service to 
make good that deficit and to show a net income before the end 
of the year. February and March broke nearly even. 

The government now has in operation on the lower Missis- 
sippi 40 2,000-ton barges and four 1800-horsepower twin screw 
steel] tugs. This is all new equipment which was contracted 
for by the Railroad Administration. In addition, the old equip- 
ment, with which the service was started, is being used. On 
the Warrior River the government has three new 900-horse- 
power tugs and two self-propelled barges. 

Officials of the waterways service explain that the gov- 
ernment has no monopoly as to the operation of tugs and barges 
on the Mississippi. In other words, if anyone wants to go into 
that business, the field is open, either for all-water or rail-and- 
water service, if the one desiring to try his fortune in that busi- 
ness can make joint rate arrangements. As a matter of fact, 
there is no competition by private capital at the present time. 
There is occasional service, to a limited extent, by boats not 
controlled by the government, but that service is said to be 
negligible and no regular routes are maintained other than by 
the government by means of barges. 

Under the authority of Congress as provided in the trans- 
portation act the Inland Waterways division of the War Depart- 
ment is continuing the work of the Railroad Administration in 
building up the barge service on the Mississippi and Warrior 
rivers with the purpose in view of turning the service over to 
private enterprise when it has been demonstrated that it can 
be made successful. There is no intent, according to officials, 
to establish a permanent government service on the inland 
waterways. 


COTTONSEED OIL RATES 


An attempt to obtain reparation on nine carloads of solidified 
cottonseed oil, which moved from Chattanooga, Tenn., to Chi- 
cago, E. St. Louis, and Sherman, Texas, between September 6, 
1918, and July 21, 1920, is being made by the Lookout Oil & Refin- 
ing Co., in No. 12422, against Alabama & Vicksburg, Director- 
General, et al., hearing on which was held before Examiner C. R. 
Seal in Chicago, June 23. The shipments were made in bags and 
the complainants asked reparation down to subsequently estab- 
lished rates which were in effect on liquid cottonseed oil and 
solidified cottonseed oil in barrels and tank cars at the time the 
shipments moved. 

The rates paid varied greatly, undercharges being assessed 
on some and overcharges on others. Four carloads which moved 
to Chicago were assessed a 25 cent commodity rate to the Ohio 
River and a 22% cent fifth class rate beyond to Chicago. For 
this movement the complainants say a 33 cent rate should have 
been charged. On one carload to East St. Louis a fifth class 
rate of 54 cents was assessed, while on three other cars to the 
same destination a commodity rate of 35 cents was charged. The 
shipment to Sherman was charged for at a rate of 77% cents, 
which the complainants said they were unable to check. Many 
of the rates as charges were those applying on animal stearine, 
the shipping clerk at Chattanooga having so billed them, and, 
since the legally applicable rate on solidified cottonseed oil was 
in some cases in excess of the animal stearine rate, the over- 
charges referred to were assessed. W. W. Manker, assistant 
traffic manager for Armour & Co., of which the complainant 
company is a subsidiary, asked that the undercharges be waived 
and reparation allowed. 

An attempt was made by Paul E. Blanchard, attorney for the 
complainant, to amend the complaint so as to include a car which 
was shipped from Chattanooga to Kansas City May 7, 1919, on 
which the stearine rate of 54 cents was charged and on which 
the carriers are trying to collect an overcharge of $79.30, up to 
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the legally applicable solidified cottonseed oil in bags rate of 
75% cents. Objection was raised by E. C. Blanchard, attorney 
for the Director-General, who pointed out that the statutory time 
for filing such a claim had expired. The Armour attorney made 
the assertion, however, that paragraph C of section 206 of the 
transportation act limited only the time for filing claims for over. 
charge and did not therefore bar a claim for the waiving of un- 
dercharges. The examiner did not rule on the point, saying that 
the fact that the Kansas City shipment brought a new rate into 
the case was in itself sufficient-to bar the amendment. 

R. C. Trovillion, assistant general freight agent for the M. 
K. & T., took the position that the rates assessed were reasonable 
at the time and that their reduction could not be taken as an 
admission on the part of the Director-General or the carriers that 
they had been too high. 


CHICAGO UNION STATION CO. BONDS 


The Trafic World Washington Burcay 


The Chicago Union Station Co., C. B. & Q., C. M. & St. P,, 
P. C. C. & St. L., and the Pennsylvania Co. have filed an appli- 
cation with the Commission asking for an order authorizing the 
Chicago Union Station Co. to issue under its first mortgage, dated 
July 1, 1915, and to sell its first mortgage gold bonds of series (, 
in the aggregate principal amount of $6,000,000, in addition to 
bonds heretofore issued under that mortgage, and also authoriz- 
ing the proprietary companies to guarantee by endorsement the 
payment of the principal and interest on the $6,000,000 of bonds. 

It is set forth in the application that, in order to secure 
necessary funds for the construction of its passenger station and 
facilities in Chicago, the station company executed its first mort- 
gage, dated July 1, 1915, to secure the issue of not exceeding 
$60,000,000 of first mortgage gold bonds. Under the mortgage 
$30,850,000 of first mortgage, 4% per cent gold bonds of series A 
have been certified by the trustee, and of that amount $30,000,000 
have been sold and $850,000 pledged as security for a promissory 
note of like amount. In addition, $16,150,000 of other bonds have 
been issued under the mortgage, $6,150,000 of which are in the 
company’s treasury, the remaining $10,000,000 having been sold. 
The applicants say it is inadvisable to market the $6,150,000 
bonds which bear 5 per cent interest at this time because the 
money market will not permit the station company to borrow 
money at a rate of interest as low as 5 per cent. Therefore, the 
applicants say, the station company desires to issue and sell 
$6,000,000 of 6% per cent bonds to enable it to get funds to pro- 
ceed with the construction of its station and facilities. These 
bonds will mature July 1, 1963, being redeemable at the option 
of the station company on January 1, 1935, or on any interest 
date thereafter, at 110 per cent of their principal amount and 
accrued interest. 

Subject to the approval of the Commission, the bonds have 
been sold to Kuhn, Loeb & Co., Lee Higginson & Co., Illinois Trust 
& Savings Bank, the National City Company and the First Na- 
tional Bank of New York at 97% per cent of their principal 
amount and accrued interest. 


LOSS AND DAMAGE FIGURES 


The Trafic World Washington Burcan 


A compilation of loss and damage freight expenditures in the 
fiscal years 1914 to 1916, inclusive, and in the calendar years 
1916 to 1920, inclusive, prepared by the Bureau of Railway Econ- 
omics, shows that in the calendar year 1920 expenditures on loss 
and damage claims totaled $104,398,930, which was 2.42 cents 
out of every dollar of freight revenue. 

In 1919 the payments amounted to $104,507,174, or 2.949 
cents out of every dollar of freight revenue. In 1918 the pay- 
ments amounted to $55,852,797, or 1.623 cents out of each dollar 
of freight revenue. In 1917 the payments amounted to $35, 
079,757, or 1.244 cents out of every dollar of freight revenue. 
In 1916 the payments totaled $23,346,965, or 0.912 cents out oi 
each dollar of freight revenue. 

In the fiscal year 1916 the payments amounted to $22,738; 
893, or 0.947 cents out of each dollar of freight revenue. In the 
fiscal year 1915 the payments totaled $29,528,016, or 1.493 cents 
out of each dollar of freight revenue. In the fiscal year 1914 
the payments totaled $33,279,057, or 1.616 cents out of each dollar 
of freight revenue. 

The large payments in 1919 and 1920 resulted from the 
extraordinary volume of business which had to be done under 
war conditions, chief of which were lack of expert labor and the 
necessary employment of those not skilled in transportation. | 

The figures for 1920, the Bureau said, are subject to revr 
sion because the reports of one Class 1 road had not been fr 
ceived when the compilation was made. 


ST. LOUIS TERMINAL R. R. BONDS. 

The Terminal Railroad Association of St. Louis has bee? 
authorized to issue nominally $719,000 of general mortgage 4 
per cent bonds to reimburse its treasury for expenditures there 
from for additions and betterments. Authority to sell the bonés 
was not requested but the company proposes to ask for that 
authority later. 
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Customs House Brokers 


MEXICO 


BRENNAN & LEONARD 


Customs House Brokers, Forwarding 
and Clearing House Agents 


LAREDO, TEXAS 


Branches in all Principal Cities in the Republic of Mexico 


Originators of package car service to 
Mexico City. 


Operators of through package car 
service from St. Louis, Kansas City, Chi- 
cago and Dallas. 


Approximate time in transit from 
Laredo, Texas, to Mexico City, eight 
days. 


We are the connecting link between 
American railways and the Mexican rail- 
ways. 


Have banking arrangements making 
possible shipper’s order shipments to all 
points within the Republic of Mexico. 


Assume all pilferage risk of packages 
in our package cars south of the border. 


Our own warehouses in Laredo, Texas, 
and Mexico City. 


We have just completed a pamphlet in 
concrete form, giving complete data for 
the benefit of the American shipper in 
handling his business with the Republic 
of Mexico. This pamphlet will be mailed 
upon application. 


Now operating our own special trains 
throughout the Republic of Mexico 
and can assure prompt and efficient 
service throughout. 


North China Line | 
(Columbia Pacific Shipping Company) 


OF 


PORTLAND, OREGON 


Regular direct service without transhipment 
between Portland, Oregon, and Shanghai, 
Tsingtao, Tientsin (Taku Bar), 
Chinwangtao and Dairen 


Vessels also call at Yokohama and Kobe 


Sailings Every Twenty-one Days From 


PORTLAND, OREGON 
(ALL AMERICAN flag A-1 Steel Steamers) 


SS “WEST KADER” June 27 
SS “WEST KEATS” July 18 
SS “WEST NIVARIA” _— August 8 
SS “VINITA” August 29 


Transhipment at Shanghai to American River steamers for 
Nanking, Pukow, Hankow and other open 
Yangtse River ports. 


FOR RATES AND OTHER INFORMATION APPLY 
Sudden & Christenson 


General Eastern Agents 
44 Whitehall St., New York City 
or 


Columbia Pacific Shipping Company 


General Offices 


The ‘‘Watchdog’”’ 


In “due time,” the Interstate Com- 
merce Commission promulgates for pub- 
lic information its Opinions, Orders and 
Decisions; the Treasury Department, 
its Tax Rulings and Interpretations; the 
Railroad Administration, its Orders per- 
taining to the handling of Equipment 
and Traffic; the Railroads, through 
their tariffs, Changes in Rates; and in 
“due time,” also, the public gets full in- 

- formation of what Congress is doing in 
the matter of legislation affecting trans- 
portation, but—folks don’t always like 
to await the late arrival of vital news, 
be it good or bad. 


Our “Watching Service” will largely 
supply this missing link in your source 
of information. 


“AT YOUR SERVICE” 


SPECIAL SERVICE DEPARTMENT 


The Traffic Service Corporation - 


Colorado Bldg. WASHINGTON, D. C. 


HAL L. BRENNAN S. E. LEONARD 
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SUIT FOR REPARATION 


The Trafic World Washington Burcau 


The World Publishing Company, the Democrat Printing 
Company, and the Tulsa Paper Company, all of Tulsa, Okla., 
through Karl Knox Gartner, counsel, this week filed suit in the 
court of claims against the United States to recover judgments 
aggregating $11,656.41 and interest, based on awards of repar- 
ation made by the Interstate Commerce Commission against 
the Director General in World Publishing Company et al. vs. 
Director General, A., T. & S. F. et al., 53 I. C. C. 491. 

The action might have been brought in a state or federal 
court at Tulsa, but Mr. Gartner filed the stit in the court of 
claims to ascertain chiefly whether that court would assume 
jurisdiction of suits against the United States to recover repar- 
ation awarded by the Commission against the Director General, 
and which the latter declines to pay. Mr. Gartner believes that, 
if the court will assume jurisdiction, the disposition of similar 
suits will be greatly expedited because appeals would go directly 
to the United States Supreme Court, whereas, if the actions 
were originated in state or federal courts and appeals were 
taken, probably six years would elapse before the United States 
Supreme Court would decide the cases. 

Provision for causes of action against the Director General 
as agent of the President is made in section 206 of the trans- 
portation act and suits for the collection of reparation may be 
filed in the state or federal courts having jurisdiction of the 
parties against the Director General if he declines to pay repar- 
ation awarded by the Commission. 

The suit filed by Mr. Gartner is brought against the United 
States directly under section 145 of the judicial code on the 
theory that that court has jurisdiction because a claim based 
on a contract with the United States is in issue. 

The bills of lading under which the shipments of paper 
moved, it is contended, constituted contracts for transporta- 
tion under which the United States, operating the railroads, 
undertook to transport the shipments. 

The awards of reparation by the Commission were based 
on a finding that rates on newsprint and toilet paper from 
points in Wisconsin and Minnesota to Tulsa were unreasonable. 

The World Publishing Company was awarded the sum of 
$5,878.89 with 6 per cent interest from November 25, 1918; the 
Democrat Printing Company, $4,444.08 with 6 per cent inter- 
est from September 10, 1918, and the Tulsa Paper Company, 
$1,335.44 with 6 per cent interest from October 1, 1918. 

It is averred in the suit that the Director General, or any 
of the defendant railroad companies, did not challenge in any 
way the decision and orders of the Commission in the case, but 
_ the Director General has refused to pay the reparation 
ue. 


TANKAGE, ST. LOUIS TO LITTLE ROCK 


A rate of 22% cents, assessed on shipments of ground 
garbage tankage between St. Louis and Dupo (within the St. 
Louis switching district) to Little Rock, Ark., when a rate of 
12% cents was simultaneously in effect on unground garbage 
tankage for the same movement, was unjust and unreasonable, 
according to B. F. Sanders, traffic manager for Darling & Co., 
who testified on behalf of the complainants in No. 12189, In- 
diana Reduction Company vs. Director General, at the hearing 
on that case before Examiners C. R. Seal and R. L. Shanafelt 
in Chicago, June 20. : 

Reparation was asked on 17 shipments of the unground 
tankage which moved between November 18, 1918, and March 
4, 1919. Mr. Sanders said that at the time these shipments 
moved, garbage tankage was not carried in Western Classifi- 
cation under “fertilizers N. O. I. B. N.,” but that it was subse 
quently placed in that class and given a rate of 20 cents for 
the movement involved. Even that rate, to his way of think- 
ing, was far too high, because, he said, ground garbage tank- 
age weighs about 40 per cent more for the same volume than 
does the unground. Therefore, in his opinion, it should at 
least take as low a rate as the unground, namely, 12% cents. 

W. H. Quigg, traffic assistant for the Director General, 
maintained that the rate on unground tankage was unduly de- 
pressed because it had been made in 1913 to enable St. Louis 
producers to compete with those at New Orleans in the fur- 
nishing of raw material for a new fertilizer manufacturing 
plant at Little Rock. The New Orleans rate, he said, was 
water depressed, therefore the St. Louis rate was also very 
low. There was no reason, he said, why the low rate should 
be extended to ground garbage tankage, especially since the 
plant of the Indiana Reduction Co. had been shut down and 
none of this material had moved since the movements involved. 
He also pointed out that some fertilizer materials take a rating 
even higher than class E, which was the one assessed on these 
shipments, in Western Classification. It was also logical, he 


said, to make a lower rate on the fertilizer than on the mate- 
rial from which it is made, because the movement of fertilizer 


is more regular and general. 
A. M. Bull, who conducted the case for the Director Gen- 
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eral, objected to the granting of reparation since, he said, jt 
was impossible to ascertain whether or not the Indiana Re. 
duction Co. still had a corporate existence. Nuel D. Belnap, 
attorney for the complainants, said he would furnish definite 
information on the point and explained that Darling & (Co, 
owned all of the stock of the Indiana Reduction Co. with the 
exception of qualifying directors’ shares. 


CONDENSED MILK, ARIZ. TO TEX. 


A promise, made by traffic officials of the Santa Fe, to es. 
tablish a rate on condensed milk in cans from Glendale, Ariz, 
to Texas common points which would enable a plant at that 
point to compete with others at Creamery and Tempe, Ariz,, 
was a determining factor in the location of the plant of the 
Pacific Creamery Company at Glendale, according to W. W. 
Manker, assistant traffic manager for Armour & Co., who ap- 
peared for the complainant at the hearing on No. 12433, Pacific 
Creamery Company vs. A. T. & S. F., Director General, et all, 
at the hearing before Examiners C. R. Seal and R. L. Shana- 
felt in Chicago, June 20. 

Mr. Manker said that the Pacific company was a subsid- 
iary of Armour & Co., and that after the plant had been Jo. 
cated at Glendale, the Santa Fe failed to keep its promise to 
establish the same rate on condensed milk as applied from the 
other two Arizona condensed milk plants. The Railroad Ad. 
ministration also failed to put in the promised rate, he said, 
and it was not until November 1, 1920, that it was finally made 
effective. 

The complaint in the case, drawn up by Paul E. Blanchard, 
asks for reparation on 16 cars which moved in the period from 
September 1 to November 1, 1919, amounting to $1,475.95. This 
would bring the rate as paid down to the present rates from all 
three Arizona producing points—81% cents on a 40,000 pound 
minimum and 67% cents on a 60,000 pound minimum. 

The rates paid were based on a combination of the local 
rates from Glendale to Phoenix and from Phoenix to Tempe 
added to the through rate from Tempe, which brought them 
up to 77% and 91% cents on the two minimums. In addition 
to the rates as figured, according to Mr. Manker, a straight 
overcharge of 6 cents was paid on some of the shipments be- 
cause of the assessment of 11 cents as the fifth class local rate, 
by the Arizona Eastern, on the haul from Phoenix to Tempe, 
whereas the alleged proper rate was 5 cents. 

A. M. Bull, appearing for the Director General, took the 
position that the rates as charged were reasonable per se; his 
witness, Paul P. Hastings of the Director General’s offices, 
presented some comparisons in which he purported to show 
that the earnings on the traffic in question were low. He in- 
troduced as evidence in this case a transcript of his testimony 
in No. 10512, Charles Boldt Paper Mills vs. Director General, 
in which issues of a similar nature in the same general terri- 
tory were in question. 


TIME FOR PAYING CLAIMS 
The Trafic World Washington Bureau 


Senator Trammell of Florida has introduced a bill (S. 2096) 
providing that it shall be the duty of common carriers to pay 
within sixty days of the date of filing with them claims for loss 
and damage, overcharges, and reciprocal demurrage. Any car- 
rier failing to comply with the act would be liable to the claim- 
ant for the amount of his claim and 25 per cent per annum 
interest: on the principal sum of the claim from the date of 
filing. It is provided when the claimant shall bring suit and 
recover judgment for his claim he shall be allowed the 25 per 
cent interest in addition to the principal sum of the claim, and 
also a reasonable attorney’s fee, which shall be fixed by the court, 
not to exceed $15 if the amount of the judgment does not exceed 
$100 and not to exceed 15 per cent on any amount recovered greater 
than the sum of $100. A proviso reads “that the claimant shall 
not recover and have judgment for the said 25 per centum per 
annum, nor attorney’s fee unless he recovers judgment for a 
sum which fixes the principal sum of said claim at an amount 
greater than the amount which said common carrier had offered 
and tendered to the claimant in settlement of his or its claim 
before expiration of said sixty days in which the said common 
carrier is required to pay such claim under the provisions of 
section 1 of this act.” The act would apply only to claims aris 
ing from interstate shipments. 


INQUIRY INTO OKLAHOMA RATES 

As the result of action by the Corporation Commission of 
Oklahoma in canceling, June 7, all previous orders under which 
the carriers were permitted to apply increases for intrastate 
traffic similar to those applied on interstate traffic in that tel 
ritory, the Commission, on petition of the carriers, has instituted 
an investigation under Docket No. 12753, Oklahoma rates, fares 
and charges, to determine whether discrimination against inter 
state commerce exists because of the state commission’s actio?. 
Commissioner Lewis and Examiner Hunter will hold a hearin 
in the case at Oklahoma City, Okla., July 14. 
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Rand M¢ Nally & Co. 


GALVESTON 


Largest Coastwise Port on the Gulf 


Only 52 days from New York via Morgan and Mallory lines, with five 
sailings each way per week. 


Favorable freight rates from New York, New England, Delaware, Maryland, 
Pennsylvania and Virginia, via New York, Morgan or Mallory lines, together with 
favorable distributing rates from Galveston to interior consuming points, make 
this port an 


Ideal Distributing Point 


for eastern manufacturers and shippers. 
Warehouse facilities entirely adequate. 


One line rail service from Galveston to all points of any importance in Texas, 
insuring prompt delivery on freight moving from this port. 


Address Traffic Department GALVESTON COMMERCIAL ASSOCIATION 


Galveston, Texas 
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CAR SURPLUS AND SHORTAGE 
The Trafic World Washington Bureau 


The average daily surplus of freight cars amounted to 381,746 
in the period June 8 to 15, inclusive, a decrease of 7,780 cars as 
compared with the previous week, according to compilations 
made from carriers’ reports by the car service division of the 
American Railway Association June 22. 

The surplus was made up of the following classes of equip- 
ment: Box, 143,935; ventilated box, 3,007; auto and furniture, 
9,232; flat, 14,751; gondola, 116,235; hopper, 43,213; total, all coal, 
159,448; coke, 10,942; S. D. stock, 19,762; D. D. stock,1,406; 
refrigerator, 13,318; tank, 894; miscellaneous, 5,051. 

The average daily shortage was 220, made up of the follow- 
ing classes of equipment: Box, 121; auto and furniture, 10; flat, 
3; gondola, 17; hopper, 28; S. D. stock, 31; refrigerator, 10. 


LOCATION OF CARS 
The Trafic World Washington Bureau 


The semi-monthly bulletin of the car service division of the 
American Railway Association on percentages of freight cars on 
line to ownership as of June 1 on Class 1 roads shows that in 
the Eastern district the percentage was 98.4 as against 104.3 
a year ago; in the Allegheny district, 101 as against 99.9 a year 
ago; in the Pocahontas district, 90.8 as against 66.5 a year ago; 
in the Southern district, 96.9 as against 99.5 a year ago; in the 
Western district, 97.2 as against 99.5 a year ago; grand total, 
all districts, 98 as against 99.3 a year ago; Canadian roads, 95.7 
as against 89.4 a year ago. 

The percent of home cars on home roads for Class 1 roads 
on June 1 for the country as a whole was 72.9 per cent. In 
the Eastern district it was 65.9 per cent; in the Allegheny, 79.5 
per cent; in the Pocahontas, 77.8 per cent; in the Southern, 
71.3 per cent, and in the Western, 74.1 per cent. 


CISCO AND N. E. RY. BONDS 


The Trafic World Washington Bureau 


The Cisco & Northeastern Railway Co., in finance docket 
No. 1483, has asked authority under section 20a to issue cer- 
tificates for $264,950 of its capital stock of $500,000 not issued 
before the effective date of the transportation law, for all of 
which, except $17,900, the company has received subscriptions, 
and for which it has received $158,075 and on which subscribers 
owe $88,975. 

In addition the company has asked for authority to issue 
$700,000 first mortgage 6 per cent gold bonds to cover present 
investment, and $182,000 additional bonds for additions and bet- 
terments, bonds to be disposed of, as and when the expenditures 
on approved projects are made. 

Under the terms of the agreements with the Texas Com- 
pany, the Gulf Production Company and the Humble Oil & Re- 
fining Company, $326,550 worth of the bonds will be accepted 
at par in retirement of notes and accrued interest. The re- 
mainder will be disposed of at the best market price, but in no 
event at less than 80. No arrangements for their sale has been 
made except as indicated, where the oil companies have agreed 
to take the bonds for the retirement of notes and accrued in- 
terest. 

The application is in accordance with the laws of Texas, 
according to a certificate signed by B. F. Looney, attorney gen- 
eral of Texas. 


The Mercantile Trust Company of New York is the trustee 


under the mortgage. 


RATES ON GAS OIL TO KEOKUK, IA. 


The assessment of a rate of 34.5 cents for shipments of gas 
oil from Oklahoma to Keokuk, Ia., a rate 8 cents in excess of 
that charged for a similar service from the same origin points 
to St. Louis, whereas the rates charged on refined oils and fuel 
oil are only 1 and 1% cents higher, was regarded as unjust and 
unreasonable by Leo E. Golden, who testified on behalf of the 
complainants at the hearing on No. 12473, Keokuk Electric Co. 
vs. Arkansas Central et al., before Examiner C. R. Seal in Chi- 
cago, June 22. A situation somewhat similar existed on ship- 
ments of the same commodity from Kansas groups No. 1 and No. 
2, where the rates were 6.5 and 8 cents, respectively, over the 
St. Louis rate. 

The short-line distance from Kansas City, from which most 
of the 25 cars per year which the complainant uses are shipped, 
is 259.8 to Keokuk and 278.3 to St. Louis. The witness also 
pointed out that the rate to Keokuk on gas oil is higher than 
the rate to Quincy, Decatur, Chicago and Peoria, Ill., and Madi- 
son, Wis. 

Fuel oil, a petroleum product comparable to gas oil, the 
latter being only slightly more valuable than the former, had 
a rate from Kansas City to Keokuk of 27.5, according to the 
witness, which rate, he said, woud be considered a fair one on 
gas oil. In no other part of the country, he said, are the two 
commodities rated differently. 

The Western Petroleum Refiners™ Association presented a 
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petition of intervention on behalf of its members, who are re. 
finers in the midcontinent fields. F. G. Stadle, rate expert for 
that organization, introduced a number of exhibits showing the 
value of various petroleum products which purported to show 
that the value of gas oil at the present time did not exceed $1 
a barrel. He contrasted this with the value of refined oils and 
said that another factor which narrowed the spread of the rate 
between the two classes of products was the fact that gas and 
fuel oils were rated by the carriers at 7.4 pounds per gallon 
and refined oils at 6.6 pounds. The loss and damage claims on 
oils during 1918, he said, amounted to only .24 per cent of the 
revenue derived by the carriers from the movement of these 
products, whereas the loss and damage claims paid on all traffic 
amounted to 1.66 of their entire freight revenue during the same 
year. ‘ 

J. E. Noon, traffic assistant for the Director-General, asserted 
that the difference in the value of gas and fuel oils might well 
be taken into consideration when making rates on the two prod- 
ucts. He said, however, that he knew of no territory where a 
higher rate was assessed on one than on the other. He claimed 
that other commodities in general showed a higher per ton mile 
earning than did the movement of gas oil to Keokuk, and that 
the empty haul on tank cars and the allowance made by the 
carriers when the cars were furnished by shippers make their 
use more expensive than ordinary equipment. 





Digest of New Complaints 





8 
No. 12812, Gulf Refining Co., Pittsburgh, Pa., vs. Pennsylvania and 


ayne. 

Unjust, unreasonable and discriminatory_rates on fuel oil from 
Grays Ferry Station, Philadelphia, Pa., to Midvale Station, Phila- 
delphia, Pa., in that they exceeded rate of 44%c per 100 Ibs. Asks 
for reparation. ’ 

No. 12813. Standard Oil Co. of New Jersey et al., New York City, vs. 
Payne, as agent. ; 

Unjust, unreasonable, unjustly discriminatory, unjustly prefer- 
ential and prejudicial rates on 1,524 tank cars of crude petroleum 
oil from Ranger, Strawn and Tiffin, Tex., to North Baton Rouge, 
La., from January 21, 1919, to May 29, 1919. Asks reparation of 
$28,348.13, plus war tax of $850.40. 

No. 12814. Tampa Coal Co., Tampa, Fla., vs. Payne, as agent. 

Unjust, unreasonable and _ unjustly discriminatory rates on coal 
from points in Alabama to Tampa because increase under G. O, 28 
was applied to both factors of combination rate. Asks reparation. 

No. 12815. West Alabama Lumber Co., Tuscaloosa, Ala., vs. Alabama 
& Vicksburg, Payne et al. 

Unjust, unlawful and unreasonable charges on three carloads of 
yellow pine lumber from Forest, Miss., to Washington, D. C., and 
reshipped to Rochester, N. Y., because defendants refused to com- 
ply with reconsigning instructions. Asks reparation. ; 

No. 12816. Hocking Valley Brick Co., Logan, O., vs. Hocking Valley 
and Payne, as agent. 5 ete 

Unjust, unreasonable, unjustly discriminatory, unduly _prefer- 
ential and prejudicial rates on raw material for brick making from 
Buchtel to Logan, O., and unjust and unreasonable rates on bricks 
from Logan to various destinations. Asks for reasonable rates and 
reparation of $10,505. 

No. 12817. West Alabama Lumber Co., Tuscaloosa, Ala., vs. Alabama, 
Tennessee & Northern, Payne et al. 

Unjust and unreasonable rates on carload of lumber from Boyd, 
Ala., to Camden, N. J., reconsigned at Buffalo, by reason of impo- 
sition of demurrage charges. Asks reparation. ; : 

No. 12818. Keystone Elevator and Warehouse Co., Philadelphia, Pa., 
vs. Pennsylvania and Payne. : ; 

Asks for reasonable allowance from Pennsylvania and Director 
General for elevation and other accessorial services at Philadelphia 
between July 1, 1918, and August 6, 1919, amounting to $15,738.39. 

No. 12819. West Virginia Pulp and Paper Co., Inc., New York City, vs. 
Payne, as agent. 

Unreasonable rates on osage orange wood from Bonham, Tex., to 
Cass, W. Va., in July and August, 1918. Asks for reparation. 

No. 12820. West Virginia Pulp and Paper Co., Inc., New York City, vs. 
Payne as agent. 

Unreasonable rates on osage orange wood from Wapanucka, 
Okla., and other Oklahoma points to Cass, W. Va. Asks repara- 
tion. 

No. 12821. Utah Fuel Co., Sunnyside, Utah., vs. Payne, ar agent. | 

Unjust and unreasonable rates on slack coal from complainant's 
coal mine tipple to storage bins at Sunnyside, Utah. Asks repara- 
tion. 

No. 12822. West Alabama Lumber Co., Tuscaloosa, Ala., vs. Southern, 
Payne et al. 

Unjust and unreasonable charges on carload of lumber from 
York, Ala., to Buffalo, N. Y., and ordered reconsigned to Chester, 
Pa. Asks reparation. 

No. — - (Ga.) Chamber of Commerce vs. Bangor & Aroos- 
took et al. 

Unjust, unreasonable and unjustly discriminatory rates on paper 
from points in Maine, Massachusetts and Vermont to Macon, Ga. 
Asks cease and desist order, just, reasonable and non-discrimina- 
tory rates. ‘ 

No. 12824. haa Atlas Portland Cement Co., Hannibal, Mo., vs. C. B. & 

. et al. 

OUniast and unreasonable rates on cement from Hannibal, Mo., 
to points in Indiana. Asks cease and desist order and just and 
reasonable rates. ? 

No. 12825. Republic of France vs. Wheeling & Lake Erie et al. __ . 

Unjust, unreasonable, unduly discriminatory and prejudicial 
rates on billets, iron or steel, from Steubenville, O., to Baltimore 
and New York. Asks reparation. nid 

No. 12826. The Grasselli Chemical Co., Cleveland, O., vs. New Yor 
Central, Payne et al. , 

Unjust and unreasonable rates on roasted zinc ore from Gib- 
son, Ind., to Clarksburg, W. Va. Asks reparation. 

No. 12827, Republic of France vs. M. K. & T. of Texas etal. |... 1 

Unjust, unreasonable, unduly discriminatory and prejudicia 
rates on cotton linters from Houston, Tex., to New Orleans, La 
Asks reparation. 
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EVERY STEP 


From Start to Finish 








In Both Freight Rate and 
Classification Change 


Is Now Promptly Told of 


The Traffic Bulletin 








The Information Regularly Carried in This 
Publication Includes the Following: 


1—Released Rate Orders 

2—Fourth Section Orders 

3—Sixth Section Orders 

4—Investigation and Suspension Orders 

5—Suspension Orders Vacated 

6—New Tariffs and Supplements Filed with the I. C. C. 

7—Tariffs Rejected by the I. C. C. 

8—Express Tariffs Filed with the I. C. C. 

9—Shipping Board Tariffs 

10—Adoption Notices 

11—Central Freight Association Docket 
12—Central Freight Association Hearings 
13—C. F. A. Coal, Coke and Iron Ore Docket 
14—New England Freight Association Docket 
15—New England Freight Association Hearings 
16—Southern Rate Committee Docket 
17—Southwestern Freight Bureau Docket 
18—Southwestern Freight Bureau Hearings 
19—Texas Freight Bureau Docket 
20—Trunk Line Association Docket 
21—Trunk Line Association Hearings 
22—Trunk Line Coal and Coke Docket 
23—Trunk Line Coal and Coke Hearings 
24—Perishable Freight Committee Docket 
25—Western Trunk Line Docket 
26—Western Trunk Line Hearings 
27—Transcontinental Freight Bureau Docket 
28—Southern Ports Foreign Freight Docket 
29—Consolidated Classification Docket 
30—Embargo Notices, Modifications and Cancellations 
31—Steamship Sailings 


Samples and full information free on request 


The Traffic Service Corporation 


Publishers THE TRAFFIC WORLD 
418 South Market St., Chicago 
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Great Southwest 
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The new era of transportation 
demands personal service. We 
undertake to render this service: 
Let us assist"you in solving your 
transportation problems. Our 
organization istrained and facil- 

ities provided for this purpose. 
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No bothersome large terminals, 
coupled with through freight 
trains, assures continuous 
movement between Missouri 
River and Mississippi River 
gateways and Oklahoma,Texas 
and Texas Gulf Ports. Mark 
| your bill of lading K. O. & G., 
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These representatives will be glad to furnish in- 
formation concerning rates, routes, tracing, etc.: 


Mr. H. T. Winn, General Agent, Kansas City, Mo., 
330 Railway Exchange Bldg. Phone Home Harrison 6828. 


Mr. H. D. Fry, General Agent, Dallas, Texas, 
1011 Dallas County State Bank Bldg. Phone X 3950. 


Mr. F..A. Layman, General Agent, 
729 Wabash Bldg., Pittsburgh, Pa. Phone Court 4601-2. 


Mr. D. R. Peck, General Agent, 
208 S. La Salle St., Chicago, Ill. Phone Harrison 1801. 
E. J. OCONNOR 
General Freight Agent 
MUSKOGEE, OKLA. 
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Docket of the Commission 


having been added since the last issue of The Traffic Worid. Cancel- 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 
June 27—Beaumont, Tex.—Examiner Kephart: 
12100—Beaumont Chamber of Commerce vs. Beaumont Wharf and 
Terminal Co. et al. 
12100 (Sub. No. 1)—Beaumont Chamber of Commerce et al. vs. Beau- 
mont, Sour Lake & Western et al. 
12523—Beaumont Chamber of Commerce vs. Louisiana Western et al. 
12412—Texas Steel Co. (R. S. Collin and W. H. Lantz, receivers) vs. 
Cc. R. I. & P. et al. 
12412 (Sub. No. 1)—Texas Steel Co. (R. S. Collin and W. H. Lantz, 
receivers) vs. C. R. I. & P. et al. 


June 27—Portland, Ore.—Examiner Flynn: 
12428—W illamette Iron and Steel Works, Inc., et al. vs. B. & O. et al. 


June 27—Chicago, Ill._—Examiner Seal: 
12745—In the matter of intrastate rates of the American Railway 
Express Co. between points in the state of Illinois. 
June 27—Argument at Washington, D. C.: 
* 11299—William Wylie Beall vs.” Wheeling Traction Co. 
* 11299 (Sub. No. 1)—Charles J. Schuck vs. Wheeling Traction Co. 
June 28—Tacoma, Wash.—Examiner Flynn: 
12424—Love-Warren-Monroe Co. vs. C. M. & St. P. et al. 
12421—West Coast Grocery Co. et al. vs. O.-W. R. & N. Co. et al. 
June 28—Argument at Washington, D. C.: 
11681—Oxford Paper Co. et al. vs. Director General. 
June 29—Washington, D. C.—Before the Commission: 
* Valuation Docket 26—In re San Pedro, Los Angeles & Salt Lake 
R. R. Co. (final value). 
* Valuation Docket 4—Kansas City Southern Ry. et al. (final value). 
June 29—Tacoma, Wash.—Examiner Flynn: 
12498—Far West Clay Co. vs. C. M. & St. P. et al. 
12499—Far West Clay Co. vs. C. M. & St. P. and Director General. 
June 29—Chicago, Ill—Examiner Seal: : 
* 1. and S. 1352—Southern quarantine cattle at Jersey City, N. J., 
and New York, N. Y. 
June 30—New Haven, Conn.—Examiner Quevedo: 
beg tA Manufacturers’ Assn. of Connecticut, Inc., vs. Director 
eneral, 


July 1—Washington, D. C.—Examiner Wagner: 
1. and S. 1349—Pulpwood from South Carolina to Canton, N. C. 


July 1—Cleveland, O.—Examiner Howell: 
12644—The Lakewood Engineering Co. vs. N. Y. C. 
12644 (Sub. No. 1)—The Lakewood Engineering Co. vs. B. & O. et al. 
12644 (Sub. No. 2)—The Lakewood Engineering Co. vs. Lake Erie & 

Pittsburgh Ry. et al. 

July 1—Argument at Washington, D. C.: 

* 11961—Wausau Southern Lumber Co. vs. Guif & Ship Island et al. 

* 11995—Charles C. Oyler & Son et al. vs. American Ry. Express Co. 


July 1—Washington, D. C.—Examiner Paulson: 
11132—Union Cypress Co. vs. F. E. C. Ry. et al. 
July 1—Chicago, Ill.—Examiner Hosmer: 
1. and S. 1335—Policing shipments of intoxicating liquors in Western 
Trunk Line territory. 
July 1—Cheyenne, Wyo.—Public Service Commission of Wyoming: 
Finance Docket 1185—Application of the Saratoga & Encampment 
R. R. Co. for a certificate of public convenience and necessity. 
~~ 1—Seattle, Wash.—Examiner Flynn: 
12376—Forbes Timber Co., Inc., vs. Nor. Pac. and Director General. 
July 2—Chicago, Ill.—Examiner Hosmer: 
1. and S. 1348—Absorption of switching charges at Chicago, IIl. 
July 2—Mobile, Ala.—Examiner Kephart: 
~ Soe 8. 1328—Cancellation of switching arrangements at Mobile, 


July 2—Seattle, Wash.—Examiner Flynn: 
12491—Kohan & Falk Co. vs. O. S. L. et al. 


July 5—Toledo, O.—Examiner Howell: 
wf ~- 4. 1341—Classification ratings on paint or varnish spraying 
ths. 
July 5—Chicago, Ill.—Examiner Hosmer: 
1 soe ~ er Sand Producers’ Traffic Assn. et al. vs. C. C. C. & 
t. L. et al. 
12632—The Silica Sand Producers’ -Traffic Assn. et al. vs. Pa. R. R. 


et al. 
_— Silica Sand Producers’ Traffic Assn. et al. vs. C. & O. 
et al. 


July 6—Argument at Washington, D. C.: 
11003—McGowin Lumber and Expbdrt Co. et al. vs. Director General, 
Gulf, Florida & Alabama et al. 
~—- 6—Washington, D. C.—Examiner Carter: 
12124—W. A. Wimsatt vs. B. & O. et al. 
July 6—Cincinnati, O.—Examiner McQuillan: 
12601—Riverside Coal Co. vs. Director General, Ohio & Kentucky 


et al. 
12593—The Peters Cartridge Co. vs. Director General, Pa. R. R. et al. 
July 6—Charleston, S. C.—Examiner W. H. Wagner: 
12628—Charleston Traffic Bureau vs. A. G. S. et al. 
July 6—Chicago, IIl.—Examiner Hosmer: 
12640—The Rock Products Traffic League vs. N. Y. C. et al. 
“aa Silica Sand Producers’ Traffic Assn. et al. -vs. C. B. & 
. et al. 
July 6—Salt Lake City, Utah—Examiner Eddy: 
12484—Inland Crystal Salt Co. vs. Butte, Anaconda & Pacific et al. 
July 6—Chicago, Ill.—Examiner Barclay: 
12066—Construction and souatr. of railway equipment (locomotive 
equipment of the C. & N. W. Ry.) 
uty o—Gaden. Utah—Commissioner Aitchison: 
12619—The Amalgamated Sugar Co., Inc., vs. Director General, 
Western Pacific et al. 
July 7—New York, N. Y.—Examiner H. J. Wagner: 
13568—Chevrolet Motor Co. of California vs. Director General et al. 
12569—Chevrolet Motor Co. of Michigan vs. Director General et al. 


~~ 7—Argument at Washington, D. C.: 

12131—Cleveland Provision Company vs. Director General et al. 
11966—Omaha Packing Co. et al. vs. A. T. & S. F. et al. 
11424—Boston Wool Trade Assn. vs. Abilene & Southern et al. 
Portions of fourth section applications 345 and 349. 

July 7—Washington, D. C.—Kixaminer Kephart: 
12547—Mrs. E. F. Berkeley Jones vs. Long Island et al. 

July 7—Indianapolis, Ind.—Examiner Smith: 
12349—Kingan & Co., Inc., vs. Director General. 

July 7—Atlanta, Ga.—Examiner Kephart: 
1. and §. 1330—Interchange switching at Atlanta, Ga. 


July 7—Minneapolis, Minn.—Examiner Howell: 
l. and S. 1340—Classification ratings on flower and garden seeds. 


July 8—New York, N. Y.—Examiner H. J. Wagner: 
12585—Italian Government Commission vs. Director General et al. 


July 8—Argument at Washington, D. C.: 

11287—Traffic Bureau of Nashville et al. vs. Director General et al, 

11523—City of Clarksville, Tenn., et al. vs. Director General et al, 

11562—Walter Cain, Special Auditor of the State of Tennessee, ys, 
Director General et al. 

11562 (Sub. No. 1)—Railroad and Public Utilities Commission of the 
State of Tennessee vs. Director General. 

11050—Stewart Iron Co., Ltd., vs. Pa. R. R. (Western Lines) et al, 

11167—Stewart Iron Co., Ltd., vs. P. & L. E. and Director General, 


| 8—Washington, D. C.—Examiner Kephart: 
12550—The Barrett Co. vs. Director General, Pa. R. R. et al. 
July &—Savannah, Ga.—Examiner Wagner: 
1. and S. 1336—Naval stores between south Atlantic ports, including 
interior ports. 
July 8—Minneapolis, Minn.—Examiner Howell: 
1. and S. 1272—Switching and absorption at Minneapolis, Minn., ete. 


July 8—Chicago, Ill.—Examiner Barclay: 
1 onstruction and repair of railway equipment (locomotive 
equipment of C. M. & St. P. Ry.) 


July 8—Carson City, Nev.—Commissioner Aitchison: 

12690—Public Service Commission of Nevada vs. Sou. Pac. et al. 
July 9—St. Louis, Mo.—Examiner McQuillan: 

l. and S. 1259—Acid from Hillsboro, Ill., to Ohio River points. 


July 9—Chicago, Ill—Examiner Hosmer: 
12646—Swift & Co. vs. A. T. & S. F. et al. 
12648—Swift & Co. vs. A. T. & S. F. et al. 


July 11—New York, N. Y.—Examiner H. J. Wagner: 
12541—Midland Linseed Products Co. vs. Director General et al. 
12663—Midland Linseed Products Co. vs. Director General et al. 
July 11—San Francisco, Calif.—Examiner Eddy: 
12733—Lassen Lumber and Box Co, vs. Director General and Sou. 
ac. 
- 11—Washington, D. C.—Examiner Kephart: 
12631—McKell Coal and Coke Co. et al. vs. C. & O. et al. 
July 11—St. Louis, Mo.—Examiner McQuillan: 
12584—Indiahoma Refining Co. vs. Director General, C. & A. et al. 
12561—Indiahoma Refining Co. vs. Director General, Ahnapee & 
Western et al. 
—_ | No. 1)—Indiahoma Refining Co. vs. Director General 
et al. 
July 1i—Chicago, Ill.—Examiner Hosmer: 
12598—Wilson & Co., Inc., of Oklahoma, vs. Director General et al. 
12599—Wilson & Co., Inc., of Oklahoma, vs. Director General et al. 


July 11—Duluth, Minn.—Examiner Howell: 
12655—Fitger Brewing Co. vs. Northern Pacific et al. 
12558—Jacobson Bros. vs. Northern Pacific et al. 
12518—Duluth Brewing and Malting Co. vs. Northern Pacifie et al. 
-_ 11—Vincennes, Ind.—Examiner Smith: 
12553—Indiana Board and Filler Co. vs. Director General et al. 
12553 (Sub. No. 1)—Indiana Board and Filler Co. vs. Director Gen- 
eral et al. 
a 11—Oklahoma City, Okla.—Examiner Hunter: 
12563—Healy & Co. vs. Director General, M. K. & T. Ry. 
11441—Hobart Mill and Elevator Co. et al. vs. Director General, St. 


L.-S. F. Ry. 
July 11—Parkersburg, W. Va.—Examiner Archer: 
1 The €eneral Porcelain Co. vs. Director General, B. & O. et al. 


12589—The General Porcelain Co. vs. Director General, B. & O. et al. 
July 11—Chicago, Ill.—Examiner Barclay: 
‘ens--tenatrantien and repair of railway equipment (locomotive 
equipment of the C. B. & Q. R. R.) 
aa tae nar Ga.—Examiner W. H. Wagner: 
12233—Hudson Mule Co. et al. vs. A. T. & S. F. et al. Such fourth 
section departures as may exist in the adjustment of rates will be 
considered by the Commission in the disposal of this complaint. 


CHANGES IN DOCKET 

Hearing in 12463, Monsanto Chemical Works vs. Director- 
General, B. & O. et al., assigned for June 20 at St. Louis, and 
12464, Same vs. Director-General, A. T. & S. F. et al., assigned for 
June 20 at St. Louis, was canceled. 

Argument in 11662, Charleston, S. C., Mining & Mfg. Co. 
vs. Director-General; 11876, Ideal Fuel Co. vs. Director-General; 
11729, the Rock Products Traffic League of Chicago, IIl., V5. 
Cc. B. & Q. et al.; 11799, the Rock Products Traffic League of 
Chicago, Ill., vs. C. B. & Q. et al.; and 11810, the Rock Products 
Traffic League of Chicago, IIl., vs. C. R. I. & P. et al., assigned 
for July 15 at Washington, was canceled and reassigned for 
July 25 at Washington. 


SOUTHERN RATE COMMITTEE HEARINGS 


Beginning July 5 the weekly public hearings by the Souther 
Rate Committee at Atlanta will be on Tuesday instead of Mom 
day of each week. 
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Coupon Tags—insure 
you against labor losses 


Work Tags—insure you 
against accounting losses 


Duo-Safety Tags—insure 


you against shipping losses 


VERY business man knows the neces- 
sity of insurance. 


So, today, most business men are realizing 
the value of tags as insurance against losses 
in the factory, the shop, the store and the 
office — in fact, in every line of business 
activity. 

The leaks in operation, in labor, in manage- 
ment and.in shipments, are stopped by tags. 


Our great business has grown out of this 
element of service in tags. It has developed 
tag production way beyond the printing 
business, by special practice and automatic 
machinery. 


THE TRAFFIC WORLD 








E have gone a step farther and devel- 

oped Tag Service, which applies the 
experience of thousands of special tag meth- 
ods to your business, so that tags will insure 
you against losses and leaks that may now 
exist. 
You may not even know what some of your 
losses are, until you see how some special tag 
system works. 


Telephone, wire, or write to YOUR 
nearest branch of OUR business and The 
International Man will respond at once. 


Main Office and Factory: Chicago, Illinois, U. S. A. 
New York City SALES OFFICES Los Angeles, Cal. 
St. Louis, Mo 


t. “ " Kansas City, Mo. Boston, Mass. Cleveland, Ohio 
Denver, Colo. Detroit, Mich. Rochester, N. ¥Y. Milwaukee, Wis. 


INTERNATIONAL JT4Gc COMPANY 


Tac SERVICE 
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PETITIONS FOR REHEARING, ETC. 


The Mallory Steamship Company and other respondents 
have asked the Commission to grant a reargument and to mod- 
ify its order in I. & S. 1280, rail and water rates from Atlantic 
seaboard territory to Texas points. 

The Commission has been asked by the Birmingham South- 
ern Railroad Co. to reopen, for the admission of additional evi- 
dence, No. 11485, Birmingham Southern Railroad Co. vs. Direc- 
tor-General, A. G. S et al. 

Complainants in No. 12135, Joseph Sussman, doing business 
under the firm name of Tacoma Junk Co. vs. Northern Pacific, 
and No. 12075, American Wood Pipe Co. vs. Director-General, 
O.-W. R. & N. Co. et al., have asked the Commission to grant a 
further hearing on the sole issue of whether or not complainants 
paid and bore the charges on the shipments in question. 


TO ABANDON BRANCH LINE 


The Central New England Railway Company has applied to 
the Commission for a certificate authorizing it to abandon part of 
a branch line from Tariffville, Conn., to Agawam Junction, Mass. 
The part the applicant proposes to abandon is between Feeding 
Hills and Agawam Junction, near West Springfield, Mass. The 
company says that all freight on the Tariffville branch destined 
to and from Springfield and beyond can be handled over the com- 
pany’s main line and the N. Y. N. H. & H. via Hartford, Conn. 
Passenger service between Feeding Hills and Springfield, Mass., 
is furnished by an electric line. 


WICHITA NORTHWESTERN BONDS 


The Wichita Northwestern Railway Company has been au- 
thorized by the Commission to issue $600,000 of first consoli- 
dated 6 per cent bonds and to pledge them with the Secretary 
of the Treasury for a loan of $381,750 from the government. 
The loan has been approved by the Commission. Of the $381,- 
750, $200,000 will be used in retiring bonds and the remainder 
will go for completion of the company’s line of railroad. 


PENNSYLVANIA CONTROL OF P. FT. W. & C. 

The Commission has authorized the Pennsylvania Railroad 
Company, in finance docket No. 1448, to acquire control of the 
Pittsburgh, Fort Wayne & Chicago Railway Company, by the 
purchase, at par, from the Pennsylvania Company of $34,000,000 
worth of the special guaranteed stock of the Fort Wayne road, 
and to assume the obligations of the Pennsylvania company in 
respect to the payment of the principal and interest of $33,239,000 
of the guaranteed trust certificates heretofore issued by the Penn- 
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Attorney at Law and Counsellor In 
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GEORGE N. BROWN GEORGE L. BOYLE 


BROWN & BOYLE 
Attorneys and Counsellors at Law 


ar attention to Freight Rate Adjustments 
and Practice before the Interstate 
Commerce Commission. 


Washington, D.C 
Telephone Main 2702 


GEO. T. BELL 


COMMERCE COUNSEL 
1919-1921, Executive Vice-President, North- 
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Commerce Counsel for various Bn. 
— and shippers of Missouri River 


MUNSEY BUILDING, WASHINGTON, D. C. 


ARTHUR HALE 


UNION TRUST BUILDING 
FIFTEENTH AND H STREETS 


WASHINGTON, D. C. 
TELEPHONE MAIN 7855 
Agent and attorney for carriers before the Interstate 
Commerce Commission, Railroad Administration, etc. ; 
Rates and Divisions, Private Cars, Weighing; 
Per Diem Reclaim, Demurrage and Valuation; 
Claims under the Federal Control and Transportation Acts. 
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DIRECTORY OF ATTORNEYS intestate commerce commission | 


CHARLES H. LAMPEN 


Commerce Counselor 


All phases of Traffic 
and Transportation 


CHAS. E. COTTERILL 


COMMERCE COUNSEL 
Suite 1120 Hurt Building 
ATLANTA, GA. 





CLYDE N. THOMPSON 
INDUSTRIAL TRAFFIC MANAGER 


All Traffic and Transportation matters. 
Traffic Service Rendered on monthly 
basis. Correspondence solicited. 


MOREHEAD, KY. 


ARTHUR B. HAYES 
ATTORNEY AT LAW 
Colorado Bullding, Washington, D. C. 
Former Member of the Department of Justice as 
Solloltor of Internal Revenue 
Interstate Commerce Litigation a 
Specialty 
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sylvania company. In taking over the control of that part of itg! 
western lines system represented by the Fort Wayne route fro ol 
the holding company that took it over when the arrangement of. 
a 999 year lease was arranged, the parent company will pay tq 
the holding company which is going out of business $761,000 ink 
cash. The stock of the holding company is held by the 
Pennsylvania Railroad Company, so the transaction is all within’ 
the family. i 





HEARING POSTPONED 


On account of the crowded condition of the examiner’s 
docket, and because it was agreed by the two sides that all the 
evidence could not be put in in less than two full days, hearing 
on No. 10804, Barnett Oil & Gas Co. vs. L. & N. et al., whic 
was scheduled to take place before Examiner Seal in Chicagoyt 
June 22, was postponed to a date to be set by the Commission) 
The complaint attacks the justness and reasonableness of a 29 
cent rate on crude petroleum fiom Kentucky to Chicago. t 

ae a ee ae ¢ 
LEASE TO P. S. & N. R. R. y 

Henry S. Hastings, receiver of the Pittsburg, Shawmut & 
Northern Railroad Company, has applied to the Commission fo? 
approval of a lease entered into by him with the owner of thé 
Rochester, Hornellisville & Lackawanna Railroad, a short line 
about 10.13 miles long, extending from a connection with thé 
Pittsburg at Moraine, N. Y., to Hornell, N. Y. The Pittsburg 
has operated the Rochester road under lease under which n¢ 
annual rental was paid. The new lease provides for a fixed 
rental of $3,000 a year. 


N. & P. BELT LINE NOTE 


The Norfolk & Portsmouth Belt Line Railroad Company hag 
applied to the Commission for authority to make and delived 
to the Norfolk National Bank, Norfolk, Va., a note in the sun 
of $125,000, bearing 6% per cent interest and payable on January 
1 and July 1, 1922. The note will be issued in renewal ang 
curtailment of a note for $150,000 due July 16, 1921. 


H. & B. T. R. R. & COAL CO. CERTIFICATES 
Approval of the issuance of $300,000 of car trust certificate; 

in partial payment for four new locomotives and ten new all 
steel passenger cars, costing $411,393, is requested by the Hunt 
ingdon & Broad Top Mountain Railroad & Coal Company in af 
application filed with the Commission. The company propose. | 
to sell the certificates to William Marriott Canby and Robt 
Glendinning & Co. at 88.61465 per cent of par. Ne 
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EDWARD A. HAID | 


ATTORNEY AT LAW 


1411-16 Liberty Central Trust Bullding, © 
St. Louls, Mo. 


Special attention to matters before Inter-) § 
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Bureau of Commerce and Research 


TRAFFIC CONSULTANTS 
Statistical and Research Engineers 

Complete traffic manager service. Preparation an 
presentation of cases before the Interstate Commerc 
Commission and all Government Departments. 

Charts, Graphics and Exhibits prepared. 

Research work of any character. 
726 Fourteenth St., N. W. Washington, D. C+ 









